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United Van Lines agents get that kind of welcome comment regularly. The reason: 
United Pre-Planned service smooths out all details in advance and follows through... 
a boon to busy Traffic Managers as well as to employees. Another plus in every 
United move of household goods, factory or office equipment is ®Sanitized— fe 
nationally famous process that safeguards moving cleanliness. There’s a courteous, 
capable United agent listed in your classified phone book. Call him, or write or 


wire United Van Lines Moving Headquarters, St. Louis 17, Mo. 
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ONLY THE STRONG CAN SURVIVE! 


“The damage to box-car flooring as a result of using 
mechanical equipment when loading and unloading freight, 
continues to be one of the major problems involved in 
supplying good order general service cars to the shippers 
by the railroads.”—Report of Committee on Car Construc- 
tion. 1951 Annual Meeting, Mechanical Division, A.A.R. 


lll 


More than ever, it takes strength for freight car 
floors to stand up under modern mechanized freight 
handling methods. N-S-F assures safety and security 
without limitation. 


PATENTS PENDING 51-SF-7 


Every month, more and more freight cars are being 
equipped with NAILABLE STEEL FLOORING. This grow- 
ing acceptance of N-S-F by America’s leading railroads 
is due to two major factors: 


® N-S-F, made of N-A-X HIGH-TENSILE steel, pro- 
vides strength and durability for greater operat- 
ing economy. 


® N-S-F and its exclusive nailing feature mean 
greater security for lading of all kinds. 


These characteristics of N-S-F mean greater structural 
strength for your boxcars... greater efficiency in your 
overall operation. 


GREAT LAKES STEEL CORPORATION 


Steel Floor Division e Ecorse, Detroit 29, Michigan 


NATIONAL STEEL wilg CORPORATION 
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To Chicago, Toledo aad Ponts West 
If it’s speed you need for westbound freight that can’t wait, = 
C&O’s new speed-merchant freight train, “THE SPEEDWEST,” is the 
answer. It operates from Virginia, the Carolinas and the Southeast + 
to Chicago and Toledo, connecting at Toledo with Pere Marquette District 
trains for Michigan and the Northwest via C&O car ferry service. 
This all-merchandise speedster will save you a full day PUBL 
in transit time on westbound freight, just as its swift companion train, 
“THE EXPEDITER,” does on the eastbound run. So when you need speed ASSI 
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Before the departure of every Frisco 
train, the conductor and 
for an all-important conference. 


Each is furnished with a copy of the train 
orders which one reads aloud while the. 
other follows. These orders specify how 
the train is to ruan—exactly where and 
when it is to meet other trains, where 
and by how much it is to reduce speed, 
and what unusual conditions, if any, 
exist along the line. 


Before starting on a run, the conductor 
and engineer compare watches to make 
sure both show the same time; in fact, 


Git feviaco train coowiruee Stak etlion 
seh day by Naval Observatory time. 





AAy 


The LIFELINE of INDIANA 


: AL d/ 


MICHIGAN 
CITY 


*, MONON 


uaraverte 


FRENCH LICK 
LOUISVILLE® 


When fast, 
dependable freight 
schedules are 
required specify 
MONON 


re), fe), | 


THE HOOSIER LINE 





Your freight makes a 
bee line 





on the 





To or thru the Upper Midwest— 
the 7-state Soo Line Land 








Do You Keep 
A Tariff File? 


If so, you can save time and money plus 
the assurance of having all the informa- 
tion you need from every source by 
using the weekly TRAFFIC BULLETIN. 
Write today for sample copy 


Traffic Service Corp., Washington 5, D.C. 











UVESTIONS AND 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nensubscribers. 


In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 
work, nor 


do we undertake to render legal opinions. 


We do not desire to take the place of the traffic man, but to help him in his 


The right is reserved to refuse to answer any 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 


complex for the kind of investigation 


Claims— 
Collection of C.0.D. by Motor Carrier 


Question—Texas 


We would like to have your opinion on 
the following situation: 


A. C.O.D. shipment was accepted from 
a connecting carrier and in the process 
of billing our company dropped the 
C.O.D. Twelve months after delivery of 
the shipment, the shipper filed claim for 
the amount of the C.O.D. Our question 
is, does the nine month clause in Section 
2, paragraph (b) of the Bill of Lading 
Contract Terms and Conditions prohibit 
payment of this claim. 


Answer 


We can find no decision in which this 
question has been considered. 


In the course of its opinion in Joseph 
Mogul, Inc. v. C. Lewis Lavine, Inc., 159 
N. E. 708, the court said: 

An express company or other carrier, re- 
ceiving merchandise on a C.O.D. shipment, 
acts in two capacities, as bailee to trans- 
port the goods and as agent to collect the 
price. Hutchinson, Carriers, Sec. 726. For 
breach of its duty as bailee to carry and 
deliver to the person and on the conditions 
stated by the shipper, it is liable, as in the 
case of any other misdelivery, for the value 
of the goods. Murray v. Warner, 55 N. H. 
546, 20 Am. Rep. 227; Fowler Commission 
Co. v. Chicago, R. I. & P. R. Co., 98 Mo. 
App. 210, 71 S. W. 1077. For breach of its 
duty to act as agent for the shipper in the 
collection of the price, it is liable, like any 
other collection agent, for whatever could 
have been collected if the duty had been 
fulfilled. Mechem, Agency, Sec. 1320. 

It does not appear from the above 
statement that the provisions of Section 
2(b) of the Uniform Bill of Lading 
Contract Terms and Conditions have 
any application to the collection by a 
carrier of the amount of a C.O.D. 


Freight Charges— 


Demurrage—Liability of Consignee 


Question—California 


It is noted that on page 4 of the Trar- 
FIC WORLD dated June 2, 1951, under the 
above caption, you take the position that 
a consignee is liable for demurrage 
charges accruing at origin. In connec- 
tion with this question you may be in- 
terested in the decision in Western Pa- 
cific R. Co. v. Pacific Portland Cement 
Company, U. S. Dist. Court, N. D. of 
California, S. D., reported in 84 Fed. 
Supp. at page 15. In this case this com- 
pany was attempting to collect demur- 
rage charges which accrued. at origin 
from the consignor and the consignor 
plead as a special defense the fact that 
Section 7 of the Bill of Lading was 


erein contemplated. 


signed in connection with some of the 
shipments involved. The court held that 
the fact that Section 7 was signed did 
not relieve the consignor from liability 
for such demurrage charges and, in pass- 
ing, stated that to hold that “a consignee 
may be held liable for demurrage 
charges while a car is in the control 
of the consignor, and before actual 
transportation commences, is legally in- 
defensible.” While this decision was re- 
versed on other grounds in 184 Fed. 2d 
34, it is the only case squarely in point 
on the question discussed in the above 
question and answer. 


Answer 


The case to which you refer involves 
the liability of the consignor and not 
the liability of the consignee. 

The statement of the court with re- 
gard to the liability of the consignee is, 
in a sense, obiter dictum, since the case 
does not relate to the liability of the 
consignee, except indirectly, inasmuch as 
the consignor and consignee are liable 
for freight charges. 





Allowances to Shipper— 


For Transportation Services 
Performed by Shipper 


Question—New York 


We have come across the question as to 
what the proper rate would be under the 
following conditions: 


We have one of our plants located in 
Jersey City, New Jersey, and frequently 
make shipments to a customer of ours 
located in New Brunswick, New Jersey. 
These shipments move by a common 
motor carrier operating under Middle 
Atlantic States Motor Carrier Confer- 
ence Incorporated, Freight Tariff No. 
8-I, MF-ICC No. A-324. This carrier’s 
terminal for this area is located in New 
York City. When this carrier picks up 
shipments at our Jersey City Plant it 
receives a shipping order showing Jer- 
sey City as point of origin. The rate 
that is assessed is from Jersey City to 
New Brunswick, $.77 on third class items. 
However, if we should deliver the same 
shipments to the carriers terminal plat- 
form in New York City with the shipping 


order again showing Jersey City as point | 
of origin, we are assessed the rate of | 
$.86. It does not seem right that we | 


should be penalized $.09 a hundred 
pounds in performing a portion of the 
carrier’s duties. 


TRAFFIC WORLD 
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The discussion has arisen as to the | 


point that the carrier’s responsibilities 
for the shipments only begin. when he 
is in possession of the shipment, thereby 
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charging the rates as indicated above. 
The other side of the discussion is the 
old argument as to the original inten- 
tions of the shipper. 

We would appreciate it if you could 
give us some authority, ruling or opinion 
as to what rate is the proper one to be 
applied in this instance. 


Answer 


Unless there is some tariff provision 
under which the rate applied by the 
carrier includes an allowance for your 
services in delivering the shipments on 
the platform of the carrier in New York 
City, the shipments, so far as their 
common carrier transportation is con- 
cerned, originate at the latter point, and 
in our opinion, the rates from that point 
must be assessed thereon. A carrier can 
make no allowance for the transporta- 
tion services performed by a shipper 
without tariff authority therefor. See 
Section 225 of Part II of the Interstate 
Commerce Act. 





Evidence— 


Burden of Proof of Loss of 
Goods By Carrier 


Question—Nebraska 


We would like to have your opinion on 
the following: 


A C.O.D. shipment was received re- 
cently by us from Detroit. The move- 
ment was by motor freight. The bill of 
lading was signed and a certified check 
was given to the delivering carrier. The 
shipment was later weighed by the final 
carrier driver and was 8,000 pounds short 
of the correct weight on the bill of lading. 
We have the scale slip in our possession. 

As it now stands, the delivering car- 
rier holds the certified check made out 
in full and also a signed clear freight 
bill. The shipment was not weighed at 
point of origin nor en route. 


Answer 


In general, the burden is on plaintiff 
to show delivery of the goods to the car- 
rier, an undertaking express or implied, 
on the carrier’s part to transport them, 
and non-delivery of the goods, and until 
this is established, the carrier is not 
required to offer any evidence. The car- 
rier’s general denial of a loss in transit 
casts on plaintiff the burden of establish- 
ing a prima facie case. Where, however, 
plaintiff has established a prima facie 
case, the burden is on the carrier to prove 
the matters of defense relied on. 

The burden ordinarily is on plaintiff 
to show the loss or non-delivery of the 
goods by the carrier, and that the loss 
occurred while the goods were in the 
Carrier’s possession, it being insufficient 
to show a state of facts as consistent 
with the occurrence of the loss after de- 
livery by the carrier as before. It has 
been held that, when plaintiff has estab- 
lished a prima facie case by showing de- 
livery of the goods to the carrier, the 
latter has the burden of proving that 
they were not lost while in its posses- 
Sion. Where plaintiff makes a prima 
facie case by showing delivery of the 
goods to the carrier and a loss thereof 
or failure to deliver, the burden then 
devolves on the carrier to excuse or ac- 
count for the loss. 


The general rules as to the weight and 
sufficiency of evidence are applicable in 
an action against a carrier for loss of 
Property delivered to it for transporta- 
tion. These rules have been applied to 
evidence offered to show delivery of the 


again and again... 
they recommend. 
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@ Around the bridge table... over the back yard 
fence... shopping in the stores ... wherever the 
gals get together, hundreds of them are telling 
their friends about Mayflower Moving Service. 
Like the one above, for instance! We’re happy to 
have their recommendations and happy to pass 
them on to you because it proves that Mayflower’s 
emphasis on courtesy and helpfulness pays off. 
Mayflower Moving Service assures you and the 
family you are moving of safe and dependable 
packing, loading and transport anywhere in the 
nation or into Canada. It also assures the lady of 
the house the luxury of those little extra services 
that make a Mayflower move so easy—like re- 
moving carpet tacks, taking down drapery fix- 
tures, and arranging the furniture in her new 
home. Yes, you can depend on Mayflower to do 
a complete job of long-distance moving . . . and 
to keep you on the grateful side of the families 
you are moving! 


WER TRANSIT COMPANY « Indianapolis 


% Mayflower’s organization of selected warehouse agents provides on-the-spot 
representation at the most points in the United States and Canada. Your local 
layflower agent is listed in the classified section of your telephone directory. 


” Mayllowe 


NATION-WIDE FURNITURE MOVERS 
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MAIN STREET 


OF THE NORTHWEST 


BIGGEST! This 37-pound Kamloops rainbow trout 
is the largest ever caught. It’s one of many giant trout 
hauled out of the cool, mountain-walled waters of 
Idaho’s Lake Pend Oreille (pronounced ‘“‘Pond-duh- 
ray’’). If you’d like to try your luck here, or at Yellow- 
stone Park, or in the lakes and streams of Montana, 
Washington and Oregon, ask any Northern Pacific 
ticket agent for information. If you’d rather just feast 
your eyes on America’s most photographic mountain 
scenery, he’ll give you the facts on that, too. As you 
may know, NP’s streamlined NORTH CoAsT LIMITED 
follows the scenic route across America. 
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BUSIEST! Ever been on a busy street 1,892 miles long? That’s “Main 
Street of the Northwest,” which runs between the Midwest and the 
North Pacific Coast. How did Northern Pacific get to be “Main Street” 
of this vast, rich area? As the first northern transcontinental railroad, 
NP was a powerful magnet for settlements that later became the North- 
west’s great population centers. Today, 593 cities and towns are served 
by NP: seaports, mining towns, industrial centers, bustling cities . . . 
almost everything but ghost towns. 


FINEST! Night and day Northern Pacific’s 
‘Main Street”’ throbs with heavily-laden trains 
hauling material for national rearmament... 
and transporting the products of agriculture, 
forests, mines and factories to meet the needs 
of commerce. Do these heavy demands mean 
we cannot give you speedy freight service? 
Hardly. Thanks to our 11-year, $177-million 
rebuilding program, NP has the finest plant 
in its history (with more improvements coming). We’re ready to show you 
that “Northern Pacific treats your freight like a Very Important Passenger.” 





>, NORTHERN PACIFIC RAILWAY 


ER Route of the Streamlined 
— = NORTH COAST LIMITED 
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property lost to and acceptance by, the 
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Ry. Co. v. Bostick, 233 S. W. 112; Uni- 
versal Carloading & Distributing Co. of 
Texas v. Dreyfuss & Son, 46 S. W. 2d 378; 
Gulf, C. & S. F. Ry. Co. v. Rosenthal 
Dry Goods Co., 207 S. W. 167; Rice & 
Lockwood Lumber Co. v. Boston & M. 
R. R. Co., 31 N. E. 2d 219; Ledoux v. 
Railway Express Agency, 35 A. 2d 665. 

A carrier which seeks to impeach its 
own receipt, introduced by plaintiff to 
show delivery of goods to carrier, must 
explain or contradict it by a preponder- 
ance of evidence. Effron, Keshner & 
Co. v. American Ry. Express Co., 193 
N. W. 539. 





Tariff Interpretation— 


Application of Rule 21 of Consolidated 
Classification—Nested Solid Articles 


Question—Illinois 


In the TraFFIc Wor LD for June 30, 1951 
on page 10, we notice that you have an- 
swered our request for your interpreta- 
tion of Rule 21 of the Consolidated 
Freight Classification No. 19 on the 
terms “Nested or Nested Solid”. 


It is noted in the third paragraph of 
your answer that you state: 


The articles you produce cannot be nested 
so as to meet the provisions above quoted 
in that each upper article projects more 
than one-quarter inch, namely 1-1/16 inches 
above the next lower article. 


This I believe, if you notice on the 
drawing, should be only 1/16 inch above 
the next lower article since the one above 
fits within the other not touching at the 
sides or bottom except at the point on 
the top which is 1/16 inch. 

Will this change your opinion on 
whether these articles are nested solid or 
just nested? 


Answer 


Section 1 of Rule 21 of the Consoli- 
dated Freight Classification provides 
that, unless otherwise provided in this 
Classification, the term “nested solid” 
means: 

Nested Solid: Three or more of the articles 
must be placed one within or upon the other 
so that the outer side surfaces of the one 
above will be in contact with the inner side 
surfaces of the one below and each upper 
article will not project above the next lower 
article more than one-quarter inch. 

One of the requirements precedent to 
the application of the above provision is 
that the outer side surfaces of the arti- 
cle above shall be in contact with the 
inner side surfaces of the article below. 

Unless your article can meet this speci- 
fication, we do not see how it can be 
entitled to the application of the nested 
solid rating. 


Baggage— 


Liability of Carrier for Articles 
Left in Conveyance by Passenger 


Question—Pennsylvania 


We have become involved with the 
Pullman Company concerning the loss of 
luggage of one of our sales representa- 
tives en route from Atlanta, Ga., to 
Philadelphia, Pa. 

We quote one part from the Pullman’s 
letter of declination of liability. From 
this we would like to know if you have 
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“! haul 15-ton loads 
Or 3 /ot a mile!” 


— says E. P. BOYETT, Beaumont, Texas 


FORD TRUCK 
/ ECONOMY 
\ RUN 


Report No. 1608 


“Il find my F-8 Ford Truck more 
economical than any other 
make!”’ says trucker Boyett. 


Big loads are bigger in Texas— 
and miles are longer, too. Boyett 
has put over 70,000 miles on his 
1950 Ford F-8 Bic Jos in a year. 
He was one of the 5,000 owners 
who kept daily records in the 
nationwide Ford Truck Economy 
Run and reports: 


“In 5 months of general haul- 


ORD TRUCKIN 


‘OSTS LESS 





ing I traveled 26,209 miles with 
loads averaging 15 tons. Yet it 
cost only $967.67 for gas, oil and 
maintenance with no repairs! 
That’s a mighty thrifty running 
cost of only 3.69 cents a mile!”’ 

Like others who rely on Ford 
for low running costs, Boyett is 
sold on the periodic, money- 
saving service he got from his 
local Ford Dealer. For more facts 
on the trucks that last longer and 
save you money every mile— 
mail the coupon below. 





This 145-h.p. Ford F-8 for 51, like 
Boyett’s truck, has “‘power a- 
plenty”’ on the toughest jobs. Two 
new cabs for more driving effi- 
ciency. G.T.W. rating for the 
F-8 Bic Jos is 39,000 lbs. 


because FORD TRUCKS LAST LONGER! 


Using latest registration data on 7,318,000 trucks, life insurance experts prove Ford Trucks! ast longer! 


POWER PILOT 
helps 
TRUCKERS 


hold down hauling costs 





The Ford Truck POWER PILOT is a 
simpler, fully-proven way of getting 
the most power from the least gas. 


e It automatically 
meters and fires the 
right amount of 
gas, at precisely 
the right instant, 

to match constantly changing speed, 
load, and power requirements. 

Unlike conventional systems, the 
Power Pilot uses one control instead 
of two, yet is designed to synchro- 
nize firing twice as accurately. 

You can use regular gas... you 
get no-knock performance. Only 
Ford in the low-price field gives you 
Power Pilot Economy! 


MAIL THIS COUPON TODAY! 


FORD Division of FORD MOTOR COMPANY 
3207 Schaefer Rd., Dearborn, Mich. 


Send me without charge or obligation, de- 
tail specifications on Ford Trucks for 1951. 


Full Line [_ | Heavy Duty Models [| 
Light Models [|] Extra Heavy Duty Models [| 






Name. 
(Please print plainly) 


Addre: 






City. 








MID-STATES offers greater security... 
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.~~ GENERAL PUBLIC LIABILITY 


INSURANCE 
POLICY 









Your Carge is 
Insured for 


$1,000,000 
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MID-STATES is one of the very few lines offering 
one million dollar coverage as protection for your 
merchandise while in our care. That means full 
protection for your cargo against fire, theft or 
damage, and is extended to public liability, prop- 
erty damage as well as general public liability. You 
get all this in addition to our regular top-notch 
service—11 fast relay services, teletype service 
between all major terminals and intermediate dis- 
patch points. Yes, every facility of modern trans- 
portation is at your disposal. 
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This Booklet tells how 
MID-STATES serves you 
better. Write for your 
copy of this interesting 
picture-story. 






You get more for your shipping 






dollar when you ship via ... 


MID -STATES 


FREIGHT LINES, Inc. 


General Offices 
5200 S. PULASKI ROAD, CHICAGO 372, ILL. 
REliance 5-0800 
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any knowledge of any decisions bearing 
on passengers’ luggage which has been 
lost en route: 

Granting that the bag was lost by being 
left on the car, the Pullman Company would 
not be liable. There is no question but 
that he did leave his glasses on the car. 

A great deal of property is left by pas- 
sengers on the cars and we recover and 
return a surprising amount of such prop- 
erty. Where the passengers believe, how- 
ever, they have left something on the car 
and where we search for it and cannot find 
it we are not liable and we do not believe 
these circumstances justify a passenger in 
feeling that we are responsible for failing 
to find property which he lost. 


Answer 


Where the passenger leaves his bag- 
gage on his seat in the train, forgetting 
to take it with him on leaving the train 
at his destination, and it is afterward 
lost or stolen, he generally cannot hold 
the carrier liable for its loss. Illinois 
Cent. R. Co. v. Handy, 63 Miss. 609, 56 
Am. R. 846; Tower v. Utica, etc. R. Co., 
7 Hill 47, 42 Am. D., 36; 10 C. J. p. 1203 
note 47. If, however, he can show that 
the wrongful conduct of the carrier’s 
employes was the proximate cause of 
the loss, either by their failing to take 
care of his baggage after full knowledge 
of the facts or in any other way, he may 
hold the carrier responsible. Kingsley v. 
Lake Shore, etc., R. Co., 125 Mass. 54, 28 
Am. R. 200; National Fire Ins. Co. v. 
Yellow Cab Co., 171 S. W. 2d 929; 10 C. J. 
p. 1203 note 48. A package forgotten and 
left in a car by a passenger is in the 
custody and potential actual possession 
of the carrier, and it is the right and 
duty of the carrier to become, as to it 
and the owner, a gratuitous bailee, and 
this involves the right and duty to have 
possession and to use the care of a 
gratuitous bailee until the owner should 
call for the package. Foulke v. New 
York Consol. R. Co., 127 N. E. 237. 


Sales— 


Passage of Title 
Where Term F.O.B. is Used 


Question—New York 


We have noted with interest in the 
April 8, 1950 issue of the TrAFFIc WoRLD, 
on page 6, under the above caption, the 
question as to the passage of title of 
goods where the term f.o.b. is used. In 
your answer to this question the last 
paragraph reads as follows: 

That even in such cases the right of prop- 
erty may be reserved so that it will not pass 
to the buyer if the bill of lading stipulates 


for delivery to the seller, his agent or order, 
or if the seller retains the bill of lading. 


This last statement is of particular in- 
terest to the writer and we would appre- 
ciate your advising the authority for the 
statement that the title of his goods 
remains in the name of the shipper if he 
holds the original bill of lading. 


Answer 


The decisions on the question of the 
effect on the passing of title under 
f.o.b. sales of the execution of a bill of 
lading and a draft for the purchase price 
of the goods are in conflict. One line 
of cases supports the conclusion that in 
the absence of a contrary intention, title 
does not pass under such circumstances 
until the delivery of the bill of lading and 
the acceptance or payment of the draft. 


Browne v. Giger, 128 So. 174; Garner v. | 


St. Louis, I. M. & S. R. Co., 96 S. W. 187. 
Anno: 101 A.L.R. 298. In other cases, 
however, in which bills of lading and 
drafts for the purchase price were in- 
volved, it has been held that title passes, 








SOR o uscalba 


eto) ean ea 


jee 
















mont 
eithe 
matt 
mitte 
filing 
relate 
filing 
Com: 
such 
Plain 
mitte 
as pl 
be de 
and 
on tl 
be pl 
filed 
It 
have 
miss) 
not | 
Co. \ 
225. 
Th 
ably 
woul 
plain 
to a 
char; 
time 
ing 
This 
comr 
overc 
the ; 
reaso 





ring 
been 


eing 
ould 
but 
pas- 
and 
rop- 
how- 
> car 
find 
lieve 
r in 
iling 


bag- 
iting 
rain 
ward 
hold 
inois 
9, 56 


1203 
that 
*ier’s 
e of 
take 
edge 
may 
>y Vv. 
4, 28 
». Vz 
C. J. 
and 
the 
ssion 
and 
to it 
and 
have 
yf a 
ould 
New 


the 
ORLD, 
the 
p of 


last 


rop- 
pass 
lates 
rder, 
ag. 
-in- 
pre- 
the 
pods 
f he 


the 
ider 
1 of 
rice 
line 


title 
nces 
and 
raft. 


rv. &@ 


187. 
SES, 
and 


SSES, 









anh ORS NG SOT I SEC Sahin ah «bball 


2a a lat lb 


Wess 


i 


* 
= 
7 


é 










July 21, 1951 


in accordance with the general rule, on 
delivery at the point designated in the 
f.o.b. provision. Anno: 101 A.L.R. 298, 300. 
It has also been held that if the goods 
are shipped by carrier consigned to the 
puyer under a contract f.o.b. the point of 
shipment and the bill of lading is not 
negotiated, the title to the goods passes 
to the buyer upon delivery to the carrier, 
although the bill of lading is not sent to 
him. Templeton v. Equitable Mfg. Co., 
96 S. W. 188. 

It has been held that a mere indorse- 
ment of a bill of lading without a de- 
livery thereof does not transfer the 
property in the goods. Buffington v. 
Curtis, 15 Mass. 528, 8 Am. Dec. 115. 





Limitation of Actions— 


Application of Six Months’ Rule 
Of Commission’s General Rules of Practice 


Question—California 


An informal complaint stayed the 
statute on a freight bill covering an in- 
terstate shipment. The carrier has noti- 
fied the Interstate Commerce Commis- 
sion that it is declining the claim be- 
cause pick-up and delivery was accorded 
by them and Rule 15 of Consolidated 
Freight Classification does not permit 
carload rates on freight accorded pick up 
and/or delivery service. 

We believe that we can show the 
charges to be unreasonable, though up 
to this time we have endeavored to prove 
pick up and delivery service was not 
actually accomplished by the rail car- 
rier. When do we file formal complaint? 
After the Commission has advised its 
decision, or does the Commission take 
the position we were notified sufficiently 
through the carrier’s furnishing us copy 
of their letter of declination? 


Answer 


Rule 25(f), the six months’ rule of the 
Commission’s General Rules of Practice, 
states: 


If an informal complaint seeking damages 
cannot be disposed of informally, or is de- 
nied, or is withdrawn by complainant from 
further consideration, the parties affected 
will be so notified in writing by the Com- 
mission. The matter in such complaint 
will not be reconsidered unless, within 6 
months after the date such notice is mailed, 
either a formal complaint as to such 
matters is filed, or it is informally resub- 
mitted on an additional fact basis. Such 
filing or resubmission will be deemed to 
Telate back to the date of the original 
filing, but reference to that date and the 
Commission’s file number must be made in 
such resubmission or in the formal com- 
Plaint filed. If the matter is not so resub- 
mitted or included in a formal complaint, 
as provided in this rule, complainant will 
be deemed to have abandoned the complaint, 
and no complaint seeking damages based 
on the same cause of action will thereafter 
be placed on file or considered unless itself 
filed within the statutory period. 


It appears from the above that you 
have six months from the date the Com- 
mission notifies you that the matter can- 
not be disposed of informally. Allen & 
v. Atlantic C. L. R. Co., 151 I. C. C. 

5. 


The informal complaint you filed prob- 
ably alleges an overcharge. If so we 
Would advise you to file your formal com- 
plaint at an early date if you are going 
to allege unreasonableness of the rate 
charged on the shipment, provided the 
time for filing a formal complaint alleg- 
ing unreasonableness has not expired. 
This for the reason that an informal 
Complaint alleging that a shipment was 
overcharged will not stay the running of 
the statute as to an allegation of un- 
reasonableness. 





YOUR ALLIED AGENT 


Se Ea es ae 





no.! specialist 
in storage | 





Your local Allied Agent is the No o.1 Spectaliet in Jocal ot aia 
distance moving, storage and packing. See your classified tele- 
phone directory. Agents from coast to coast. 


NO.1 ON U.S. HIGHWAYS e NO.1 IN SERVICE e NO.1 IN YOUR COMMUNITY. 
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PIONEERING with FRUEHAUFS 
for DAVIDSON-one of nation’s 


"Safety is Major Responsibility of 
All Carriers in Defense Effort”— 


says Winner of 1950 National 
Safety Council Group I Award 


“In winning the 
First Award 
of the National 
Safety Council’s 
1950 contest for 
fleets traveling 
5,000,000 miles or more per year, 
our entire organization is proud of 
its record. Especially since it rep- 
resents a minimum of accidents in 
driving the most congested high- 
ways of the nation. 


JOSEPH DAVIDSON 
Vice Pres. and 
Gen’Il. Mgr. 


“We hope our record will serve 


as an incentive for all operators of 
major fleets, including our own. 


Highway safety, in our opinion, is 
a must in conserving the manpower | 


and equipment so vital to our coun- 
try’s defense program. 


“Because of the important part 
good equipment plays in highway 
safety, we are happy to salute the 
makers of Fruehauf Trailers, for 
the splendid service record that we 
have enjoyed these many years of 
using Fruehaufs.” 


FRUEHAUF TRAILER FLOORS CAN REALLY TAKE IT! 


After dark, the Davidson dock becomes a 
bustling, bee-hive of activity. Trailer floors 
take a terrific ‘thumping’. “Fruehauf floors,” 
Davidson finds, 
service . 


“are the toughest in our. 
. . with the strength to withstand / 


the continuous heavy-duty service of fast, 
fork-lift loading.” (Seven out of the ten 
finalists in the National Truck Roadeo 
pulled Fruehaufs. ) 





National Safety Council’s Top Award 


for highway safety was awarded David- 
son Transfer and Storage Co., Baltimore, 
for traveling more than 5 million miles 
with only 14 responsible accidents during 
1950. Receiving the award plaque from 
Franklin M. Kreml, director, Traffic In- 
stitute of Northwestern University, are 
J. I. Davidson, secretary of the firm 
(left) and William A. Duffy, director of 
safety and personnel (center). 


WM. K. HEISER 
Davidson driver who placed second in 
National Roadeo Tractor-Trailer Class, 
New York, 1950. 


““FRUEHAUFS HANDLED BEST 
IN ROADEO’’— says Davidson 


Roadeo Winner! 


“T have driven Fruehaufs for 
more than seven years for Da- 
vidson, and the past three years 
in State and National Roadeos. 
In my opinion, Fruehaufs han- 
dle best in every test. It’s my 
favorite trailer.” 


FRUEHAUF BUILDS OVER 20 


FRUEHAUF 


Trailers 


ALUMINUM (CORRUGATED-TYPE) 


AEROVAN (HI-TENSILE STEEL) 
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‘SINCE 1926 HAS PAID OFF 
‘first Stainless Steel operators! 

























FRUEHAUF STAINLESS STEELS are the 
most efficient trailers in the Davidson 
fleet. Audited figures, covering peak 
war and postwar years of operation, 
definitely prove the Fruehauf general 
repair cost per mile factor to be much 
lower than any ‘others Davidson has 
ever operated. 





Proven Dependability of Fruehaufs Since 1926, | “Rugged, Trouble-Free Fruehaufs Easy to 
Important to Selling Davidson Service Maintain’ —says Engineer of Davidson Operation 


“Ever since 1926, when David- 
son installed its first drop-frame 
trailer, we have been enthusiastic 
users of Fruehaufs. One of the 
chief reasons is this: 


ta SEM 


“In my responsibility for the pur- 
chase and maintenance of Da- 
vidson equipment, I have been 
very familiar with the engineering 
and design features of Fruehauf 
Trailers. 


eh A i 


“Fruehauf Trailers help us effi- 
ciently operate the ‘Synchronized 








| B.D. DAVIDSON : J. I. DAVIDSON “Over a period of 24 years Da- 
| Vice Pres. Sales Service’ we feature. It takes de- Assistant Secretary F P meee y 
and Traffic ; ng vidson has hauled millions of tons 


pendable equipment to maintain 


dependable schedules. of almost every type commodity in 


Fruehauf Trailers at a very low service cost per mile. 
“As the first operator of Fruehauf Stainless Steel . - 


units, Davidson has played a pioneering part in the “We are in excellent position to judge the depend- 
development of this great vehicle. Our Stainless Steel ability and adaptability of Fruehauf Trailers, since 
Fleet has become a major asset in the progress of we have participated in ‘job-testing’ the many im- 
our business for a number of years.” provements developed by Fruehauf.” 


O | DIFFERENT STANDARD BODY TYPES 


Fruehauf Trailer Co. 
10951 Harper Ave., Detroit 32, Mich. 
Please send information on 

(indicate type of unit) 
Name. 


Address. 
TANK-TRAIZLERS CORRUGATED STEEL City. 





fver 
hear of a bank 


that 
gave money away? 


Every day, a bank gives away tens of 
thousands of dollars in exchange for 
checks drawn on other banks. 

These checks are worthless pieces of 
paper until they're cleared at a central 
clearing house. Until that time, the bank 
has literally given its money away! 

It’s vital for a bank to keep its books 


balanced by clearing these checks in the 
shortest possible time. 

Yet their central clearing houses are 
hundreds of miles away from many banks! 


What do they do? 


They make a wise investment! They 
ship their checks the fastest possible way 
— by Air Express! 

Whether your business is banking or 
ball-bearings, here are the unique advan- 
tages you can enjoy with regular use of 
Air Express: 


IT’S FASTEST — Air Express gives the 
fastest, most complete door-to-door pick 
up and delivery service in all cities and 
principal towns, at no extra cost. 


IT’S MORE CONVENIENT —One call to 
Air Express Division of the Railway 
Express Agency arranges everything. 
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IT’S DEPENDABLE — Air Express pro- 
vides one-carrier responsibility all the way 
and gets a receipt upon delivery. 

IT’S PROFITABLE—Air Express expands 
profit-making opportunities in distribu- 
tion and merchandising. 

For more facts call Air Express Division 
of Railway Express Agency. 
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“ib -Rattal” TRUCKS 


Yes, you can cut hauling costs plenty with a truck that’s 
built throughout for fast, economical transportation ...a 
Dodge ‘‘Job-Rated’’ truck! 


Your Dodge truck will have power to spare for every need. 
And you get the right engine for top fuel economy and low 
upkeep on your job. On models of 234 tons and up, a twin 
carburetion and exhaust system is offered for extra power 
with high efficiency. 


Your Dodge truck will be ‘“Job-Rated’’ for easier handling 
and easier riding, too! You’ll save time on the road with less 
driver fatigue . . . wherever you go! 


Visit your Dodge dealer soon. Let him show you the new 
Dodge ‘‘-Job-Rated” trucks with over 50 brand-new features. 
You’ll get the facts on the ‘‘Job-Rated’’ story ... how you 
can get years of dependable service with top-notch economy. 
There’s a Dodge ‘‘Job-Rated’’ truck to fit your job! 


J0b-Rolod' TRUCKS DO THE MOST FOR YOU 





Ere oy 


Same Way with trucks, 






How Dodge trucks are “Job-Rated”’ 
for fleet operators 


A Dodge “Job-Rated”’ truck is engineered 
at the factory to fit a specific job... 
save you money ... last longer. 


Every unit from engine to rear axle is 
"*Job-Rated” —factory-engineered to haul 
a specific load over the roads you travel 
and at the speeds you require. 


Every unit that SUPPORTS the load — 
frame, axles, springs, wheels, tires, and 
others—is engineered right to provide the 
strength and capacity needed. 


Every unit that MOVES the load—engine, 
clutch, transmission, propeller shaft, rear 
axle, and others—is engineered right to 
meet a particular operating condition. 


Trucks with Eaton 2-Speed Axles “make 
time”, not only on the open highway, but in 
city traffic as well. Even more important, 
Eaton 2-Speed Axles save wear-and-tear on 
engine and power transmitting parts; keep 
trucks in service, and add thousands of miles 
to vehicle life. Many exclusive features com- 


Axle Division 


TRAFFIC WORLD 


bine to give Eaton axles long life with mini- 
mum maintenance cost. Planetary gears dis- 
tribute loads over several gear teeth, dividing 
the stress. Positive lubrication, even at slow 
speeds, reduces friction wear. Ask your truck 
dealer to explain how Eaton 2-Speed Axles 
pay for themselves over and over. 


EATON MANUFACTURING COMPANY 


» 
f , PRODUCTS: SODIUM COOLED, POPPET, AND FREE VALVES « TAPPETS e HYDRAULIC VALVE LIFTERS e VALVE SEAT INSERTS e 


PARTS 


SPRING 


CLEVELAND, OHIO 


e ROTOR PUMPS e MOTOR TRUCK AXLES ¢ 


PERMANENT MOLD GRAY IRON CASTINGS e 
STITES @ SPRING WASHERS e COLD DRAWN STEEL ¢ STAMPINGS e LEAF AND COIL SPRINGS « DYNAMATIC DRIVES, BRAKES, DYNAMOMETERS 


JET ENGINE 


HEATER-DEFROSTER UNITS ¢ SNAP RINGS 
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TRAFFIC AND TRANSPORTATION NEWS 


Carloadings Totaled 779,454 
In Week Ended July 14 


Loading of revenue freight the week 
ended July 14, 1951, totaled 779,454 cars, 
the Association of American Railroads 
announced. This was a decrease of 9,952 
cars or 1.3 per cent below the correspond- 
ing week in 1950 but an increase of 55,271 
cars or 7.6 per cent above the corre- 
sponding week in 1949, it said. 


Loading of revenue freight the week 
ended July 14 increased 191,208 cars or 
32.5 per cent above the preceding holiday 
week. 

Coal loading amounted to 120,910 cars, 
a decrease of 7,375 cars below the cor- 
responding week a year ago, but an in- 
crease of 93,407 cars above the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 384,- 
029 cars, an increase of 15,178 cars above the 
corresponding week last year, and an in- 
crease Of 59,885 cars above the preceding 
week this year. 

Loading of merchandise less than carload 
freight totaled 68,702 cars, a decrease of 7,- 
984 cars below the corresponding week in 
1950, but an increase of 6,658 cars above the 
preceding week this year. 

Grain and grain products loadings totaled 
51,232 cars, a decrease of 17,596 cars below 
the corresponding week in 1950, but an in- 
crease of 11,767 cars above the preceding 
week this year. In the Western Districts, 
grain and grain products loadings for the 
week of July 14 totaled 32,872 cars, a de- 
crease of 3,723 cars below the same 1950 
week, but an increase of 6,928 cars above the 
preceding 1951 week. 

Livestock loading amounted to 7,318 cars, 
an increase of 380 cars above the same week 
in 1950, and an increase of 1,140 cars above 
the preceding week this year. In the Western 
Districts, loading of livestock for the week 
of July 14 totaled 5,001 cars, an increase of 
275 cars above the same week a year ago, 
and an increase of 896 cars above the pre- 
ceding week this year. 

Forest products loadings totaled 42,634 
cars, a decrease of 3,728 cars below a year 
ago, but an increase of 11,905 cars above a 
week ago. 

Ore loading amounted to 88,699 cars, a 
decrease of 377 cars below last year, but an 
increase of 4,590 cars above last week. 

Coke loading amounted to 15,930 cars, an 
increase of 1,550 cars above a year ago, and 
an increase of 1,856 cars above the previous 
week this year. 

All districts reported decreases compared 
with the corresponding week in 1950 except 
the Allegheny, Southern and Centralwestern. 
All reported increases over the corresponding 
week in 1949, except the Northwestern. 


Cumulative Loadings 


1951 1950 1949 
Four weeks of 
January = 
Four weeks of 
February .... 
Five weeks of 
March 


3,009,470 2,390,393 2,844,511 


2,699,638 2,288,055 2,767,048 


3,785,098 3,445,557 3,344,752 


f 
3,151,694 2,875,417 3,078,518 
f 
3,232,738 
Five weeks of 
eae 4,038,766 


588,246 
179,454 


2,980,024 3,098,799 


3,905,304 
553,910 
789,406 


3,603,454 
595,321 
724,183 


Week of July 7 
Week of July 14 


eee eeee 


21,285,104 19,228,066 20,056,586 
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Terminal Space Problem Retards Shift 
Of Mail to Trucks, Senate Group Told 


Postmaster General Has Asked That Effect on Railroads of Mail 
Traffic Diversion to the Truck Lines Be Considered, Post Office 
Department Official Testifies. Loss of Rail Revenue Discussed. 


Expansion of the Post Office De- 
partment’s program of substituting 
truck transport for rail transport of 
mail on short hauls was being re- 
tarded by difficulty in obtaining ter- 
minal dock space for trucks in some 
of the larger cities, Assistant Post- 
master General Redding told a sub- 
committee of the Senate appropria- 
tions committee in its hearings on 
H.R. 3282, the appropriation bill for 
the Treasury and Post Office Depart- 
ments for fiscal year 1952. 


The testimony of Mr. Redding and 
other Post Office Department officials, 
received in executive session by a sub- 
committee headed by Senator Kilgore, of 
West Virginia, was made public July 19 
as the full committee reported H.R. 3282 
to the Senate. 

Though his department had exten- 
sive plans for diverting short hauls of 
mail from the railroads to trucks, after 
advertising for bids, in 172 metropoli- 
tan areas, it was not the department’s 
plan to carry this program forward 
indiscriminately, without regard to its 
adverse effects on the railroads, Mr. 
Redding indicated. 

“We have been instructed by the 
Postmaster General,” he testified, “to 
consider the effect on the local com- 
munity and on any particular rail line 
in a specific instance. In other words, 
the Postmaster General does not want us 
arbitrarily, for instance, to economically 
rule on the existence of a railroad or 
to economically hurt a particular carrier 
or city.” 

“Well,” commented Senator Ecton, of 
Montana, “I think that is very good ad- 
vice and I think the Postmaster General 
should be commended for taking that at- 
titude. The thing that has presented 
itself to my mind is that if you take 
on 172 of these terminal areas now, 
eventually you will expand to others. The 
first thing you know you will get into 
a big trucking business in this country, 
and you are going to have the extra 
bother of competent drivers, and you are 
going to have traffic accidents .. . and 
at the same time you would be taking 
that amount of business from the various 
railroad companies which are taxable 
and from which a lot of communities 
derive a lot of tax money. I think the 
advice of the Postmaster General is cer- 


tainly well founded. I think the de- 
partment should proceed with extraor- 
dinary caution in that direction. I think 
you are getting into a territory where 
it might be a little bit questionable.” 


Dollar Effect of Shift 


“We have estimated, Senator,” said 
Mr. Redding, that the area in which this 
can properly be done involves about 
$100,000,000 of traffic at the maximum; 
$100,000,000 on the basis of our proposal 
to the Interstate Commerce Commission, 
in other words. That could still leave 
$188,000,000 worth of traffic on the rail- 
roads if we achieve the optimum. I do 
not think, as a result of our difficulties 
with securing terminal space, that we 
can anticipate achieving the optimum. 
I would feel—this is my personal feeling 
—that if we move $50,000,000 or $60,000,- 
000 at a possible saving, if we can get 
the terminal space, of $10,000,000 to $15,- 
000,000, that we will have done some- 
thing for the government, and will have 
speeded up the mails, and I do not think 
that amount of loss to the railroads in 
traffic would be, on the over-all, danger- 
ous.” 

“It probably would not be,’ remarked 
Senator Ecton, “but, at the same time, 
you are getting into a pretty expensive, 
complicated trucking business, it seems 
to me.” 

Mr. Redding said that in the railway 
mail pay case, now awaiting decision by 
the I.C.C., rate increase proposals had 
been submitted by the railroads and the 
Post Office Department, to be retroac- 
tively effective as of January 1, 1951. 
The over-all rise in rates under the rail- 
road proposal, he said, would be 168 per 
cent over the rates in effect February 19, 
1947, and would increase the mail trans- 
portation cost for fiscal year 1952 by 
$340,821,000 to make the total cost $543,- 
072,000. 

“Under the proposal made by the Post 
Office Department to the Interstate Com- 
merce Commission,” he continued, “an 
over-all rise over the February 18, 1947, 
rates would be placed in effect amount- 
ing to 42 per cent. This would give an 
increase over February 18, 1947, rates of 
$85,207,000 . . . which would make the 
total cost for 1952 of railroad transpor- 
tation of mail $288,081,000 as compared 
to the railroad figure of $543,072,000.” 

In a statement it transmitted to the 
Kilgore subcommittee, the Post Office 
Department outlined its program for 
“trucking of short-haul mail.” It said 
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it appeared that the area of “profitable 
diversion” of mail from rail to truck 
service, based on “present studies,” would 
extend to hauls up to approximately 200 
miles. It injected a threat of diversion 
of additional mail from the railroads to 
air transport, as follows: 

“For long-range planning purposes the 
department has surveyed developments 
in the field of large cargo aircraft. It 
has been learned that there is at least 
one airplane capable of flying transcon- 
tinental with pay load of approximately 
50 tons which can operate fully loaded 
at a cost of 4 cents a ton-mile. This in- 
cludes full operating costs and amortiza- 
tion of the cost of the airplane but would 
not include administration and other 
overhead items. If the Commission should 
fix rail rates at the level recommended 
by the railroads, the department would 
undoubtedly have to give serious con- 
sideration to the development of air serv- 
ice as a possible competitor in the field 
of long-haul bulk mail transportation.” 


The Post Office Department said in its 
statement it was “moving to transfer 
short-haul mail from railroad to truck 
routes in a number of large metropolitan 
areas including Boston, New Haven, New 
York, Newark, Philadelphia, Pittsburgh, 
Harrisburg, Detroit, Cincinnati, Indian- 
apolis, Chicago, St. Louis, Birmingham, 
Memphis, Seattle, and San Francisco.” 
It said preliminary reports from investi- 
gators at those points were replete with 
assurances that trucking of short-haul 
mail would provide improved service at 
costs substantially below the anticipated 
cost of rail service. 


After stating it was planning truck 
“star routes” to serve “all of the more 
than 100 Illinois cities and towns within 
a 50-mile radius of Chicago,” the depart- 
ment said that, at the maximum rates 
it had suggested, payments to the rail- 
roads for transporting the mails there 
involved would comprise $389,000 a year 
for terminal handling, $204,000 a year 
for line-haul, plus $300,000 a year for 
messenger service to haul the mail to 
and from railroad depots. It added that, 
based on “most liberal estimates” of star 
route bids and costs of operating the 
truck terminal at Chicago (a terminal 
adjacent to the Gulf, Mobile & Ohio 
freight house), it was “very confidently 
expected” that the anticipated rail cost 
could be cut by $150,000 a year “while 
providing superior mail service.” 


Terminal Space 


A basic difficulty that stood in the way 
of some of the plans for expansion of 
the program for diverting short-haul 
mail traffic to trucks, Mr. Redding tes- 
tified, was the obtaining of terminal 
space “from which to operate these truck 
routes. 

“We have, for instance, in Philadel- 
phia, about 50 routes laid out, ready to 
go, on which we could achieve major 
savings, if we could once find a terminal 
that could be economically operated,” he 
said. “Until we get such a terminal, we 
cannot put those routes into effect. 

“We ran into this: In three places, in 
Seattle, in Portland and in Philadelphia, 
where adjacent to the post office the 
government owns vacant land that would 
be ideally suited for the purpose of 
trucking the mails, and which would 
save the government money, the vagaries 
of the law do not permit us to do any- 
thing about it... 

“We have no money or specific appro- 
priation with which we can go on to 
this land and build a terminal, and we 
cannot get permission under the law 
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to allow anyone else to build a terminal 
on that land for us.” 


Mr. Redding said that the Post Office 
Department’s Bureau of Transportation, 
which he headed, had proposed that out 
of the appropriation for the bureau it be 
allowed to transfer certain moneys for 
the specific purpose of terminal leasing 
to the department’s Bureau of Facilities, 
to allow the latter bureau to make such 
leases. 


“What effect is this truck short-haul 
in place of rail short-haul going to have 
on the railroad income?” asked Senator 
Kilgore. 

“It means,” said Mr. Redding, “that 
they are going to lose some traffic .. . 
Until January 1, 1951, they were losing 
their shirts in short-haul traffic. For 
instance, on the haul from New York to 
Newark they got paid 9 miles times the 
line-haul rate of about 50 cents, or $4.50, 
doubled, because they had a round-trip 
division. Thus they were getting about 
$9 for that haul when it cost them, by 
our estimates, somewhere around $30 to 
$35 to load and unload that car. They 
were getting $9 as against .. . terminal 
costs ... of about $70. 


“. . . Now under the new rate where 
they place two charges against the 
traffic, a terminal charge and a line- 
haul charge, that particular haul of 9 
miles will probably run the cost up; if 
was on the basis of the railway pro- 
posal that 9 miles would cost us $70 to 
load the car, $70 to unload the car, plus 
9 times 96 cents a mile for that par- 
ticular movement. Now there are four 
cars each way each day. ... We are 
going to place in effect a temporary 
route for this traffic, which will save us. 
on the basis of our estimates from the 
bids so far received, $250 to $275 a day 
or around $100,000 a year on that one 
route. It just happens we were able to 
to put that particular route in because 
we were able to get one space at the New 
York post office truck dock to back a 
truck up to. There are no other spaces 
available. Now the railroads will lose 
that business.” 


Rail-Owned Truck Lines 


In many places where the Post Of- 
fice had made surveys as to possibilities 
of diverting short-haul mail traffic from 
the railroads to the highways, Mr. Red- 
ding said, some large truckers “and 
sometimes the railroad-owned trucking 
companies” had offered to “take over the 
whole field.” 


“They ask, ‘How many routes have 
you got—14 or 15? We will take them all 
over,”” he said. “We have felt ... that 
we should not go into that sort of thing 
. .. because we have felt that we should, 
wherever possible, protect the small- 
business man .. .” 


Mr. Redding said that some railroads 
that owned truck lines had carried mail 
in the trucks. 


“They had all the advantages of rail- 
road rates and gave us none of the ad- 
vantages of truck transportation,” he as- 
serted. “. . . There is no reason why 
a railroad-operated truck is any better 
than truck operation per se. There is no 
charm about the railroad name written 
across the top of that truck that makes 
that truck sacrosanct. I think in those 
instances we are more than justified in 
putting it on a star route that will give 
us door-to-door service, suitable serv- 
ice, at a cheaper rate.” 

Mr. Redding submitted to the com- 
mittee a compilation showing, he said, 
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that as to some truck mail routes the 
“star route” truck rate lay between “the 
two rail rates—the old rate which was 
charged prior to January 1, 1951, and the 
rate that may now be in effect.” 

One of the routes as to which costs 
were itemized in the tabulation was be- 
tween Boston and Salem, Mass. There, it 
is was stated, the cost per mile at the 
“old” railroad rates was 68.56 cents (in- 
cluding line-haul, motor vehicle service, 


and mail messenger service); the “star | 


route” cost per mile was $1.37, and the 
cost per mile and the proposed new rail- 
road rates was $2.56. 





Would Approve G.N. Control 
Of Pacific Coast R.R. 


Examiner Paul C. Albus, in a pro- 
posed report in Finance No. 17134, Pa- 
cific Coast R. R. Co. Control, has recom- 
mended that division 4 of the Commis- 
sion, with conditions, approve acquisi- 
tion by the Great Northern Railway Co. 
of control of the Pacific Coast R. R. Co., 
through ownership of its capital stock. 


The examiner said that Pacific Coast 
owned a standard-gage railroad extend- 
ing from the waterfront, just north of 
Main Street, in Seattle to Black Dia- 
mond, about 28.89 miles, and a 1.77-mile 
branch line. He said it was originally 
intended to provide transportation from 
mines of Pacific Coast Coal Co., in con- 
trol of the railroad through ownership 
of its entire capital stock, and similarly 
controlling the coal company. With the 
development of oil in California, he said, 
the coal company lost its principal mar- 
kets and it was decided to sell the rail- 
road properties. 

Examiner Albus said that an option to 
purchase the stock of Pacific Coast had 
been exercised last September, Great 
Northern paying $1,700,000 for 10,000 
shares, and that G. N. anticipated a 6 
per cent return on the investment. 


He recommended that approval carry 
the following conditions stipulated and 
agreed to by the applicant: 

“1. Under applicant’s control the Pa- 
cifiic Coast shall maintain and keep 
open all routes and channels of trade via 
existing junctions and gateways, unless 
and until otherwise authorized by the 
Commission. 

“2. The present neutrality of handling 
traffic inbound and outbound by Pacific 
Coast shall be continued so as to permit 
equal opportunity for service to and from 
all lines reaching the rails of that car- 
rier without discrimination as to rout- 
ing or movement of traffic, and without 
discrimination in the arrangement of 
schedules or otherwise. 

“3. The present traffic and operating 
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relationships existing between Pacific 


Coast, on the one hand, and all lines 
connecting with its tracks on the other, 
shall be continued insofar as such mat- 
ters are within the control of the appli- 
cant, and all contracts now in effect 
between the Pacific Coast and other 
railroads shall be continued in full force 
and effect, subject to cancellation or 
termination only in accordance with 
their specific ternis and conditions. 

“4. The Pacific Coast shall accept, 
handle, and deliver all cars inbound and 
outbound, loaded and empty, without 
discrimination in promptness or fre- 
quency of service as between cars 
destined to or received from competing 





: 
| 
4 
id 
4 
) 
q 
i 
C4 














July 


Hov 
tion 
unc 
you 


Sav 
firs: 
tior 
day 


a p 
not! 
anc 
of | 


on | 
you 


you 
plet 





the 
“the 
was 
| the 


-OSts 

be- 
"e, it 

the 
(in- 
vice, 
‘star 


the F 


rail- 


ing 


nes 
ner, 
at- 
pli- 
fect 
her 
rce 

or 
rith 


apt, 
und 
out 
re- 
ars 





2 CEA i rae ee ait 








July 21, 1951 


TRUCK SAVER plan 





® Available to all International 
Truck owners 


@ No cost, no obligation for a 
99-point checkup 


@ For a limited 3-month period 
ending September 30 


How easily you can keep your Interna- 
tionals operating at peak efficiency in an 
uncertain future may depend on what 
you do within the next 90 days. 


If you take advantage of our Truck 
Saver Inspection, you'll be taking the 
first step toward putting your Interna- 
tionals in shape for the “come what may” 
days ahead. 


Since this inspection doesn’t cost you 
a penny, you have everything to gain— 
nothing to lose. You can save dollars now 
and perhaps many more before the end 
of 1951. 


So get ready now to keep your trucks 
on the job despite shortages. The sooner 
you get your free Truck Saver Inspection, 
the sooner you see practical reasons why 
you should take advantage of our com- 
plete International Truck Saver Plan, 


INTERNATIONAL 


Heavy-duty pel nil for the long haul 


Now — free 


TR UCK SAVER 
| Inspection 


first step of a complete 


Look what the complete International 
Truck Saver Plan offers 


The complete International Truck Saver 
Plan has been developed by experts, after 
a thorough study of today’s truck operat- 
ing problems. It offers these benefits to 
International Truck operators: 


1. Better performance over a longer 
truck life: trucks are kept in shape to do 
the most efficient job possible until they 
can be replaced by new units. 


2. Delays minimized in getting new parts: 
by anticipating future requirements, the 
demand for needed parts can be accu- 
rately estimated. 


3. Maintenance costs cut, down time re- 
duced: by preventing major breakdowns, 
a big saving is effected in both time and 
money. 













4. Truck value maintained: trucks kept 
in the best possible condition are worth 
more when it’s time for replacement. 


Take advantage of the International 
Truck Saver Plan now 


If you want to save yourself trouble and 
money in the months ahead, you belong 
in the International Truck Saver Plan. 


Get your free Truck Saver Inspection— 
find out from your International Truck 
Dealer or Branch how the plan can help 
you keep your Internationals going at 
peak efficiency. 


International Harvester Builds 
McCormick Farm Equipment and Farmall 


Tractors . .. Fa 
. Refrigerators and Freezers 


Motor Trucks 
Industrial Power. 


International Harvester Company * Chicago 


» TRUCKS 
















Choaslown 
“WHITE 3000 


IS IDEAL FOR 
OUR BUSINESS” 


... reports Robert A. Robertson 


FIDELITY STORAGE & 
WAREHOUSE CoO. 


ORLANDO, FLORIDA 















VAN LINES. inc. 






. FIDELITY STORAGE & WAREHOUSE CO. “""" 


ORLANDO. FLORIDA 






































“We get a three-way advantage from the White 3000 is miles ahead because of its many 
White 3000’s in our fleet,” Robert A. Robertson, functional design advantages. Ask your White Rep- 
executive vice-president of Fidelity Storage & resentative for facts as they apply to your business. 
Warehouse Co., of Orlando, Florida says. : 

“Drivers like the comfortable cab, the driving Keep your Whites 

ease and the maneuverability. Customers like the in good working OMERCENCY 
efficient service resulting from the time-saving condition ! a 
advantages. And we like the reduced cost of oper- : \ | SERVICE 
ating these new Whites—the low maintenance cost, See Your White = \—_ | iP 
increased capacity, and efficiency.” Representative For Facts HonPs 


It’s the same story in the moving and storage 
industry from coast to coast. This great, new 


THE WHITE MOTOR COMPANY 
Cleveland 1, Ohio 


Builders of the complete line of White Trucks and Tractors for the Moving 
and Storage Industry, including the Model 3000 with the power-lift cab. 
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carriers, and irrespective of origin, des- 
tination, or route of movement. 


“5. Applicant shall do nothing to re- 
strain or curtail the right of industries 
located on the Pacific Coast to route 
traffic over any or all existing routes 
and gateways. 

“§. Any party or any person having 
an interest in the subject matter may at 
any future time make application for 
such modification of the above condi- 
tions, or any of them, as may be required 
in the public interest, and jurisdiction 
is hereby retained to reopen the pro- 
ceeding on the motion of the Commis- 
sion for the same purpose.” 





Rails Take Commission’s 
Order in Edgewater Docks 


| Case Into Federal Court 
; At the request of the federal dis- 
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trict court for the southern district 
of New York, the Commission has 


> postponed until August 10 the effec- 


tive date of the rates published under 
its order, as amended, in No. 29891, 
Borough of Edgewater, N.J., et al. v. 
Arcade & Attica Railroad Corpora- 
tion, et al. 

In a report on reconsideration in that 


‘ proceeding, the Commission modified an 


earlier finding that joint rates and 
through routes between interior points 


q in Official Territory and the Edgewater 


Docks station of the Susquehanna Rail- 
road were unreasonale by also finding 
that the assailed adjustment was un- 
duly prejudicial and preferential. It 


‘ ordered the undue prejudice removed on 


or before April 26 on not less than 30 
days’ notice (T.W., Jan. 27, p. 39). 

Later the Commission modified its 
order to become effective July 26, on 10 
days’ notice, and denied a request by the 
railroads that the notice be reduced to 
three days. 

The railroad defendants in the pro- 
ceeding filed suit in the New York fed- 
eral district court to set aside the order, 
haming 17 grounds for that action. 

The Commission had required that the 
railroads establish the same joint rates 
as applied on like traffic between the 
Same interior points and piers on the 
Hoboken Railroad. 


Errors Alleged 


In their complaint in the district 
court, the railroads said the Commission 
had erred as a matter of law in failing 
to find that Edgewater and Hoboken, N. 
J., were not port districts of New York 
competing under substantially the same 
circumstances and conditions essential 
to a proper finding of prejudice. They 
asserted the Commission erred in finding 
that conditions at the two points were 
hot substantially different. 

The complaining railroads also said 
the Commission had erred in failing to 
find that the undue prejudice at Edge- 
water would be removed by requiring 
them to arrange to have the Susque- 
hanna as their agent perform the same 
switching and terminal service at Edge- 
Water as they provided at Hoboken 
through the Hoboken Manufacturers’ 
Railroad as their agent at that port 


) district. 


The railroads further said that, in the 
face of the announced intention of the 
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Susquehanna, the complainants, and the 
intervener, The Port of New York Au- 
thority, to seek a limited modification of 
the Commission’s order at some unspeci- 
fied date in the future in a manner 
wholly inconsistent with the theory on 
which the case was decided, enforce- 
ment of the Commission’s order at this 
time, insofar as the complaining rail- 
roads were concerned, would be arbitrary 
and unreasonable. 


The complaint was docketed in the 
federal court as B-37598, Baltimore & 
Ohio Railroad Co.; New York, New Ha- 
ven & Hartford Railroad Co.; New York 
Central Railroad Co.; Pennsylvania Rail- 
road Co.; Delaware, Lackawanna & 
Western Railroad Co.; Lehigh Valley 
Railroad Co.; Central Railroad of New 
Jersey; New York, Ontario & Western 
Railroad Co., and Wharton & Northern 
Railroad Co. v. United States of America 
and Interstate Commerce Commission. 





House Committee to Vote 
On Seaway Measure July 26 


Chairman Buckley, of the House com- 
mittee on public works, said after an 
executive session of the committee on 
July 19 that the committee membership 
would vote in another “closed” session, 
July 26, on the question of reporting 
favorably H. J. Res. 4, a joint resolution 
introduced by Representative Blatnik, of 
Minnesota, to authorize completion of 
the St. Lawrence seaway and “power 
project. 

The committee decided on July 18 to 
limit its consideration of seaway legisla- 
tion to the Blatnik resolution and to 
amend that resolution so as to eliminate 
a provision whereby the state of New 
York ultimately would participate in 
control of the hydro-electric power phase 
of the project. A provision giving the 
federal government complete control 
over the United States’ share of the 
power phase of the project was sub- 
stituted. Earlier, the committee had 
tabled a number of other joint resolu- 
tions providing for authorization of com- 
pletion of the Great Lakes-St. Lawrence 
basis development. 





A.L.P.A. Ousts Behncke; 


-Sayen Is New President 


David L. Behncke, president of the Air 
Line Pilots Association, was removed 
from office by the board of directors of 
the association early July 17 at a meet- 
ing in the Del Prado Hotel in Chicago. 

Clarence N. Sayen, 32, former execu- 
tive vice-president, who had been ousted 
by Mr. Behncke, was elected president. 

The directors awarded Mr. Behncke 
his annual current salary of $15,000 a 
year- as a pension for life “as a token 
of appreciation” for his work as founder 
and first president of the union 20 years 
ago. Mr. Behncke’s term was to have 
ended in 1952. 

A spokesman said the directors were 
dissatisfied with the way the union’s 
business affairs were being handled. 

A suit by Mr. Behncke asking $2,000,000 
damages from seven members of the un- 
ion’s executive board—the group effect- 
ing Mr. Behncke’s ouster—and seeking 
an injunction to stop the board from 
seizing union funds and the union head- 
quarters, was withdrawn after it had 
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been referred to a master of chancery by 
Federal Judge Michael L. Igoe. 

The Air Line Pilots Association con- 
sists of 5,000 member pilots and co-pilots 
employed by 41 airlines. 





Change Made in S.U.N.A. 
Wage Provision; Firemen 
‘Hold Up’ Strike Vote 


The railroads have agreed to a 
revision of their agreement with the 
Switchmen’s Union of North America, 
signed in September, 1950, so as to. 
make the cost-of-living index of 178 
the minimum base in the making of 
“escalator clause” wage adjustments, 
according to information obtained 
from an authoritative railroad source, 
July 19. 


The cost-of-living index minimum set 
forth in the agreement with the switch- 
men last September was 174. That figure 
in the S.U.N.A. agreement was changed 
to 178 so as to make this provision of 
the agreement the same as the cor- 
responding provisions contained in the 
railroads’ agreements effected this year 
with the nonoperating employe broth- 
erhoods and with the Brotherhood of 
Railroad Trainmen (T.W., June 2, p. 55). 
Consequently, wages of the unions cov- 
ered by these agreements may be ad- 
justed upward or downward, at quar- 
terly intervals, one cent for each point 
of change in the cost-of-living index 
figure most recently reported by the 
Labor Department’s Bureau of Labor 
Statistics, but if the index figure should 
fall to a level one or more points below 
178, wages would not be further reduced 
below the levels existing when the index 
figure was 178. 


Daily joint sessions of rail wage con- 
ference committee chairmen with the 
National Mediation Board and with 
chiefs of three operating employe un- 
ions—the Brotherhood of Locomotive 
Firemen and Enginemen, Brotherhood 
of Locomotive Engineers, and Order of 
Railway Conductors—were held the week 
of July 16. 


Questions addressed to a spokesman 
for the B. of L.F. and E., which had 
announced plans to take a strike vote 
after July 15 (T.W., July 14, p. 23), 
brought the information, July 19, that 
the taking of a strike vote among mem- 
bers of that union had not yet begun. 


It was pointed out that the July 11 
announcement of the brotherhood con- 
cerning the strike vote plans set forth 
no specific date for distribution of bal- 
lots on the strike proposal. A “neutral” 
informant, in close touch with the nego- 
tiations between the railroads and the 
three “ops,” said it appeared highly im- 
probable that any B. of L. F. and E. 
strike vote would be taken while those 
negotiations were continuing. 





A.P.L. Subsidy Hearing 


The Federal Maritime Board has is- 
sued notice of hearing in S-26, American 
President Lines, Ltd.—Passenger Vessel 
Subsidy, before Examiner Robert Fur- 
ness, in the U.S. Appraisers Building, 
San Francisco, Calif., August 7. 
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THE WEEK IN TRANSPORTATION 


News of Significance bo Traffic and Transportation Mon 
Mid-West Shippers Board Calls for Larger 
Freight Car Building at Milwaukee Meeting 


Votes Resolution Protesting Steel Cut; Supports Legislation 
For Expanding Freight Car Building to 12,000 Cars A Month. 
Car Supply to Tighten in Fall, C. R. McGee, of A.A.R., Says. 


By R. W. BARROW 


The Mid-West Shippers Advisory 
Board, meeting in Milwaukee, Wis., 
July 12, adopted a resolution protest- 
ing reductions in the amount of steel 
originally allocated for freight car 
building, and voted to support bills 
in Congress advocating an increase 
in the steel allocation so as to permit 
the building of 12,000 freight cars 
» and 4,000 locomotives a month. More 
) than 500 members attended the meet- 
} ing, in the Schroeder Hotel. 


Earlier, in executive committee session, 
C. R. McGee, vice-chairman of the car 
service division of the Association of 


ia American Railroads, Washington, D.C., 


estimated that production of cars in the 
third quarter of 1951, because of recent 
reduction in the steel allocation, would 
decline to approximately 8,600 a month 
» from the 10,000 a month level originally 
> planned. 

\ He likewise reported that freight car 
> builders had a capacity for constructing 
12,000 cars a month. 

7 The A.AR. official forecast a tighter 
car supply this fall, because of antici- 
» pated increased iron ore, crop and mili- 
tary movements. This would occur 
although it was expected that car owner- 
ship in September would rise to the level 
of September, 1948, a month of very 
high ownership, he said. 

Resolutions opposing S. 1139, and H.R. 
3307, which would vest all policy-forming 
and control functions of the Commission 
> im the chairman, and S. 1574, which 
+ Would provide for appointment of Com- 
} mission members on a “geographical” 
» basis, were also adopted. 
\ T. C. Burwell, vice-president of A. E. 
> Staley Manufacturing Co., Decatur, IIl., 
» and board general chairman, opened the 
+ Meeting. He introduced M. I. Adams, 
traffic manager of Cutler-Hammer, Inc., 
) Milwaukee, Wis., and general secretary, 

who gave the report of the executive 
committee session July 11, and A. M. 
Harris, superintendent of freight trans- 
portation of the Pennsylvania R.R., who 
Substituted for J. J. Mahoney, general 
Superintendent of transportation for the 
Santa Fe Railroad, and chairman of the 
railroad contact committee. 

Mr. Harris, reporting that flat cars 
» Were in exceedingly tight supply in board 

itory, suggested substitution of other 
cars, such as those of the gondola type 


and double-door box cars, for flat cars 
wherever possible, to alleviate the situa- 
tion. 

In executive committee session, John T. 
Moore, assistant traffic manager of In- 
ternational Harvester Co., and alternate 
general chairman of the board, advocated 
cutting the turn-around time on flat cars 
to make more available. 

Mr. Harris said that turn-around time 
on flat cars was longer than on other 
cars because most carried unusual or 
special loads, which required special 
blocking and bracing, they required more 
inspection, and that, because of the na- 
ture of military orders, time was lost in 
accumulating them. 

At the same session, Mr. McGee said 
538 new flat cars had been built in 
June, and that 4,000 had been put on 
order. He said a recent military move- 
ment, involving an entire Army di- 
vision, had required 800 flat cars. 

He said that flat car ownership was 
inadequate, with such ownership today 
totaling 46,000, compared with 62,000 on 
VJ-Day. He said every district in the 
country had an acute shortage of such 
cars, although the situation in the 
middle west was particularly acute. 


More Box Cars Than Year Ago 


Mr. Harris told the membership that 
“Class A” box cars were tight, although, 
generally, the box car situation was 
much better than it was a year ago. He 
said there were sufficient cars in the 
south and southwest to get the grain 
movement off to a good start in the third 
quarter. 


Stating that the demand for covered 
hoppers was extremely high, he reported 
that the railroads had increased their 
ownership of such cars more than any 
other type of car in the last five years. 

He said the rail power situation was 
good, and the terminal situation, though 
presently “backed up” because of floods 
in the middle-west, was generally clear. 


Summarizing three basic railroad car 
service rules to keep cars on home 
ground, deliver cars to owner line as 
soon as possible, and load cars in the 
direction of home—Mr. Harris said ship- 
per observance of these rules would do 
much to improve the car situation. 

Earlier in executive committee ses- 
sion, Mr. Burwell, reporting that 50 per 
cent of the cars he received were not 
suitable for loading, asked what could 
be done to upgrade cars. 


Mr. Harris said it was the individual 
railroad’s responsibility to keep its cars 
in repair. Cars that once had been re- 
jected by a shipper because they were 
unsuitable should be tagged and sent 
to the home line immediately, he said. 
Some of the older cars did not come out 
of the repair shop in perfect condition, 
especially when they were repaired off 
the home line, he stated. 

He reported that there had been--a 
reduction of 39,000 in bad order cars in 
the last year. 


When Mr. Burwell said he was more 
concerned with cars bordering on “bad 
orders,” than with “bad order” cars, Mr. 
Harris went into a lengthy discussion of 
the fatcors in car repair. When he re- 
ported that, on very old cars, sometimes 
as little as $25 was spent—just enough 
to keep them in condition to haul a 
few more loads before winding up in 
the repair shop again—Clayton F. 
Devine, traffic director of the Silica Sand 
Association of Illinois, wondered why the 
railroads were seeking freight rate in- 
creases when they expended “so little” 
in maintaining cars. Mr. Devine also 
wondered why the railroads were not op- 
erating their repair shops six days a 
week. 

When Mr. Harris suggested that the 
chairman of the grain commodity com- 
mittee ask the grain shippers to work 
more than five days a week in loading 
and unloading cars, in order to expeditie 
grain movements, Mr. Devine wanted to 
know why shippers should be expected to 
work six days a week, when the rail- 
roads would not operate their repair 
shops six days a week. 


The National Situation 


Speaking on national transportation 
conditions, Mr. McGee forecast heavy 
freight movements in the fall, but said 
the situation, however, was not “too 
discouraging.” 

He said that 43,000 new cars had been 
built in the first half of 1951, as against 
27,000 retirements, representing a net 
gain of 16,000 in the car supply. 

This compared with a net loss of 26,000 
cars in the first six months of 1950, he 
said. 


Mr. McGee also reported that the aver- 
age haul of ton of freight during the 
first half of the year was 430 miles, com- 
pared with 413 miles in the same pe- 
riod of 1948, a year of high freight move- 
ment. 

Commenting on turn-around time, he 
said average miles per car a day in April, 
1951, were 47.7, approximately 10 per cent 
more than in the same month of 1948. 

Mr. McGee reported that, despite some 
reduction in the size of the winter wheat 
crop, the total crop would exceed l1,- 
000,000,000 bushels for the eighth con- 
secutive year. He said that the steel 
industry planned on moving 5,000,000 
to 6,000,000 tons of ore by rail in the 
1951 season, adding that 6,000 hoppers 
were now in ore service in the middle 
west. The defense program was expect- 
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ed to be in “high gear’ in September 
or October, he said. 

Asked if the railroads were continuing 
to order cars, Mr. McGee said there 
had been no let-up in ordering, with 
6,800 orders placed in June, 1951. 

After stating that new cars cost be- 
tween $5,000 and $6,000 each, he said the 
railroads expected to spend $1,500,000 
for new equipment and maintenance 
in 1951, an all-time record. 


What About Covered Hoppers? 

Earlier, in executive committee session, 
E. R. Gustafson, traffic manager of Uni- 
versal-Atlas Cement Co., Chicago, said 
the covered hopper situation had gotten 
worse since the last board meeting. He 
stated that one of his company’s plants 
was now shipping by truck 24 hours a 
day because it couldn’t get the cars it 
needed, and commented that this proved 
that covered hopper ownership was in- 
adequate. 

Mr. McGee said that the railroads 
had increased their covered hopper 
ownership by 4,000 cars, or 20 per cent 
in the last year, and by almost 16,000 
cars in the last three years. He asserted 
that the railroads could not sacrifice the 
building of other types of cars in order 
to build this one type. He said, however, 
that the railroads had approximately 
3,800 covered hoppers on order. 

Mr. Harris then brought out that the 
Illinois Central Railroad was getting de- 
livery of 110 new hoppers, starting in the 
third week of July, and that the Mil- 
waukee Road was getting delivery of 250 
covered hoppers starting August 1. 

George M. Cummins of the traffic com- 
mittee of the Davenport, Ia., Chamber 
of Commerce, presided at the executive 
committee session. 

H. A. Spamer, assistant general traffic 
manager of Spiegel, Inc., Chicago, and 
chairman of the L.C.L. committee, gave 
the report of that committee. 


L.C.L. Service Called Bad 


After asserting that the railroads were 
not handling 1.c.l. shipments promptly in 
board territory, Mr. Spamer said l.c.l. 
service had hit a new low. He pointed 
out that motor carrier and freight for- 
warder service on l.c.l. was as high as 
400 per cent better than rail service, 
and commented that if these forms of 
transportation could give good l.c.l. serv- 
ice, the railroads should be able to give 
such service also. 

He said truck rates in central territory 
were lower than rail rates, and unless 
the railroads recognized that they had 
some “pretty good competitors, 1.c.l. 
would be reduced to a point where there 
would be no decent service anywhere.” 

He said three day service on shipments 
moving approximately 100 miles, plus 
one day for each additional 100 miles of 
movement, would satisfy the l.c.l. ship- 
ping public. 

Earlier, at the executive committee 
session, Mr. Spamer introduced an ex- 
hibit designed to show how poor rail 
l.cl. service was, compared with the 
service offered by other forms of trans- 
portation. 

Legislative Committee 

C. W. Stadell, traffic manager of the 
Illinois Coal Traffic Bureau, and legis- 
lative committee chairman, gave that 
committee’s report. 


He discussed S. 1603 and S. 1633, which 
proposed increasing the steel allocation 
for freight car building, and which the 


board voted to support. He contended, 
while commenting on S. 1139 and H.R. 
3307 that these bills, in taking away au- 
thority from the eleven commissioners 
and vesting it in a chairman appointed 
by the President, would make the chair- 
man a politician, at the mercy of the 
party in power. He maintained that 
passage of S. 1574, calling for geographi- 
cal equality in appointment of the Com- 
missioners with the commissioners to be 
equally divided between three territories, 
would have the effect of causing com- 
missioners to work for the interests of 
the territories rather than for the in- 
terests of the country as a whole. 

W. J. Slawny, of the traffic depart- 
ment of the Milwaukee Grain Exchange, 
and chairman of the committee on clean 
car activities, reported that failure to 
clean cars cost the railroads $150,000,000 
a year. He urged the establishment of 
a national committee to activate a na- 
tional clean car program. A motion was 
made and passed to put Mr. Slawny’s 
proposal on the docket of the National 
Association of Advisory Boards, meeting 
in Cleveland in October. 


Stanley on Publicity 


Emil G. Stanley, executive vice-presi- 
dent and secretary of Traffic Service Cor- 
poration, Chicago, and chairman of the 
newly appointed publicity committee, 
told about the publicity effort in con- 
nection with the Milwaukee meeting. He 
showed clippings from four Chicago 
newspapers, two Milwaukee papers and 
TRAFFIC WorLD containing publicity sent 
out by his committee. 

Because the board did not have a 
clipping service, Mr. Stanley urged 
members to mail in any publicity on the 
board which appeared in their home 
town newspapers. He also suggested 
that committee chairmen submit their 
reports at the general meeting in writing 
to facilitate press coverage. 

He said the publicity committee would 
write news releases in the future, as 
it had for the Milwaukee meeting, to re- 
flect the carloading forecasts in terms of 
general business conditions, to include as 
many individual and company names as 
possible, and to interpret the carload- 
ings. Writing news releases this way en- 
hanced their news value, he said. 

The publicity committee sought to ac- 
complish six things, Mr. Stanley said. 
They were: (1) To get as much “before” 
and “after” publicity on the board’s 
activities; to play up personal and com- 
pany names; to set up press tables at 
meetings and press conferences, where 
feasible; to localize the news; to work 
with Field Secretary Ed Hassig, on lists 
for press purposes, and direct mail effort 
to board members, and to help design 
and redesign the board’s literature. 

Mr. Stanley showed how the docket of 
the meetings and the proceedings could 
be redesigned to enhance their appear- 
ance, and promote readership and inter- 
est. The matter of the cost of redesign- 
ing the docket and proceedings was to 
be worked out with the board officers. 


Loss and Damage Up 


C. R. Purcell, manager of the traffic 
department of Quaker Oats Co., Chicago, 
and chairman of the loss and damage 
committee, reported that in the first four 
months of 1951 claim payments amount- 
ed to $30,602,330, a 1.6 per cent gain 
over claim payments of $30,108,319 in the 
same period of 1950. 
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He said new claims filed increased ap- 
proximately 10 per cent, indicating the 
probable trend this year. 

Earlier, in the freight loss and damage 
committee meeting, Mr. Purcell intro- 
duced Fred Kilker, freight claim agent 
of the Burlington Railroad, and chair- 
man of the railroad prevention contact 
committee of the board. Mr. Kilker re- 
ported on the progress of a resolution 
adopted by the board at its April 
meeting calling for a breakdown of con- 
cealed and unlocated damage figures 
which accounted for about 67 per cent of 
all loss and damage. 

Mr. Kilker said he had brought up 
the subject at the railroad freight claim 
prevention meeting in San Francisco, 
Calif., recently, and that the committee 
had given the matter a high place 
among projects of the future. 

He said a committee was appointed to 
consider the matter, and that it was ex- 
pected that a new method of computing 
unlocated damage, breaking down the 
figures, would be ready by the first of 
the year. 

He said he had recently submitted to 
the committee suggestions for breaking 
down the unlocated figures. His plan 
called for breaking down payments and 
commodities on carload shipments into 
four categories—wooden braced load, 
Steel-banded load, floating load, and 
solid-through load. 


Speakers on Loss and Damage 


Two speakers appeared before the loss 
and damage committee. They were R. H. 
Johnston, Jr., manager, compartmentizer 
division, Pullman Car Manufacturing Co., 
and Lewis Pilcher, executive vice-chair- 
man of the A.A.R. freight claim division. 

Mr. Johnston said the best approach 
for minimizing damage in transit ap- 
peared to be a type of car which would 
absorb impact and not transfer it to 
the lading. He said that most progress 
in preventing damage in transit had been 





made by shippers in improving their | 


packaging to absorb shocks. 

He said there were two causes for 
damage in transit, and these were im- 
packs from switching, and impacts in 
braking. 


Reporting that most damage occurred ) 
in switching, Mr. Johnston said the best | 


cars constructed fell to pieces when sub- 
jected to impacts at temperatures as low 
as 30 degrees below zero. 

Mr. Johnston said that present draft 
gears were inadequate, and that, at im- 


pacts of 10 miles an hour, draft gears | 


took up only 10 per cent of the shock, © 


with the lading taking the other 90 per © 


cent. 


Reporting that his firm had tested © 
seven or eight different draft gear meth- © 


ods, Mr. Johnston said none had worked, © 


and that car builders had to get away ~ 


from the draft gear approach. 


He said the answer to impact in © 


transit might be some kind of a rubber- 
cushioned underframe. 
Disclosing that Pullman was working 


on an underneath cushioning arrange- ~ 


ment, he said the company hoped to 


develop a solution to the impact problem ~ 


within a year. 


Commenting on the compartmentizer, f 
Mr. Johnston said it retained light mate- — 
rials and packaged goods well, but was © 


not perfectly suitable for heavy mate- 


rials, such as roll paper, steel drums, OF |§ give ;, 
cut lumber. He said the compartmentizer | 
would hold a vertical load of 20,000 © 


pounds of packages well at 10-mile-an- © 


hour impacts. 
Mr. Pilcher said weevil infestation in 
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cars could be cut down if farmers and 
millers took precautions to keep grain in 
storage from becoming contanminated. 
He said studies showed that most grain 
pecame contaminated while in storage. 

He said the railroads were combating 
weevil infestation in three ways—de- 
velopment of better car linings, better 
cleaning methods, and use of disin- 
fectants. He said the best method of 
cleaning infested cars appeared to be 
use Of compressed air to blow weevils 
from behind linings. 

Following Mr. Purcell, at the general 
meeting, was J. A. MacLellan, special 
representative of the A.A.R. freight claim 
division, who praised shippers for their 
cooperation in the fight against loss and 
damage. - 

J. J. Hayden, district manager at Chi- 
cago for the A.A.R., introduced Dave 
Benton, recently appointed assistant to 


the A.A.R. chairman in charge of refrig- 
erator cars. 

Mr. Benton reported that the refrig- 
erator car supply in board territory was 
good, with all demands being met. He 
reported that approximately 128,000 
refrigerator cars were in service. 

R. A. Blue, traffic manager of Tok- 
heim Oil Tank & Pump Co., Fort Wayne, 
Ind., gave the report of the membership 
committee, of which he is chairman. 


October Meeting at French Lick 


The next meeting of the board would 
be held at French Lick, Ind., October 
17-18, Mr. Burneell announced. 


The Monor railroad would operate a 
special train for the occasion, leaving 
Chicago at 3 p.m., October 16, and re- 

The Monon railroad would operate a 
Members were requested to make reser- 
vations with Field Secretary Hassig. 


State ‘Highway Barriers’ Protested 
By Movers Conference of America 


Household Goods Carriers, Meeting in Chicago, Adopt Resolution 


Attacking ‘Oppressive Taxes and Restrictive Regulations.’ Officers 
Reelected. Knudson, of D.T.A., Asks Eradication of ‘Dark Practices.’ 


A resolution protesting “special 
highway use taxes, personal property 
taxes, franchise taxes and other op- 
pressive taxes and restrictive regula- 
tions directed at the trucking indus- 
try generally” was unanimously 
adopted July 17 at the annual two- 
day convention of the Movers’ 
Conference of America in the Shera- 
ton Hotel, Chicago. 


More than 300 members of the con- 
ference voted for the resolution, after a 
panel discussion on reciprocity, in which 
it was brought out, that although the 
household goods carriers were a unique 
and separate branch of the trucking in- 
dustry, they still had an obligation to 
support that industry against oppressive 
legislation, especially when such legisla- 
tion was directed at themselves. 

Earlier, James K. Knudson, Defense 
Transport Administrator, told the mov- 
ers that, because of varying state reg- 
ulations, the movers were “faced with 


one of the very problems which the 
D.T.A., in the interests of national de- 
fense, was seeking to solve.” 


Text of Resolution 


The text of the resolution adopted by 
the group read: 

“Whereas the freedom of personal 
Movement is guaranteed and recognized 
a a basic constitutional freedom for 
every American citizen and, 

“Whereas the freedom of personal 
movement is inextricably interwoven 
With the movement of a person’s house- 
hold effects and belongings, and, 
“Whereas the several states by spe- 
Cial highway use taxes, personal property 
taxes, franchise taxes and other oppres- 
Slve taxes and restrictive regulations di- 
tected at the trucking industry generally, 
by resulting excessive cost and impeding 
Teguiation, have encroached on the free- 
dom of the movement of a person’s home 


and belongings and thereby directly en- 
croached on the freedom of movement of 
persons and their families, 

“Now therefore be it resolved that 
this assembly of movers in convention 
assembled go on record as, 

“1. Calling to the attention of all agen- 
cies of the federal and state government 
their constitutional duty to protect the 
freedom of movement of persons and 
their property within the United: States. 

“2. That the laws and regulations now 
on the state statute books which restrict 
or impede the free movement of a per- 
son’s home and belongings from one 
state to another be modified to restore 
and preserve this constitutional right. 

“3. That there be enacted such af- 
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firmative legislation either federal or 
State as may be necessary to protect and 
enforce this basic right of free move- 
ment.” 

Members of the reciprocity panel were 
John S. Smith, vice-president of Aero- 
Mayflower Co, moderator; Allan 
Schertzberg, of Grey Van Lines, Chi- 
cago; John W. Geipe, of J. Norman Geipe 
Van Lines, Inc., Baltimore, Md.; William 
Weathers, of Weathers Bros. Transfer, 
Atlanta, Ga.; Dave Brotsky, private at- 
torney of New York City, and E. J. 
Flavin, of the legal department of Allied 
Van Lines, Chicago. 

In the panel discussion it was as- 
serted that in every state there was a 
“barrier” affecting the moving indus- 
try; that the states in taxing the movers 
were taxing the customers of the movers 
who were the “people of the United 
States”; that the moving industry was 
in an enviable position to get the truck- 
ing industry’s message to the people be- 
cause they were in the closest personal 
contact with the public, and that a 
weight distance tax recently imposed on 
the industry would probably spread to 
other states. 

It was also asserted that, in placing 
barriers on the household goods car- 
riers that moved personal goods, the 
states were infringing on the constitu- 
tional right of the people to freedom of 
movement. 


Knudson Speaks of ‘Abuses’ 


Administrator Knudson, of the D.T.A., 
in his address before the conference 
on July 16, discussed some complaints 
he said he had received concerning 
practices of “a minority” of the house- 
hold goods movers and urged correc- 
tion of the “abuses” he had mentioned. 

“More than 99 per cent of your pres- 
ent and prospective patrons,’ Mr. Knud- 
son said, “are uninitiated in the com- 
plexities and intricacies of tariffs. Every 
man in the moving industry should con- 
sider it his moral, if not his legal, ob- 
ligation to acquaint fully each prospec- 
tive customer, and in plain language, 


Left to Right—J. Wallace Fager, of Miller North Broad Storage Co., Philadelphia, Pa., chairman 
of Movers Conference of America; James K. Knudson, Defense Transport Administrator; and James 
F. Rowan, general manager of the conference. 
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with all the tariff requirements which 
bear upon the movement of the custom- 
ers’ household possessions. 

“It is contrary to the spirit of the 
statute, it is a reprehensible business 
practice for a tariff to be used by the 
skilled to trap the unwary.” 


I.C.C. Employe’s Complaint 


Administrator Knudson said one man 
in his department at the Commission 
had complained that, when he moved 
with his family from his home town to 
Washington, the mover’s agent estimated 
the cost of moving the household goods 
at $150, but that, when the van arrived 
in Washington with the shipment, the 
driver presented a bill for $211 to the 
wife of the I.C.C. employe in question. 
Mr. Knudson quoted the I.C.C. employe 
as having said: 

“She (my wife) wasn’t prepared at the 
moment to pay the difference of $61. The 
driver refused to release the goods if 
she didn’t. That meant a long delay 
until she could contact me and I could 
make up the difference. That was a dis- 
agreeable experience at a time of upset, 
and I’ll never ship by van again without 
a better understanding of the cost ahead 
of time!” 

Another employe in his department, 
Administrator Knudson said, told a dif- 
ferent story, as follows: 

“My experience was just the opposite. 
The mover’s man estimated it would cost 
$125 to move me from down there in 
West Virginia to Washington. On deliv- 
ery I was charged only $110, so the 
Missus and I went out to dinner and a 
show on the difference.” 

Mr. Knudson explained that some 
agents of responsible movers, working 
on a commission computed on the basis 
of the actual charge for the hauling job, 
which was based on weight and distance 
hauled rather than on the estimate made, 
would make their estimates low “so as to 
cinch the business.” Administrator 
Knudson suggested that, “to correct this 
bad situation,” the correct information 
—that the estimates were only estimates 
and might differ from the actual charges 
later to be collected—which now ap- 
peared inconspicuously on the “order- 
for-service,” should be put “in bold-faee 
type on the forefront of the order-for- 
service.” ‘Moreover, he said, the mover’s 
agents should emphasize orally that the 
price named for carrying was only an 
estimate and should explain the matter 
in detail to the prospect. 


Minimum Weight Rule 


Another cause for complaint that 
reached the Commission, said Mr. Knud- 
son, had to do with small shipments 
made on 2 minimum weight basis. 

“There was a lady from New England 
who moved to the southwest,” he said. 
“She sent back for a particular ironing 
board to be sent down to her by van. 
The agent in accepting the shipment 
neglected a small but very important 
detail. He did not explain that the 
minimum weight on any van shipment 
to Texas is 1,000 pounds. So that ironing 
board was carried across the country. The 
consignee was presented with a bill for 
$200 for moving it. The van driver 
wouldn’t release it when the lady refused 
to pay. He was within the law, he main- 
tained. He was! But this is just another 
instance of a deliberate effort on the 





part of a mover to put something over 
on the shivping public—to prostitute the 
provisions of the tariffs to the advan- 
tage of the carrier.” 

Administrator Knudson indicated he 
disapproved of another practice of “some 
companies” with respect to storage. 


‘Storage in Transit’ 


“Some companies have a practice of 
picking up small shipments and holding 
them in storage ‘at the carrier’s con- 


venience,’ but without request of the 
shipper,” he said. “The shipment is 
held until it can be consolidated with 


another shipment to make a full load. 
Then what does the mover do? He 
charges the customer for ‘storage in 
transit!’ ” 

He said the conference was “as anxious 
as the I.C.C. and the public to see these 
abuses corrected” and urged it to “ob- 
serve closely and police the industry to 
eradicate such dark practices, setting-up 
such regulations as are necessary to that 
end.” 

After discussing conflicting state high- 
way regulations, including some that af- 
fected household goods movers, Admin- 
istrator Knudson said he had asked the 
governors of the 48 states “to do certain 
things to enable us to get better utiliza- 
tion of our motor truck fleet.” 

“By changing their several regulations 
as to weight, size, license requirements, 
and other such matters,” he said, “the 
governors will be moving toward that 
complete cooperation that is so neces- 
sary in this emergency .. . I have as- 
surance of cooperation from a vast ma- 
jority of governors. . .” 

Other speakers at the meeting were: 
Harvey B. Lyon, president of the Na- 
tional Furniture Warehousemen’s Asso- 
ciation, who spoke on “Movers Interna- 
tional;” Walter S. Attridge, Boston in- 
surance broker, who spoke on “Sidelin- 
er’s Views of the Moving Industry,” and 


John J. Brady, of Brady Transfer & ~ 


Storage Co., Fort Dodge, Ia., who talked 
on “What About Controls.” 


Panel Discussions 


Panel discussions were held on insur- 
ance, moderated by William T. Middle- 
berg, president, Red Lion Storage Co., 
Philadelphia, Pa., and treasurer of 
United Van Lines; and on commodity 
descriptions, moderated by Lee J. Sloan, 
Sloan Moving & Storage Co., St. Louis, 
Mo. 

Panel discussions were also held on 
cost accounting, moderated by Charles 
R. Israel, of Aero-Mayflower Co., In- 
dianapolis, Ind.; leasing rules, moderat- 
ed by Russell Garrett, of John F. Ivory 
Co., Detroit, Mich., and national de- 
fense, moderated by Harry L. Gormley. 

Presiding at the conference sessions 
were J. Wallace Fager, of Miller North 
Broad Storage Co., Philadelphia, Pa., 
and conference chairman, and James F. 
Rowan, conference general manager. 

Included at the speaker’s table at the 
second day luncheon of the movers were 
Walt Shearer, vice-president of Gray- 
Van Lines, Chicago; James Edgett, 
president of North American Van Lines, 
Fort Wayne, Ind., and W. W. Warren, 
president of United Van Lines, St. Louis, 
Mo. 


Election of Officers 


All officers were re-elected at the con- 
cluding session. Two new advisory board 
members, corresponding to directors, 
were elected. They were: 

Herbert Neal, of Neal Transfer & Stor- 
age Co., Cleveland, O., and W. W. War- 
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ren, of Warren Transfer & Storage Co., 
Oklahoma City, Okla., and president of 
United Van Lines. 





Intercoastal Ship Problems 
Discussed, Bate Elected by 
West Coast Port Officials 


Special Correspondence from Portland, Ore. 

At its thirty-eighth annual con- 
vention in Portland, Ore., concluded 
July 11, the Pacific Coast Association 
of Port Authorities elected John F. 
L. Bate, San Diego, Calif., as presi- 
dent for the ensuing year, and ac- 
cepted that port’s invitation to hold 
the next convention in San Diego. 


Other officers elected were: F. W. G. 
Sergant, Vancouver, B.C., first vice-pres- 
ident; John B. Chadwick, Los Angeles, 
second vice-president; Carl Reupach, San 
Diego, secretary-treasurer. 

Elected to the board of directors were 
Capt. Homer T. Shaver, Portland; W. S. 
Spicer, Balboa, Calif.; Eloi Amar, Long 
Beach, Calif.; R. H. Wylie, San Francisco, 
Calif.; Clair V. Goodwin, Oakland, Calif.; 
Martel Wilson, Stockton, Calif.; William 
R. Manion, Astoria, Ore.; G. H. Um- 
baugh, Longview, Wash.; George C. Cad- 
well, Vancouver, Wash.; W. L. Williams, 
Portland, Ore.; R. J. Brown, The Dalles, 
Ore.; William Murphy, Aberdeen, Wash.; 
R. O. Wahlgren, Port Angeles, Wash.; 
Wendell McCroskey, Olympia, Wash.; 
George W. Osgood, Tacoma, Wash.; E. H. 
Savage, Seattle, Wash.; E. J. Secor, Ever- 
ett, Wash.; K. K. Reid, New Westminster, 
B.C.; T. C. Brooke, North Frazer Harbor, 
Vancouver, B.C. 

Panel discussion subjects included: 
“Harbor Radar,” “Inland Waterways of 
the Pacific Coast,” “Intercoastal and 
Coastwise Shipping,’ and “Port Se- 
curity.” 

S. C. Knight, assistant general traffic 
manager, Kaiser Steel Co., and chairman 
of the transportation committee of the 
California Manufacturers Association, 
appeared before the group to urge a 
concerted effort on the part of port 
interests to eliminate handling charges 
assessed against local origin export cargo 
at Pacific coast ports. He asserted that 
west coast shipping was hurting itself 
by assessing a charge to move cargo from 
point of rest on dock to shipside, a 


charge which steamship companies in | 


other regions did not make. Companies 
shipping goods in ocean commerce, he 
said, had a right to expect that such 
charges would be absorbed by the steam- 
ship lines in their regular rates. 


The panel discussion on intercoastal | 
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and coastwise shipping was in effect the | 


report of a coastwide committee named | 


a year ago to study that subject. The 
committee had sent questionnaires to 


589 leading shippers throughout the — 


country who were known to be using or 
to have used intercoastal steamship serv- 


ice. Percentage or response was approxi- © 


mately 40 per ecnt. Tabulation of the 
replies showed that 157 shippers said 
they did use intercoastal service and that 


55 replied negatively, although 44 indi- | 
cated they formerly used such service | 


but had discontinued it. 


In reply to the question, “If you now 
use intercoastal service, list reasons pre- © 
venting greater use of this service,” ship- | 


pers replied as follows: Service too in- 
frequent, 49 per cent; transit time too 
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Jong, 62 per cent; insufficient savings in 
freight charges to justify, 54 per cent; 
loss or damage to shipments, 24 per cent; 
unstable labor conditions, 23 per cent; 
critical of incidental charges such as 
wharfage, insurance, etc., which, added 
to the basic freight rates, prove bother- 
some, 51 per cent. 

Members of the panel recommended 
that all-inclusive pick-up and delivery 
rates be named which would include in 
the one rate all accessorial charges and 
insurance. It was also said that inter- 
coastal steamship service would be made 
more attractive and could compete 
within a greater radius of the port cities 
if joint through rates with rail and truck 
lines were made. 

It was pointed out that vessels in the 
trade were now much larger and faster 
than in prewar times and that therefore 
each ship was handling a greater volume 
of cargo at each docking, thereby strain- 
ing the ability of most terminals to 
handle the traffic. It was held there 
was room for considerable terminal im- 
provement in this connection. 

As far as the coastwise carriers are 
concerned, panel speakers laid stress on 
the necessity for increased mechanized 
handling of cargo to cut high loading 
and unloading costs. The development 
of packaged lumber carriers on the Pa- 
cific Coast was illustrated as an ex- 
ample of what could be done in this 
connection. 

Alleged longshore union practices of 
“featherbedding” waterfront’ work in a 
variety of ways constituted, it was said, 
an important factor in increasing steam- 
ship rates to the point where traffic 
would be diverted away from these serv- 
ices. ‘These so-called “make-work” de- 
mands often offset economies resulting 
from new cargo handling techniques, it 
was asserted. Union writers had de- 
scribed the problem as “technological un- 
employment caused by rapid mechaniza- 
tion,” a panel speaker said. 

Specifically to attract more tonnage to 
the domestic water carriers, it was rec- 
ommended that there be more palletiza- 
tion of cargo and that the amount of 
cargo handled per sling load be in- 
creased. Cargo vans. that would be 
loaded at shipper’s plant and handled 
intact to destination were also suggested. 

It was pointed out that the new con- 
tract negotiated with the longshoremen’s 
union made provision for increased use 
of labor-saving devices in the interests 
of economy, and provided specific dis- 
cipline or loss of union rights of employ- 
ees caught pilfering cargo. 


U.S.C. of C. Issues Pamphlet 


On Transport Policies 


Declarations of policy in the field of 
transportation, adopted by the member- 
ship of the Chamber of Commerce of the 
United States, have been put into a 
booklet by the Chamber’s transporta- 
tion and communication department. 

“Dealing with many of our domestic, 
international and local transportation 
Problems,” says the foreword to the pub- 
lication, “these policy declarations are 
aimed at development of a sound na- 
tional transportation system, privately 
Owned and operated, capable of serving 
the best interests of shippers, and avail- 
able to meet national security needs.” 


“The Chamber has given close atten- * 


tion to transportation problems over the 
39-year period of its existence,” says 


the department. “It held numerous 
transportation conferences to bring sup- 
pliers and users of the several forms of 
transportation together, and has main- 
tained continuously an active transpor- 
tation committee representative of 
interests concerned with transportation. 


“The policies brought together in the 
newly published booklet present the 
consensus of the Chamber’s member- 
ship as expressed either in annual 
meetings or through mail referendum 
vote. All policies of the Chamber are 
kept current by revision. 
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“The policies on transportation con- 
tained in the booklet are listed in a 
table of contents under the following 
general headings: General, Civil Avia- 
tion, International Transport, Trans- 
port Mobilization, Highways, and Urban 
Transportation. 

“Copies of the publication may be ob- 
tained by writing to the Chamber’s 
headquarters in Washington.” 


Results of June Examinations Reported 
By Traffic and Transportation Society 


Passing Grades Attained by 83.3 Per Cent of Those Who Took 


Tests, Society’s Education Director Announces. 


Questions in 


‘Exams,’ Held in 17 Cities, Answered by Total of 66 Persons. 


G. Lloyd Wilson, professor of trans- 
portation and public utilities at the 
University of Pensylvania and di- 
rector of education of the American 
Society of Traffic and Transporta- 
tion, has reported the results uf ex- 
aminations conducted by the society 
in 17 cities in June. 


Announcing that 83.3 per cent of those 
taking the examinations passed, Pro- 
fessor Wilson said the examination pa- 
pers generally were good, and, in several 
cases, excellent. He reported that 66 
persons took the examinations. 

No paper received a grade of less than 
50, and the highest grade was 86, he 
said. 


The tests comprised four sets of ques- 
tions, each set relating to specified sub- 
jects in the field of transportation and 
traffic management. The subjects were: 
(1) Transportation economics or busi- 
ness; (2) the principles of traffic man- 
agement; (3) general business, and (4) 
the elements of interstate commerce law 
and regulation. 


On each of these subjects, the student 
was asked to answer 10 questions selected 
by him out of 12 questions presented. 

Each candidate for membership in the 
American Society of Traffic and Trans- 
portation is required to pass the tests on 
the four subjects presented, and, in addi- 
tion, to submit an original paper on some 
transportation subject. 

The questions used in the four sets of 
examinations in June were: 


Examination No. 1 


Transportation Economics or Business 


“1. Explain the relatively slow growth 
in railway mileage prior to 1850 and the 
striking increase in the next 20 years. 

“2. Indicate ways in which the states 
early sought to regulate railways in pub- 
lic interest and explain why all states 
finally adopted commission regulation. 

“3. The passage of the Hepburn Act 
marked the end of a period of relative 
inactivity on the part of the I.C.C. in its 
regulation of railways. Why was the 
I.C.C. relatively inactive prior to passage 
of this Act and why did this inactivity 
end? 


“4. (a) Give important powers now 


possessed by the I.C.C. over railway 
rates, giving your judgment upon the 
soundness of each. (b) Trace briefly 
changes in the so-called long-and-short 
haul clause, 1887-date. 

“5. Discuss railway 
briefly, indicating: (a) Why urged by 
some; (b) major provisions of the act 
of 1920 relative thereto; (c) progress in 
consolidation to date; and (d) your 
judgment as to policy to be followed in 
public interest. 

“§. Differentiate clearly among the fol- 
lowing terms as used in the transport 
field: (a) Constant costs; (b) variable 
costs; (c) common costs; (d) special, or 
direct, costs, and (e) out-of-pocket costs. 

“7, Bills before Congress, if passed, 
would substantially reduce the maximum 
size and weight limits of parcel post 
packages, resulting in an estimated loss 
of revenue of $50,000,000 to the U. S. 
Postal Service. It is asserted that the 
packages thus barred from the parcel 
post service would be handled by the 
Railway Express Agency with a con- 
sequent increase in its revenues. Assume 
that you are a large user of parcel post 
and also that you support the principle 
of private enterprise in business: Would 
you favor or oppose such legislation, and 
why? Do you believe the bills to be in 
the public interest? 

“8. (a) Give important bases, or con- 
siderations, weighed in fixing the classi- 
fication of freight, justifying each. (b) 
Distinguish clearly among the several 
types of bills of lading and indicate 
circumstances under which each is used. 

“9. (a) Indicate briefly how central- 
ized traffic control operates on our rail- 
ways and its advantages to the railway. 
(b) Explain the progressive and rapid 
substitution of diesel for steam power 
on American railways. 

“10. President Truman, in his veto of 
the Reed-Bulwinkle bill (now section 
5-a of the interstate commerce act) said: 
‘No legislation giving a major industry 
immunity from the antitrust laws 
should be enacted unless adequate alter- 
native safeguards are provided for the 
public interest. This measure fails to 
provide such safeguards. Even the 
limited safeguards incorporated in the 
bill as originally passed by the Senate 
are omitted from the bill in its present 
form. It would require the interstate 
Commerce Commission to approve any 


consolidation 
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agreement which it finds to be in 
“furtherance of the national transporta- 
tion policy.” This is a vague and gen- 
eral standard and is manitestly neither 
adequate nor appropriate as a criterion 
for waiving the protection afforded the 
public by the antitrust laws.’ The bill 
was passed over the President’s veto. 
Was this action by the Congress based 
upon political considerations, or was the 
President improperly informed and un- 
duly alarmed? Discuss carefully and 
at moderate length. 

“11. Construction of the St. Lawrence 
Seaway has been urged with increasing 
insistence of late, national defense now 
being urged as a particular justification. 
Give your judgment upon this proposal 
as an immediate defense measure, and 
in its entirety, developing your answer 
carefully. 

“12. Assuming you are opposed to gov- 
ernment ownership and operation of rail- 
ways and assuming further that the 
greatest threat to private ownership and 
operation stems from a growing finan- 
cial weakness of the railways, indicate 
clearly and at reasonable length what 
you believe should, and can, be done to 
strengthen the railways financially in 
the light of existing competition from 
other forms of transport, in the light of 
the strength of railway labor, and in the 
light of political facts.” 


Examination No. 2 


The Principles of Traffic Management 

“1. A business executive consults you 
in regard to a traffic department for 
his company. Define industrial traffic 
management and outline for him the 
important functions for which such a 
traffic manager should assume responsi- 
bility. 

“2. A product should be packaged and 
packed securely enough so that it will 


reach its final destination in perfect . 


condition, regardless of any risks or mis- 
handling to which it may be exposed en 
route. (a) Discuss this statement criti- 
cally, indicating whether or not you 
agree with it. (b) Discuss briefly the 
role which the traffic manager should 
have with respect to package design and 
use in a manufacturing company which 
has production and purchasing depart- 
ments separate from the traffic depart- 
ment. 


“3. A coal dealer in Minneapolis 
bought a car of coal weighing 90,000 
pounds, for which he paid $9.00 per ton, 
including the freight charges to Minneap- 
olis. The retail market price in Minneap- 
olis for such coal in less than carload 
lots, was $13.00 per ton at the time of 
delivery of this car. Upon arrival of 
the car, there was a shortage of 10,000 
pounds. The dealer had not resold any 
of this coal and did not have to pur- 
chase any coal to replace it. He merely 
added the remainder of the car to his 
stockpile, and lost no sales because of 
the shortage. Immediately before and 
after the loss the dealer bought similar 
coal in carload lots at $9.00 per ton, 
which was also added to the stockpile. 
The dealer filed claim against the car- 
rier for $65.00, representing the retail 
price of the coal lost at $13.00 per ton. 
He claimed that was the proper measure 
of damages for non-delivery of the coal 
by the carrier, and the price which he 
would have obtained for the 5 tons had 


it been delivered. The carrier refused to 
pay the claim, whereupon the dealer 
sued to recover. What amount is the 
dealer entitled to recover for the loss of 
the coal? Explain. 

“4. In general, what considerations will 
influence or dictate the routing of traffic 
by the industrial traffic manager? 

“5. Explain the following terms in 
relation to highway transportation: (a) 
common carriage; (b) contract carriage; 
(c) private carriage, and (d) brokerage. 
A shipper leases trucks under a contract 
which requires the lessor to furnish ve- 
hicles of a certain design, capacity and 
type and to garage and maintain such 
trucks and furnish tires and fuel there- 
for. Lessee pavs a monthly rental plus 
a sum for each mile Operated. Lessee 
furnishes the drivers and controls all 
movements. Does this transportation 
come under a, b, c, or d? 

“6. What were some of the factors 
that made Pittsburgh, Buffalo and Chi- 
cago, rather than such points as St. 
Louis, Cincinnati, or Indianapolis great 
steel producing centers? 

“7. You are traffic manager for a 
manufacturing company in Indiana. 
Make either one of the following addi- 
tional assumptions: 

“Either: One of the products shipped 
by your company moves largely by rail, 
in less-than-carload lots, on class rates, 
within Official Territory. 

“Or: One of the products shipped by 
your company moves largely by truck, 
in less-than-truckload lots, on class 
rates, within Eastern Classification Ter- 
ritory. 

“After making vour own careful study, 
you conclude that this product bears an 
unreasonably high classification. You 
endeavor to have the classification re- 
vised, so that your product will fall into 
a lower class. 

“a. Outline some of the major factors 
you would study and consider before 
coming to the conclusion that the classi- 
fication of the product is unreasonable. 

“bp. Outline the steps you would take 
in an effort to have the classification 
revised. Be sure to indicate (1) to what 
carrier, agency, or government body you 
would make your application for revi- 
sion; (2) what types of information you 
would present to support your request. 

“8. (a) Plant A has to ship 1,000 tons 
per day of prepared coke to Plant B. 
What factors would have to be deter- 
mined in order to compare the advan- 
tages of rail, highway, or water move- 
ment, or a combination of any of these 
methods? (b) The S.S. Harriet left Lon- 
don, England, with a cargo consigned to 
an. importer at Boston, Massachusetts. 
On reaching Portland. Maine. the Har- 
riet put in there. The master refused 
to carry or forward the cargo to Boston 
without a further agreement on the part 
of the consignee to pay the freight. The 
consignee took possession of the freight 
at Portland and refused to pay the 
freight. Was the freight money due, 
under these conditions?’ 

“9. (a) In what ways can the indus- 
trial traffic department cooperate with 
other departments? (b) Outline the ad- 
vantages and disadvantages of shipping 
by air. 

“10. List some of the service which a 
plant transportation department should 
perform for an industry. 

“11. The civil service examination for a 
position on the staff of a certain state 
public-service commission contained the 
following question: ‘What is the legal 
basis for the regulation of common car- 
riers? (a) By the individual states? 
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(b) By the federal government? How 
would you answer this question? 

“12. A carload of freight consigned on 
a straight bill of lading from an inter- 
state point to the Illinois Company, ‘Chi- 
cago, Illinois,’ was tendered for delivery 
by the railroad on a track located in the 
south side of the city of Chicago. The 
Illinois Company demanded delivery on 
a track adjacent to its plant and owned 
by it in the northern part of Chicago. 
The railroad declined to make the de- 
livery, claiming that it fulfilled its bill 
of lading contract of carriage when it 
made delivery anywhere it chose in the 
city of Chicago. Where should the car 
ke delivered? Discuss in detail.” 


Examination No. 3 


General Business, Including: Principles of 
Economics or Economic Theory, Marketing, 
Government or Political Science, Geography, 
and Finance and Banking 

“1. In discussing the matter of return 
on investment as it applies to invest- 
ments generally, the National City Bank 
in a recent monthly Letter made this 
comment: “The fact is that a fair return 
on capital is not something that can be 
dreamed up by some theorist or deter- 
mined arbitrarily by legislative action or 
by the rulings of government boards and 
commissions. The real criterion is the 
very practical test of what rate it takes 
to attract capital. This varies in almost 
infinite degree according to the uses to 
which capital is put and the conditions 
under which such usage takes place. It 
is necessary only to look at the widely 
different “yields” prevailing on securities 
in the stock market to get the point.’ 
Discuss the returns on investments ex- 
pected by purchasers of various types 
of securities, with reasons for variations. 
Is there any difference between new se- 
curities and those which have been on 
the market for some years? Rail car- 
riers complain that the current return 
earned on their plant investment is not 
high enough to attract capital. Mean- 
while, in the past 5 years the same car- 
riers have made about $6 billion of gross 
capital expenditures. How may these 
two statements be reconciled? 

“2. There are several commodities, such 
as sand, gravel, coal, and crushed stone 
which the railroads regularly haul for an 
average revenue per ton-mile that is less 
than the total cost to the railroad for 
hauling a ton of freight 1 mile. Why 
are the railroads willing to make such 
rates? 

“3. You, as director of traffic for a 
large paper mill company, have been 
called upon to recommend a site for a 
new mill to be located somewhere in the 
southeast. Discuss fully what factors you 
would consider in making your recom- 
mendation. 

“4, Choose a product with which you 
are familiar and trace it through all 
marketing channels from the raw ma- 
terial to the ultimate consumer, men- 
tioning the different types of markets 
involved. Outline the basic marketing 
functions that are performed in the gen- 
eral process of moving your product from 
producer to consumer. 

“5. A shipment is made by barge from 
Cincinnati, Ohio, to New Orleans. (a) 
Via which important rivers would this 
shipment move? (b) Which states are 
touched by the rivers comprising this 
water route? (c) Name 10 important 
cities on these rivers which would be 
passed by this shipment. Name the 
cities im order from east to west and 
from north to south as they would be 
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passed by the barge shipment traversing 
this route. 

“6. The American Manufacturing 
Company sells a carload of 40,000 pounds 
of hardwood lumber for $10,000 to the 
National Lumber Company. The vendor 
wishes to receive payment before the 
Jumber is delivered by the carrier to the 
vendee at destination. Trace the steps in 
the execution of a negotiable or order- 
notify bill of lading and the invoice and 
draft connected with it from the shipper 
to the notify party through the banks 
handling the transportation. The de- 
livering carrier at destination delivers 
the shipment to the National Lumber 
Company without requiring the sur- 
render of the order-notify bill of lading. 
The bank still holds the bill of lading. 
The National Lumber Company becomes 
insolvent and cannot meet the draft 
covering the shipment. Discuss the lia- 
pility of the notify party, the bank, and 
the railroad with respect to this trans- 
action. 

“7 The economic adviser to the Fed- 
eral Reserve Board said recently: ‘In- 
flationary pressures will continue to 
dominate economic developments in the 
coming months when defense output in- 
creases, private incomes expand and the 
supply of goods and services available 
to civilians remains stable or declines.’ 

At about the same time, a member 
of the Council of Economic Advisers 
recommended that taxes be increased so 
drastically that the defense program 
would be on a full pay-as-you-go basis. 
One of the Federal Reserve Banks stated 
that deficit spending by the federal 
government is only one of the possible 
causes of inflation, and thought that 
excessive private spending had been the 
major generating force behind the most 
recent jump in commodity prices. An- 
other bank stated that: “The possibility 
of a slackening in business activity in 
the months just ahead does not remove 
the danger or warrant complacence. It 
merely emphasizes that there is also an- 
other problem—to gauge how far and 
how fast to go with measures designed 
to repress demand.’ 

“(a) Discuss how deficit spending af- 
fects the price level. (b) Can there be 
actual inflation if prices are kept at a 
given level? What reasons pro or con? 
(c) If ‘prices’ are to be controlled, what 
prices must be put under control to 
provide equilibrium? (d) What effects on 
total demand arise from tying in certain 
wage contracts to the ‘cost of living’ and 
how? 

“8. It has been said that: “Wholesal- 
ers and jobbers add nothing to the total 
quantity of goods in the nation. They 
are an unproductive part of the economy, 
simply handling and passing on the goods 
which are produced by others, and in- 
creasing the prices of those goods.’ (a) 
List and discuss briefly the principal 
functions of wholesalers and jobbers. 
(b) Define production as it is under- 
stood in economics. (c) In the light of 
your definition of production, do you 
agree with the statement at the begin- 
ning of the question? Discuss your posi- 
tion at reasonable length. 

“9. Distinguish clearly between and 
illustrate with examples chosen from 
transportation carriers: (a) Insolvency; 
(b) bankruptcy; (c) receivership; (d) 
trusteeship; (e) nationalization. 

“10. What are the advantages of uni- 
form prices in all territories? Are they 
fair to the consumers? It is said that 
zone prices are unfair to the consumers 
and that prices of heavy goods should be 





made f.o.b. factory. Do you agree? 
Comment fully. 

“11. (a) What are the generally recog- 
nized functions of marketing? (b) Do 
you consider marketing to be too all- 
inclusive to permit satisfactory and 
precise analysis of the separate functions 
in relation to the entire marketing 
field? (c) Bearing in mind that 20 per 
cent of the national income is derived 
from the transportation industry, what 
is your opinion on the advisability of 
considering transportation independent 
of the marketing field? Discuss. 

“12. What is the status of the com- 
mission in the organization of the gov- 
ernment of the United States? Discuss 
in detail pointing out (1) why com- 
missions are created, (2) what govern- 
mental functions they perform, and (3) 
to whom they are responsible. List ex- 
amples of several commissions.” 


Examination No. 4 


The Elements of Interstate Commerce 
Law and Regulation 

“1. A carrier refused to absorb connect- 
ing line switching charges on grain prod- 
ucts at point A while absorbing switch- 
ing charges on like traffic at complain- 
ant’s competitors plants at point B. On 
what basis would a complaint to the 
Commission lie and under what sections 
of the Act? 

“2. The XYZ Forwarding Company 
agreed to pay to a consignee damage 
claims averaging $2.50 on each interstate 
shipment they handled, rather than go 
to the expense of examining and in- 
vestigating each individual claim filed. 
In spite of the fact that loss and damage 
claims are not regulated by the interstate 
commerce act, the I.C.C. instituted pro- 
ceedings against both the carrier and 
receiver. Why? And by what authority? 

“3. The Precision Machine Shop, 
Albermarle, Virginia, shipped twelve 
crates of machinery, 21,097 pounds, to 
the Blue Banner Steamship Company, 
Newport News, Virginia, prepaid, via an 
intrastate contract motor carrier. They 
paid the contract rate. They mailed the 
export declaration, ocean bills of lading 
and consular documents directly to Blue 
Banner Steamship Company and paid 
the freight charges billed. They saved 
$68.92 by using the contract carrier. Is 
this method of shipping recommended? 
Explain. 

“4, The Interstate Commerce Commis- 
sion has denied the Pacific Intermoun- 
tain Express Company plea for the right 
to purchase Keeshin Freight Lines, Inc. 
and Keeshin subsidiaries, a transaction 
that, if approved, would produce trans- 
continental motor carrier operations in 
a unified system. (a) Why has the Com- 
mission denied this application for trans- 
continental service via a single motor 
carrier? (b) What is your opinion of 
this decision? (c) Do you believe that 
further consolidation of motor carriers 
will take place? 

“5. (a) State the number of parts into 
which the interstate commerce act is 
now divided. (b) Outline and discuss 
briefly the significant differences in the 
powers of the I.C.C. over carriers subject 
to the representative parts of the act. 
(c) Give three examples of the valid 
exercise of the police power by a state 
affecting interstate transportation. 

“6. Recent legislation has been enacted 
to alter the status of freight forwarders 
as defined by the interstate commerce 
act. (a) What is your opinion as to 
the legal status of freight forwarders as 
carriers or shippers? Why? (b) What 
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is the current situation concerning joint 
forwarder-motor rates? (c) Discuss the 
role of the freight forwarder in the 
transportation system in the United 
States. 

“7. The Supreme Court of the United 
States has given the effect of law to a 
determination by the Commission as to 
the criterion by which private carriage 
not subject to I.C.C. regulation may be 
distinguished from for-hire carriage that 
is subject to such regulation. (a) What 
criterion has the I.C.C. advocated to de- 
termine the status of private carriage 
operation? (b) State briefly your own 
view of the proper criteria to be used. 

“8. State the essential provision of the 
National Transportation Policy as set 
forth as the preamble to the interstate 
commerce act. (a) Do you believe that 
this statement of National Transporta- 
tion Policy is being enforced by the regu- 
latory agency? (b) Should this policy 
be amended? Why or why not? 

“9. Suppose a Department of Trans- 
portation is established by the govern- 
ment, the officiating officer being given 
Cabinet rank, and empowered to regulate 
all transportation within the United 
States through the administration of the 
interstate commerce act. Give your 
opinion of possible advantages and dis- 
advantages that could accrue. 

“10. A., by falsely describing the con- 
tents of a shipment at the request of C., 
the consignee, with the knowledge and 
assent of the X. Railroad, makes ship- 
ments at a class rate lower than that 
which is applicable to the shipments 
actually transported. The charges are 
paid by the consignee. (a) Which party 
or parties are subject to prosecution? 
(b) Upon what grounds? (c) In what 
tribunal may the case or complaint be 


brought? (d) By whom may it be 
brought? (e) What penalties may be 
invoked? 


“11. What rights does a shipper who is 
damaged by a carrier subject to the in- 
terstate commerce act have against a 
carrier which has violated an order of 
the Interstate Commerce Commission? 
In what tribunal may such rights be liti- 
gated? 

“12. Outline the growth and develop- 
ment of the interstate commerce act from 
1887 to date by mentioning the original 
act and principal amendments thereto 
and state a principal provision of each 
amendment.” . 





Canadian Railways to 
Increase Transcontinental 
Rates 12 Per Cent 


Special Correspondence from Ottawa, Canada 


Transcontinental freight rates on 
Canadian railways will be increased 
12 per cent effective August 13, un- 
less the Board of Transport Com- 
missioners orders otherwise. 

Notice of the increase was filed with 
the board last week. It is in line with 
the increase in general rates authorized 
by the board two weeks ago. The trans- 
continental rates are special competitive 
rates below the standard level and may 
be increased without special board order 
on 30 days’ notice. 

The rates affected apply chiefly to 
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heavy commodities, including automo- 
biles and machinery, moving from cen- 
tral Canada to the west coast. About 
$10,000,000 in annual traffic is affected. 





Atlantic, Gulf and Pacific 
Lines, Vessels and Routes 
Listed by Army Engineers 


. Transportation lines, their vessels 
of American registry operating or 
available for operation on December 
31, 1950, on the Atlantic, Gulf, and 
Pacific coasts, and their routes are 
described in “Transportation Series 
5,” published by the Board of Engi- 
neers for Rivers and Harbors, Depart- 
ment of the Army. This annual 
revision is available from the Super- 
intendent of Documents, Government 
Printing Office, Washington 25, D. C., 
at $2 a copy. 


Three comprehensive tables are in- 
cluded in the 476-page volume. 

Table 1 lists 1,641 operators, lines, 
companies or individuals, with their ad- 
dresses. 

Table 2 lists each vessel in operation; 
its type and construction, its net register 
tonnage, length and breadth, draft, 
horsepower, carrying capacity, highest 
fixed superstructure, and cargo handling 
equipment; date when built or rebuilt; 
its operator and local operating base; 
and the kind of service its supplies. 


Table 3 shows the localities served by 
the vessels, the schedule of operations, 
principal commodities carried, the usual 
navigation season, kind and class of 
service, and the localities at which joint 
rail-water rates with specified railroads 
are in effect. 





C.S.M.F.B. Minimum Package 
Weight Proposal Failed 


A proposal for establishing a minimum 
weight of 25 pounds for each package 
of freight in a shipment was failed by 
the central committee of the Central 
States Motor Freight Bureau at its meet- 
ing July 10 to consider dockets on ap- 
peal from the standing rate committee. 
The proposal was docketed as No. 14361, 
package minimum weight rule, and was 
actively opposed by shippers. 

Three other dockets, involving rate 
increases, were deferred by the com- 
mittee. They were No. 14191, which 
would increase the rates in CS.M.FB. 
territory to the Michigan intrastate 
basis; No. 14598, which would increase 
rates and charges in central states ter- 
ritory by 20 per cent; and No. 14599, 
which would boost rates in the territory 
to the rail level. 


State Motor Receipts 


The Bureau of Public Roads of the 
Department of Commerce has reported 
state motor vehicle receipts for 1950 
totaling $904,271,000, of which $261,831,- 





000 was registration fees paid by trucks 
and tractor trucks. 

Automobiles and taxicabs paid reg- 
istration fees of $452,662,000; busses, $11,- 
435,000. Trailers paid registration fees 
of $42,971,000 and motorcycles, $1,936,- 
000. These amcunts are included in the 
total of $904,271,000. 


Miscellaneous receipts, including fees 


for dealers’ licenses, operators and chauf-- 


feurs permits, certificates of title, special 
title and taxes, fines and penalties, and 
other receipts, totaled $133,496,000. 


Another compilation issued by the 
Bureau of Public Roads as to motor ve- 
hicle operator and chauffeurs licenses is- 
sued in 1950 showed an estimated total 
licenses in force in 1950 of 62,193,495. 
Private and commercial motor vehicles 
registered in 1950 totaled 48,548,568. 


‘Rate Chiselers’ Assailed 
At Truck-Trailer Meeting 


Speaking at the annual meeting of the 
Truck-Trailer Manufacturers Associa- 
tion, Inc., at the Edgewater Beach Hotel 
in Chicago (T.W., July 14, p. 27), Barney 
Cushman, president of Cushman Motor 
Delivery Co., Chicago, assailed “rate 
chiselers” as the real problem of the 
trucking industry. He said “the rate 
chiselers are not real common-carriers— 
they pick their spots, choose the best 
freight—and we are forced by accepting 
small and less attractive shipments to 
subsidize the chiselers.” 


Stating that trucking industry man- 
agement must look ahead, Mr. Cushman 
said “we usually wait for something to 
happen and then try to do something 
about it—whereas we should look ahead, 
and take action before things happen.” 

Following Mr. Cushman, L. C. Allman, 
president of T.T.M.A., assailed “pussy- 
footing” that, he said, existed in the 
public relations attitude of the trucking 
industry. Referring to the Maryland road 
tests, he said the trucking industry 
should tell its side of the story more 
forcibly. 


He likewise urged truck manufacturers 
to make lighter tractors to go along with 
lighter trailers. 


Hits Government Meddling 


I. E. Solberg, chairman, North Dakota 
Highway Users Conference, addressed 
the luncheon meeting of the truck-trailer 
manufacturers. 

Citing the trucking industry as a 
“business allowed to develop by indi- 
vidual initiative,’ he said government 
interference such as varying vehicle size 
and weight laws, lack of vehicle reci- 
procity among states, restrictive but 
“often unnecessary” safety laws, and 
hampering taxes were affecting its 
product. 

He urged “a free flow” of goods from 
coast to coast with a minimum of local 
interference so that capital investment 
could be put to work in the best interests 
of the total economy and not curtailed 
by local desire to lessen competition. 

He urged a program of education to 
acquaint “America .. . with what high- 
way transportation means.” 

Loren M. Jenks, assistant to General 
David J. Crawford, commanding officer, 
Ordnance Tank Automotive Center, De- 
troit, Mich., also spoke at the one-day 
meeting. 

Truck-Trailer production in the third 
quarter of 1951 should total at least 15,- 
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000 vehicles based on the amounts of 
steel, copper and aluminum authorized 
for the industry under the recently ini- 
tiated controlled materials plan, and it 
is hoped that fourth quarter production 
can be stepped up to approximately the 
rate attained in the first quarter of the 
year. 


E. J. Lucas, chief, truck-trailer branch, 
National Production Authority, made 
the above statements at the Truck- 
Trailer Manufacturers Association sum- 
mer meeting at the Edgewater Beach 
Hotel, Chicago, July 13. 


Mr. Lucas explained that the material 
allocation for the fourth quarter had not 
been made and that accordingly he could 
only repeat what he had told the N-P.A. 
requirements committee. In sponsoring 
the trailer program before the commit- 
tee he stressed the fact that truck-trailer 
production required a balanced allot- 
ment of material. Moreover the material 
estimates submitted were realistic, Mr. 
Lucas insisted. 





Compare Illinois Laws 
With Uniform Code Act 


The Illinois Highway Users Conference 
has published the first results of a com- 
parison of five “uniform code acts” with 
corresponding motor vehicle laws of Illi- 
nois. The first comparison consists of a 
154 page book, entitled “Comparison of 
the Highway Traffic Laws of Illinois with 
the Uniform Code—Act V.” The confer- 
ence said it decided to publish Act V— 
the “Uniform Act Regulating Traffic on 
Highways”—first because it was the most 
important as far as highway safety and 
reduction of traffic congestion was con- 
cerned. 





World Trade Data 


The Office of International Trade, 
U.S. Department of Commerce, has an- 
nounced publication of its 1949 edition 
of Foreign Commerce Yearbook, contain- 
ing basic statistics and other informa- 
tion pertaining to the world trade of 78 
foreign countries. Copies of the 681- 
page publication may be purchased from 
any field office of the department, or 
from the Superintendent of Documents, 
Washington 25, D.C., for $2.25 each. 





Union Entertains Management 


Members of Local 249, ‘Teamsters, 
Chauffeurs and Warehousemen of Amer- 
ica, employed by the Continental Trans- 
portation Lines, Inc., Pittsburgh, Pa., 
were hosts to officials of the trucking or- 
ganization at an outing held July 14 at 
Franklin Grove, Camp Horne Road. The 
event was arranged by a committee 
headed Robert Porter, steward of the 
local branch of the company. Among 
those in attendance were Thomas Fagan, 
president of 249, and union officials, W. H. 
Rose, president, and Milton E. Harris, 
executive vice-president, Continental 
Transportation Lines, Inc. 





Charleston Coal Exports 


The State Ports Authority of South 
Carolina reports resumption of export 
coal movements through the Port of 
Charleston. Coal exports are now mov- 
ing to Norway, it is stated. 


July 


the 
said 


with 
that 
atta 
thin 
whe 
one 

imp 
in t 
part 
com 
ofte 
men 
tion 
roac 
the 

and 
the 


bud: 
sons 
mer 

bak 
per 


Cla: 
thr¢ 


littl 
wit 


Toa 
Cla 
Sep: 


“ 


of 





ade, 
an- 
tion 
2zin- 
ma- 
f 78 
581- 
rom 

or 
nts, 


ith 
ort 

of 
OV- 


July 21, 1951 


31 


SELLING FREIGHT SERVICES 


NUMBER 14 OF A SERIES 


How can freight solicitors 


gain stature? 


E were somewhat startled the other 

day when an executive with one of 
the nation’s largest carrier companies 
said: 

“The fundamental thing that is wrong 
with the whole railroad sales picture is 
that the traffic department hasn’t yet 
attained the stature they need to get the 
things they need. Unlike other industries 
where the sales department is considered 
one of the important, if not the most 
important department in the company, 
in the railroad industry the traffic de- 
partment is treated like a stepchild and 
comes way below the operating, and 
oftentimes after the accounting, depart- 
ment. The main reason for that situa- 
tion is probably because most of the rail- 
road top brass comes up through either 
the operating or accounting departments 
and have little knowledge or regard for 
the traffic function of the railroads. 
Thus, when it comes to apportioning the 
budget, they can more readily see rea- 
sons for spending money on new equip- 
ment than they can for sales. 


“It follows, then, that this attitude 
pervades the whole railroad organization. 
It would be fine, for instance, if the 
Claim Department worked with and 
through the solicitors. They might find 
it politic at times, for instance, to be a 
little more tactful in settling a claim 
With a certain shipper who, let us say, 
ls shipping a lot of goods over your rail- 
road. But that rarely happens. The 
Claims Department usually acts as a 
Separate entity. 

“In those cases where you find a head 
of the Claim Department who under- 


By W. SCHUYLER HOPPER 
President, The Schuyler Hopper Company 


stands the customer relation potentiality 
of his division, and is a friendly kind of 
guy and is willing to work with the so- 
licitors, you’ll find that customer rela- 
se of that railroad are on a high 
level.” 


This is the fourteenth of a series 
of articles on the problems of sell- 
ing transportation today. Their 
objective is to explore the possi- 
bility that the efficient methods of 
American industry could be ap- 
plied by the carriers to help them 
increase tonnage at lower unit 
sales cost. They have been pre- 
pared by Mr. Hopper, president 
of The Schuyler Hopper Com- 
pany, advertising and marketing 
firm, after field research by mem- 
bers of the company’s staff. 


—THE PUBLISHER 


Well, in most manufacturing industries 
that we know anything about, the sales 
department has enough pewer to insist 
that all customer problems be handled 
in concert with the salesmen. 


How To Gain Stature 


So how does a sales department go 
about gaining the stature it needs to 
gain more equitable consideration on the 


part of top management? ‘There’s no 
easy answer to this one, but here’s a 
thought you might like to conjure with: 

In every sales operation with which we 
have dealt in some 27 years of industrial 
marketing work we have found that the 
stature of a salesman increases in direct 
proportion to the independent initiative 
he applies to his work. Let us put it 
another way: 

Paradoxically, the more a sales crew 
blindly follows its management’s instruc- 
tions to make a certain prescribed num- 
ber of calls a day and to recite certain 
prescribed sales points, the less regard 
management has for that crew. 

Boiling it down to the individual: the 
more a salesman tends to work out his 
own best approaches in accordance with 
the individual interests and needs of 
separate prospects—the more he learns 
to cope with conditions met in the field 
without having to call on headquarters— 
the more strongly he establishes himself 
with his customers by studying their 
problems and helping them work out 
sound solutions to their problems (rather 
than just making routine calls and re- 
citing prescribed sales arguments)—the 
more a salesman works this way, the 
greater stature he gains with top man- 
agement. 

In many of these articles you have 
heard us wonder whether or not it might 
pay management to direct its sales or- 
ganization along these lines. In the 
very last article we posed the question to 
top management as to whether or not 
they could ever hope for any marked im- 
provement in sales efficiency without a 
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lot of thought and effort on their part in 
the direction of sound sales planning— 
the development of better sales incentive 
systems—and especially the training and 
education of freight salesmen along 
Service Selling lines that would develop 
the individual salesman as a resourceful 
individual rather than just a cog in a 
machine. 


Now, in cases where management fails 
to take these steps, must a carrier’s sales 
organization resign itself to comparative 
oblivion? Must the individual freight 
representative who has the intelligence 
and the drive to work out some of these 
things for himself inevitably find it 
necessary to move out of his carrier com- 
pany before he can get paid what his 
extra effort is worth? 


We don’t know for sure in this trans- 
portation industry. But let us tell you 
about one sales group with which we 
worked intimately some years ago. 
These salesmen worked for companies 
in the same general kind of business— 
in fact, many of them were directly 
competitive. By and large,. their man- 
agements did not accord them the guid- 
ance or even the encouragement to do 
much more than make routine calls— 
and as many calls as their aching feet 
would permit. 


Talking With Other Salesmen 


Some of them were expressly pro- 
hibited from mingling with the repre- 
sentative of any competing company. 
Finally the managements or some of the 
leading companies were persuaded to 
encourage their men to form a little 
club which enabled them to get together 
and swap experiences and to bring in 
successful salesmen and sales manage- 
ment people from other fields fo help 
them learn how to do their jobs better. 

For years progress was slow. Manage- 
ment remained skeptical or, worse still, 
indifferent. But gradually these men 
began to evolve a pattern of better selling 
which, in essence, contained the primary 
elements of Service Selling. They 
learned that, by working together to sell 
prospects on the kind of service they all 
sold—to help customers understand it 
and make better use of it—they could all 
sell more. 

Gradually management caught on, and 
one by one, some of these companies set 
up programs that helped their own sales 
people become real Service Salesmen ii 
terms of helping their prospects and 
customers better understand the service 
they sold and learn how to fit it to the 
solution of some of their problems. 

This took time. But what we’re trying 
to get across here is that just because 
management is slow to move does not 
necessarily preclude constructive action 
on the part of salesmen—individually or 
collectively. You see, there’s one big 
lever the salesman has. If he works 
toward becoming a real Service Sales- 
man, he gradually acquires the ability 
to represent the customers and pros- 
pects to his carrier as well as represent- 
ing the carrier to its customers and 
prospects. And we have yet to see a 
business where the customer’s voice 
didn’t carry a lot of weight with top 
management. 

Some carriers are taking very definite 
steps in the direction of building stature 
into their solicitors. We talked to a 
vice-president in charge of traffic, not 
long ago, who said: 

“I think that a lot of railroads are 
learning that traffic is an important 


part of the business and that you have 
to equip the men with the right skills 
and tools. On our railroad we’re trying 
to build up the traffic men—I mean our 
solicitors—as the sole contacts of the 
railroad. Many shippers don’t know 
where to go for help on a railroad and 
we want them to contact the solicitors. 
A solicitor will then see that help gets 
to the man through the proper chan- 
nels. And we want the solicitors to fol- 
low all the way through. We don’t want 
any riled up shippers sore at our rail- 
road because a solicitor failed to follow 
through, as happened just recently on 
another road whose name I don’t care 
to mention at this time. 


“It seems that an industrial traffic 
man needed some cars in a hurry, so he 
got in touch with the traffic people on 
that road and they promised to get him 
cars in plenty of time. Well, the cars 
did not arrive, so the shipper got in 
touch with the traffic man again and 
the traffic man just washed his hands 
of the whole thing. He said he had 
turned the problem over to the operat- 
ing department; he did all he could; his 
responsibility was through; it was up to 
the shipper to call the operating depart- 
ment to find out why the cars weren’t 
there. That shipper is still riled up. 


“We're working out an arrangement 
with the claims department, too, so that 
they will notify the solicitor when a 
series of damage claims comes through 
on a shipper. Then the solicitor can 
help in getting the trouble fixed. We're 
working toward having the shippers call 
in the solicitors on all their problems. 
If shippers see the solicitors helping out 
on claims, they’ll be more likely to call 
them in on other things, too.” 


Shortcomings Found 


Well, that sounded pretty progres- 
sive. But as we dug into this carrier’s 
methods of implementing this professed 
program, it soon became evident that 
this organization actually does very little 
to train its men to become real self reli- 
ant Service Salesmen. 

While the aim is in that direction, and 
the policies tend to back up and support 
the individual solicitor, their sales aids 
are comprised mainly of those “canned” 
pamphlets on subjects like “tact” and 
“how to close a sale.” 


In most progressive manufacturing in- 
dustries today, the sales executive who 
tried to get by with that kind of flimsy 
stuff would be hooted out of his job by 
the sales organization. In case after case 
you will find the manufacturing indus- 
tries, working out specific material de- 
signed to help each man become a self- 
contained Service Selling unit, and back- 
ing the activity up with informative, 
educational advertising and sales pro- 
motion material that describes facilities, 
services, and above all, the abilities of 
the salesmen to serve! 

They use the printed word in various 
forms to help step up the frequency of 
sales contacts — especially among the 
smaller prospects and customers or those 
located “off the beat” where frequent 
personal sales calls would be uneconomic. 
(Just to refresh your memories on this 
matter of the arithmetic of sales con- 
tact, turn back to your November 25 copy 
of TRAFFIC WorLD — or to your printed 
collection of the first six articles and 
reread the instalment entitled “The 
Problem of Effective Selling Time”. 


As we read back what we’ve written 
in this instalment so far, we feel im- 
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pelled to straighten out one possible 
point of misunderstanding. There might 
appear to be a strong flavor of urging 
top management to build their sales 
crews into strong individual selling units 
capable of rendering complete service 
without any assistance from headquar- 
ters. That is not our intention at all. 

Most industrial manufacturing con- 
cerns that have found it profitable to 
train their salesmen to be good Service 
Salesmen and who have found it ex- 
pedient to give them authority commen- 
surate with their responsibility, do at the 
same time maintain outstanding services 
at headquarters or district offices upon 
which these salesmen can draw. 


All we are trying to do in this article 
is raise a serious doubt that the path to 
the greatest possible sales effectiveness 
and efficiency lies in the direction of 
training salesmen just to make lots of 
calls and to rely mainly upon headquar- 
ters for service. 

And, as we have suggested so often in 
these articles, this is not a matter to be 
decided in one fell swoop in terms of 
application to an entire sales organiza- 
tion throughout the country. It’s some- 
thing that can be worked out in separate 
districts or in relation to separate classi- 
fications of freight or on some gradual 
experimental basis that might permit the 
eventual development of a more effective 
selling pattern. 


One other point we should make clear. 
Our writings may sound as though we 
thought that all solicitors are straining 
at the leash to get more actively into 
Service Selling—that all solicitors feel 
resentful toward management for not 
giving them the proper help in this 
direction. 

Nothing of the sort. 

No, while we're still pretty green in 
this freight transportation business, we 
have seen quite some evidence to the 
contrary. For example, we were talking 
the other day with the director of traffic 
and operations of a large motor freight 
concern. He said: 


“There are a lot of old fellows on the 
street representing the motor freight 
lines. It’s pretty hard to get these old 
boys to change their ways. A lot of 
them used to sell for railroads and a lot 
of them just drifted into the selling end 
=— having driven trucks most of their 
ives. 


“I don’t know that there’s much we 
can do to get them to change their ways, 
but we can try to get younger men in 
and train them from scratch. 

“Not long ago we hired a man in the 
east who probably had fewer standard 
qualifications for the job than anyone 
you could dream up. He did not ‘own’ a 
Single account. Incidentally, a lot of 
salesmen in our field are hired because 
they can bring some substantial tonnage 
with them. 

“As a matter of fact, this fellow came 
from an entirely different industry. It 
was easy for him to admit that he didn’t 
know anything about this business, so 
he was willing to start by learning, not 
only from us, but from the shippers. 


“And he was a real worker. He’d dig 
and dig to find out what the shippers 
were doing, and why, and he’d work 
weekends and nights to see if he couldn’t 
take some of the load of planning and 
scheduling off their shoulders and do 
it better than they could do it alone. 

“And boy, did he ficht to see to it that 
we fulfilled his promises. And if any- 
thing did go wrong—if a truck broke 
down, or for any reason, he wasn’t going 
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to be able to deliver when he’d said he 
would, he hopped right over to the 
shipper before the shipper even heard 
about it, told him what had happened 
and explained why. 

“I might add that this man’s expense 
account generally ran far below the 
average for our salesmen. I don’t think 
that generally people in our business 
have done enough about studying out 
the fine points of costs of selling. 

“IT don’t know how far a carrier could 
ever go in training men fo be specialists 
in any particular classification. But I 
do know this—it’s the local man who has 
to handle the business!” 


How to Get Recognition 


Now to conclude this subject of how 
a solicitor can add to his own stature, 
let us repeat that we have never yet 
seen a salesman gain stature just by 
blindly making lots of calls and repeating 
the sales arguments with which he has 
been provided. Recognition on the part 
of his own management comes from 
recognition by his customers. 

And there are many little ways to 
build that kind of recognition. Let us 
quote from a long talk we had some time 
ago with the general traffic manager of 
a very large manufacturing concern in 
the Middle West. Said he: 

“T am afraid I must state that in my 
many years of experience I have rarely 
found a freight salesman—either rail or 
truck—voluntarily helpful. 

“There have been some exceptions. 
Within the past couple of years two sepa- 
rate railroad men have made special 
studies of our problems and helped us 
save some money. They really dug into 
it, and it was a pleasure to give them the 
information they needed. I never hold 
out on any salesman if he indicates that 
he’s really interested in trying to work 
with me. 


“In one case the salesman helped us 
get a more favorable classification on 
premiums we were shipping in substan- 
tial quantities. These premiums, being 
a very different kind of merchandise than 
the things we manufacture, presented a 
new problem with which he was more 
familiar than we. 


“IT might add that, if the truth could 
only be known, you would probably find 
thousands of small shippers paying pen- 
alty rates because the carrier representa- 
tives either don’t bother to look into it 
for them, or, having looked into it, keep 
their traps shut and let the poor suckers 
go on getting rooked until some day they 
find it out for themselves. Maybe that’s 
a good way to do business, but I wouldn’t 
like to be in their shoes when a customer 
catches on! 


Helpful Salesmen 


“One way these two railroad salesmen 
were able to be helpful was by going 
out to the plant and talking to the boys 
in the shipping room. That way they 
got a lot closer to our problems and 
have a chance to spot things that they 
can help us do better on details that 
might not even come up in conversation 
In my office. 


_ ‘One thing that has always baffled me 
is why more freight salesmen don’t tell 
people about a local service for testing 
Shipping cartons. There’s a box testing 
laboratory in this city that does a mar- 
velous job of simulating the roughest 
Possible conditions of shipment handling 
in their own laboratories. They have 
giant tumbling barrels that pick up pack- 
ages and drop them from predetermined 
heights and other machinery that really 





works it out so you can come pretty close 
to figuring how many miles of average 
freight handling your packages will with- 
stand. 

“IT have yet to have any carrier sales- 
man tell me about any such service, and 
yet, I should think the more people they 
persuaded to use a testing service, the 
less trouble they’d have with claims. 


“Another thing; you’d think that when 
the salesman got back to his office after 
making a call, he’d drop you a note giv- 
ing you the rates that apply to some 
current problem you’ve talked about. 


“But no, I’ve had perhaps two dozen 
salesmen in here in the past month, but 
here, look, I have only one letter from 
a salesman with a motor freight line, 
and he has had his rate clerk work out 
the figures that apply to this sort of 
need. 


“Generally I don’t hear from a sales- 
man from one call to the next. No re- 
minders of his services; no notes; no 
ideas; no stories about what his ‘line is 
doing for other people with shipping 
problems like ours. 


“As I told you, the only two fellows 
that were really helpful to me in the 
past year or so took the pains to learn 
something about the kinds of products 
we ship, how we do it, and possible ways 
to save money. I suppose you couldn’t 
expect them to do the same for every- 
body they call on because there are so 
many different kinds of products and 
routes and regulations involved. 


“IT should certainly think that a car- 
rier of any size at all could well afford 
to have someone who specialized in the 
shipment of our kind of merchandise. 
The problems are so radically different 
from anything I can think of that it’s 
only by accident, or because of some very 
special studying, that a salesman is able 
to be helpful to us at all. 


“T can’t understand the attitude of a 
traffic manager who won’t tell a carrier 
salesman all he wants to know about 
what they’re shipping and how they’re 
doing it and why. Maybe if they all 
asked me about it I’d have to spend too 
much time repeating the story over and 
over again but, as it happens, so few 
ever ask that I’m glad to tell them all 
they want to know whenever they do. 

“Even then, they don’t seem to do 
much about it. But, like the two rail 
men I told you about before, you never 
can tell and I’m always willing to answer 
their questions.” 


For additional ideas on this subject of 
how freight solicitors can gain stature 
it might pay you to dig out your Feb- 
ruary 24, 1951, copy of Trarric Wor.p 
and re-read the tenth instalment en- 
titled “How do you get started on Serv- 
ice Selling”. 

Starts on page 29. 


N.1.T.L. Meeting Arrangements 


Paul J. Bond, general traffic manager, 
The Pure Oil Co., Chicago, has accepted 
appointment by A. G. Anderson, presi- 
dent of the National Industrial Traffic 
League, as chairman of the general com- 
mittee on arrangements for the forty- 
fourth annual meeting of the League 
scheduled to be held at the Palmer 
House, Chicago, November 15-16. The 
executive committee will meet on the two 
preceding days. 

In addition to the appointment of Mr. 
Bond, the following chairmen of various 
committees have been appointed: Lee R. 
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Cowles, hotel reservations; T. C. Hope, 
annual luncheon; C. F. Devine, publicity; 
P. G. Jefferson, reception; W. N. Saaby, 
registration; E. J. Smith, transportation. 
The chairmen of these committees to- 
gether with General Chairman Bond and 
John C. Allen, R. V. Craig, S. L. Felton 
and A. H. Schwietert, constitute the gen- 
eral committee on arrangements. The 
annual League luncheon is scheduled for 
November 15. 


Northwest Board to Meet 
July 26 at Rapid City 


F. G. Fitzpatrick, vice-president traffic, 
Chicago & North Western System, Chi- 
cago, will be the guest speaker at the 
noon luncheon of the northwest shippers 
advisory board meeting to be held in 
Rapid City, S.D., at the Alex Johnson 
Hotel, July 26. His subject will be 
“Black Hills, Yesterday, Today and To- 
morrow.” 


R. E. Clark, manager, closed car sec- 
tion, car service division, Association of 
American Railroads, Washington, D.C., 
will report on the national transporta- 
tion situation. 


L. E. Luth, general chairman of the 
board, director of traffic, Gould Na- 
tional Batteries, Inc., St. Paul, Minn., 
will preside. 


Evaluation of car needs during the 
third quarter for transportation of com- 
modities originating in this territory 
will be summarized by General Secretary 
W. E. Keller, vice-president Truax 
Traer Coal Co., Minot, N.D. The third 
quarter forecast indicates 102,000 box 
cars will be required for the movement 
of grain compared with 86,201 cars 
loaded in similar period a year ago, or 
an increase of 18.3 per cent in car re- 
quirements. An over-all increase of 12.7 
per cent is estimated on 32 principal 
commodities in this northwest territory 
compared with a national forecast of 
2.7 per cent increase for the third 
quarter. 

The railroad contact committee will 
hold its meeting in the Assembly Room, 
Milwaukee Passenger Station, at 9:30 
a.m., July 25, and the executive com- 
mittee will hold a breakfast meeting at 
8:00 a.m., July 27 in the Alex Johnson 
Hotel, Rapid City. 





Rail Progress Talk Urged 


M. Ritchey Cring, assistant to the 
president-public relations, of the Mis- 
souri-Kansas-Texas Lines, St. Louis, told 
the Whitewright (Tex.) Rotary Club 
July 13 that “the nation’s railroads don’t 
do enough talking about the progress 
that they are making.” 

“Tt is unfortunate that technical prog- 
ress in the railroad industry is never 
spectacular or glamorous,’ Mr. Cring 
said, “as the railroads cannot, like other 
industries, close down, even for a few 
hours, for retooling and come out with a 
‘new model’ every year or so.” 





A.W.O. Directors to Meet 


Directors of the American Waterways 
Operator, Inc., the national association 
of the barge and towing vessel industry, 
will meet September 11 in the Statler 
Hotel, St. Louis, Mo., the A.W.O., has 
announced. 


















Low Rail Piece Goods Rate 
To Meet Competition of 
Trucks Held Unreasonable 


A reduced railroad rate on un- 
finished cotton piece goods from 
Griffin and Thomaston, Ga., to Phila- 
delphia, Pa., alleged to be necessary 
to meet private truck competition, 
has been found not shown just and 
reasonable, by the Commission, divi- 
sion 3. 


It issued a report and order in I. and 
S. No. 5899, Cotton Piece Goods, Georgia 
to Philadelphia, Pa. The order re- 
quired the railroads to cancel the pro- 
posed schedules by August 15, on one 
day’s notice, and discontinued the pro- 
ceeding. Commissioner Johnson noted 
dissent. 

The Commission said the present car- 
load rates were substantially lower than 
the maximum reasonable any-quantity 
basis prescribed on the considered traffic 
in Cotton, Woolen, and Knitting Factory 
Products, 211 I.C.C. 692. In that case, 
it said, the Commission prescribed 45 
per cent of first class as a reasonable 
any-quantity basis for unfinished cotton 
piece goods from the south to Official 
Territory. - 

“There is no evidence that unfinished 
cotton piece goods do not move freely 
under the present rates,” it continued. 
“The proposal would deplete the car- 
riers’ revenue without adequate justifica- 
tion, and would cast an undue burden 
upon other traffic.” 


It said the schedules were filed to be- 
come effective March 3, by parties to 
C. A. Spaninger’s tariff I.C.C. No. 856. 
On protest of the Southern Motor Car- 
riers Rate Conference, it said, operation 
of the proposed schedules was suspended 
until October 3. 


Carload rates on unfinished cotton 
piece goods from Griffin and Thomaston 
to Philadelphia were $1.13 a 100 pounds, 
minimum 30,000 pounds, and 97 cents 
for any weight in excess of the carload 
minimum, said the Commission, adding 
that the rates approximated 32.5 and 28 
per cent, respectively, of the first class 
rates. It said the proposed rate was 86 
cents, minimum 60,000 pounds, and ap- 
proximated 25 per cent of first class. 

It said that in July, 1950, a represent- 
ative of a company owning a finishing 
plant in Philadelphia, which purchased 
unfinished piece goods at mills in Grif- 
fin and Thomaston, requested the rail- 
roads to establish the proposed rate. It 
said it was stated that unless this was 
done the company would be compelled 
to consider transporting the traffic in 
its own trucks. 

The motor carriers, said the Commis- 
sion, contended that the proposed rate 
was not necessary to meet private truck 
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competition, and asserted that the real 
reason for the proposed rate was to es- 
tablish a precedent for the publication 
of similar rates from other mill points 
in the south. 

The Commission said the evidence per- 
taining to potential competition in the 
form of transportation in privately 
owned trucks of the shipper was “very 
meagre.” 

“Where private competition is relied 
upon to justify reduced rates,” said the 
Commission, “the evidence should show 
that such competition is impending, and 
the potential competition must consist 
of something more tangible than a mere 
intention expressed by a shipper to en- 
gage in the transportation of his own 
products.” 

It cited Meats from -Oklahoma City, 
Okla., to Ark., Mo., and Tenn., 238 I.C.C. 
625. 





McLean 25-for-1 Stock 
Distribution Approved 


By a report and order in Finance No. 
16859, McLean Trucking Co. Stock, the 
Commission, division 4, with Commis- 
sioner Johnson noting a dissent, has 
granted the following: 

Authority to issue not exceeding 30,- 
290 5/13 shares of common stock of the 
par value of $25 each to be distributed 
to the stockholders as a stock dividend 
on the basis of 25 additional shares for 
each share of common stock, with condi- 
tions. 

Authority to issue (1) not exceeding 
2,177% shares of common stock of the 
par value of $25 each in exchange for 
not exceeding 878 shares of preferred 
stock of the par value of $100 each; and 
(2) 93544 shares of common stock to com- 
plete subscriptions paid in full in the 
total amount of $37,508, with conditions. 

The Commission denied that part of 
the application in an embraced case, 
Finance No. 17053, McLean Trucking Co. 
Stock, which asked authority to issue not 
exceeding 1,887 shares of common stock 
to be sold for cash. The Commission 
said no need had been shown for that 
proposal. 


Southern Pipe Line Value 


The Commission has issued tentative 
valuation of the property of the South- 
ern Pipe Line Co., Pittsburgh, Pa., as 
of December 31, 1947, in valuation docket 
No. 1336. 

Final value of the property owned and 
used for common carrier purposes was 
found to be $1,750,000. 

Copies of the tentative valuation were 
sent to the company, to Pennsylvania 
authorities, and to the Attorney General 
of the United States, who were required 
to file any protest to the valuation within 
30 days from July 23. 
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Demurrage on Tobacco at 


North Charleston, S.C., 
Held Not Unreasonable 


The Commission, division 3, has 
found not shown unjust or un- 
reasonable, applicable demurrage 
charges collected in compliance with 
outstanding Commission service or- 
ders for detention at North Charles- 
ton, S.C., of numerous cars under load 
with leaf tobacco in August, Septem- 
ber, and October, 1947. 


A report and order were issued in No. 
30632, Charleston Tidewater Terminals, 
Inc. v. Atlantic Coast Line Railroad Co., 
et al. The complaint was dismissed. 

The Commission said it did not appear 
that due diligence was exercised in avoid- 
ing or mitigating the detention. Com- 
missioner Cross dissented. 

The Commission said that under ar- 
rangements between the Charleston 
Tidewater Terminals and the Flue-Cured 
Tobacco Cooperative Stabilization Cor- 
poration, of Raleign, N.C., tobacco ship- 
ments began to arrive at the North 
Charleston terminals early in August, 
1947. It said the complainant was des- 
ignated by the Cooperative to receive 
all “type 13” tobacco. It said one of the 
largest crops in the history of tobacco 
production was grown in 1947, and the 
Cooperative received 204 million pounds 
of all types of tobacco, more than twice 
as much as it received from any one of 
the 1946, 1948, or 1949 crops. 

Cars arriving in early August, said the 
Commission, were handled without delay, 
but by August 17, the arrivals by cars 
and trucks exceeded the unloading facil- 
ities, and demurrage began to accrue on 
August 20. It said that when the con- 
gestion became acute the South Carolina 
State Ports Authority restricted unload- 
ing to cars it could reach, thus causing 
innumerable cases of run-arounds. It 
said that during most of the congestion 
period average-agreement demurrage 
contracts were not in effect at North 
Charleston. 


Demurrage Collected 


The defendant railroads, said the 
Commission, were parties to a demur- 
rage tariff of Agent B. T. Jones, I.C.C. 
No. 3963, in effect during the period con- 
cerned, and collected charges aggregat- 
ing $23,886.15 pursuant to service orders 
No. 369, Demurrage Charges on Closed 
Box Cars, and No. 775, Demurrage on 
Railroad Freight Cars. It said the com- 
plainant sought reparation, without in- 
terest, to the basis of the normal demur- 
rage rates of $2.20 for each of the first 
two days after free time and $5.50 for 
each day thereafter. 

“Service orders”, said the Commission, 
“were promulgated as an emergency 
measure in the war and postwar periods 
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in order to prevent a shortage of cars 
and congestion of traffic. Prompt re- 
lease of railroad equipment was the 
motivating reason for the penalty charges 
provided in the service orders, which 
charges were deemed necessary because 
of the gravity of the existing car short- 
age. Except in extraordinary circum- 
stances, no car should be exempted from 
the provisions of the orders, unless it is 
shown that the detention was entirely 
peyond the control of the shipper or 
consignee so that the detention could not 
have been avoided or mitigated. 


“.. it was contemplated that all of 
the type-13 tobacco would be stored at 
North Charleston. Shortly after the 
congestion first became acute at that 
point the rail lines placed an embargo, 
put there is no evidence that the Co- 
operative then made any attempt to 
forestall further shipments thereto, or 
to reconsign any of the cars at North 
Charleston to other storage warehouses. 
It was only after 22 million pounds had 
been shipped to North Charleston that 
the Cooperative consigned the remaining 
16 million pounds to Norfolk. It does 
not appear, therefore, that the Coopera- 
tive exercised due diligence in avoiding 
or mitigating this detension.” 


Dissenting Opinion 
Commissioner Cross, dissenting, said: 


“The charges which the service orders 
required the carriers to publish were for 
the express purpose of expediting the 
release of cars during periods of car 
shortages and were in the nature of 
penalty charges. However, when the de- 
murrage charges result in a penalty 
against a shipper who is powerless to 
release the cars, due to circumstances 
beyond its control, such charges do not 
accomplish their purpose. 

“In my judgment the record in this 
proceeding shows that the detention of 
the cars was caused by circumstances 
beyond the complainant’s power to fore- 
see or control, and that the complainant 
exercised due diligence in taking all steps 
reasonable and necessary in alleviating 
the congestion. 

“In the circumstances it is my view 
that the accrued demurrage charges were 
unreasonable to the extent that they 
exceeded those which would have ac- 
crued on the basis of the normal de- 
murrage rates.” 


1.C.C. Approves Capital 
Transit Stock Split 


The Commission, division 4, by a re- 
port and order in Finance No. 17142, 
Capital Transit Co. Stock, has authorized 
the applicant, furnishing street car and 
motor bus service in the District of 
Columbia, and between the District and 
points nearby in Maryland, to issue 
960,000 shares of common stock, $25 par 
value, in exchange for 240,000 shares of 
outstanding $100 par value common, on 
the basis of four shares of new stock for 
each share of the existing stock. 


Commissioner Mahaffie dissented, say- 
ing he could not agree with a finding of 
the majority that the stock split was 
in the public interest. Such a split was 
in the public interest only when it pro- 
vided or tended to provide better public 
Service, afforded a medium for reducing 
the market price of stock which was 
higher than ordinary inventories could 
afford, or aided a growing business in 
achieving a wider distribution of, and 





a greater interest in, the product, said 
Commissioner Mahaffie. 

He said the record indicated a con- 
stant annual decline of more than 6 per 
cent in passengers carried for the past 
few years in the face of an increased 
population, a continuing decrease in 
territory served, and a large investment 
in idle equipment from which no return 
was received. The company’s stock, he 
said, had not exceeded a market price 
of $38 a share in recent years, and with- 
in the past three years had been as low 
as $20 a share, which prices, he asserted, 
were within the reach of the ordinary in- 
vestor without the necessity of a further 
reduction which would result from the 
proposed split. 

Examiners H. C. Howard and W. L. 
Fulton had recommended that the Com- 
mission deny the application for the 
stock split (T.W., Feb. 3, p. 51). 





South Florida Ports Rate 
Adjustment Again Found 


Reasonable, Unprejudicial 


The Commission has affirmed a 
1948 decision that a carload and less- 
carload export and import rate ad- 
justment made effective November 
4, 1946, on classes and commodities 
between south Florida ports and de- 
fined interior territory, is not shown 
to be unreasonable or unduly preju- 
dicial. 

In its 1948 report, the Commission said 
there had not been sufficient time to 
judge the effect of the adjustment on 
the south Florida ports that complained 
of prejudice to them. 

Affirmation of its previous finding is 
on further hearing and presentation of 
evidence as to tonnage volume moving 
subsequent to the establishment of the 
reduced differentials, is by a report and 
order dismissing the complaints in No. 
29520, Tampa Traffic Association, et al. 
v. Aberdeen & Rockfish Railroad Co., et 
al., embracing No. 29547, Broward County 
Port Authority, et al. v. Same. Prior 
report, 272 I.C.C. 217. 


The Commission said that, where the 
same export or import rates applied from 
or to common points in Central Terri- 
tory through both the south Atlantic and 
Gulf ports complainants sought equality 
with those rates, and where the export 
or import rates through those ports were 
not the same, they asked parity with 
the higher rates. Where no export or 
import rates existed through either group 
of ports, from or to a common point of 
origin or destination, or where the do- 
mestic rates applied on export or import 
traffic to or from the alleged preferred 
ports, the Commission added, complain- 
ants did not seek any change in their 
rates. 


The Commission observed that com- 
plainants had not presented any testi- 
mony for shippers located at interior 
points. Interior shippers and receivers 
of freight had the benefit of the same or 
lower rates than those which complain- 
ants were seeking, it said, adding that 
they were thus more interested in the 
water transportation beyond the ports. 
It said that the south Florida ports did 
not have the diversity of sailing sched- 
ules available to the principal ports al- 
leged to be preferred. 
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It said that, to understand the situa- 
tion presented, it was-necessary to point 
out that the exigencies of war had re- 
sulted in a flood of traffic through the 
south Florida ports in most of the past 
decade, the major part of the traffic hav- 
ing moved by small vessels to and from 
the Caribbean area. Because of their 
short cruising radius, the Commission 
said, the small vessels did not, as a 
general rule, serve ports north of Tampa. 
With the return of larger vessels from 
military service and resumption of serv- 
ice by established lines, it added, coupled 
with the fact that a considerable num- 
ber of the smaller vessels were lost at 
sea and never replaced, pre-war trade 
patterns had reestablished themselves to 
a large extent. 


Commission’s Comment, Findings 


After reviewing the testimony at the 
further hearing, which it said consisted 
mainly of data which brought up to date 
the prior rate exhibits and embodied the 
latest available tonnage figures, the Com- 
mission said: 

“The tonnage figures shown do not 
disclose what proportion of the traffic, 
export or import, moved from or to points 
within the scope of these proceedings. 
The record does indicate, from the num- 
ber of carloads of export freight un- 
loaded at the ports during the years 1945 
to 1949, inclusive, that the trend of the 
movement through the south Atlantic 
and Gulf ports in those years has been 
downward and that the reverse is true 
with respect to the movement through 
the south Florida ports. There is upon 
this record no evidence which would sup- 
port a finding that the present differen- 
tial adjustment affects adversely the 
movement of export or import traffic 
through the complaining ports. 

“We affirm the prior finding that the 
assailed rates are not shown to be un- 
reasonable or unduly prejudicial. The 
complaints will be dismissed.” 





Motor Rights Action 


Under its expedited procedure for han- 
dling motor finance cases, the Commis- 
sion, division 4, has issued reports and 
orders in two proceedings. The orders 
were made effective August 21, and ob- 
jections must be filed with the Commis- 
sion on or before August 6, 1951. The 
proceedings were: 

MC-F-4753, David B. Worster—Pur- 
chase—Fred C. Garfield, approving, with 
condition, purchase by David B. Worster, 
dba Worster Motor Lines, of North East, 
Pa., of the operating rights of Fred C. 
Garfield, also of North East. 

MC-F-4882, Thomas B. Woodworth and 
Fred J. Buckhout—Control; Graff Truck- 
ing Co., Inc——Purchase (Portion)—Rin- 
gle Truck Lines, Inc., approving, with 
condition, purchase by Graff Trucking 
Co., Inc., of Kalamazoo, Mich., of certain 
operating rights of Ringle Truck Lines, 
Inc., of Fowler, Ind., and acquisition of 
control of the rights by Woodworth and 
Buckhout. 





Sohio Pipe Line Valuation 


Tentative valuation of the property of 
Sohio Pipe Line Co., as of December 31, 
1947, has been determined by the Com- 
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mission, division 2, as follows: Owned 
and used for common carrier purposes, 
$16,700,000; owned but not used, leased 
to Pure Transportation Co., $20,850; used 
for common carrier purposes, but not 
owned, leased from others, $387,735; total 
owned, $16,720,850; total used, $17,087,735. 

A report and order were issued in Val- 
uation No. 1335, Tentative Valuation Re- 
port on the Property of Sohio Pipe Line 
Co. A notice said that any protests to 
the valuation were to be filed with the 
Commission on or before 30 days from 
July 20. The notice was addressed to 
the U.S. Attorney General, and state 
officials of Illinois, Indiana, Kentucky, 
Louisiana, Michigan, Missouri, and Ohio, 
in which states Sohio’s pipe line prop- 
erties are situated. The notice also went 
to the Central Pipe Line Co., Ashland, 
Ky.; Pure Transportation Co., Chicago, 
Tll.; and Sohio, at Cleveland, O. 





Florida East Coast Merger 
Into Coast Line Approved 


The Commission, late July 13, an- 
nounced its approval of a modified plan 
of reorganization providing for the prop- 
erties of the Florida East Coast Railway 
Co., on reorganization, to be merged or 
consolidated with the Atlantic Coast Line 
Railroad Co. 

A fifth supplemental report and. order 
were issued in Finance No. 13170, Florida 
East Coast Railway Co. Reorganization. 
The Commission’s action followed fed- 
eral court disapproval of a plan of 
reorganization approved in the Commis- 
sion’s third and fourth supplemental re- 
ports of April 8, 1947, and March 25, 1948, 
and remand of the proceeding for fur- 
ther action. 

The Commission said the effective date 
of the plan would be the January 1 or 
July 1 next preceding the consummation 
date. It modified the maximum permis- 
sible capitalization of $40,500,000, exclu- 
sive of equipment obligations, with re- 
spect to the F.E.C.’s property as fixed in 
the previously approved plan of the 
Commission, so as to provide for $46,500,- 
000 cash to be paid and securities to be 
issued by the A.C.L. in the merger,. ex- 
clusive of equipment obligations assumed. 

It affirmed a provision of the previ- 
ously approved plan that existing through 
routes via Jacksonville, Fla., to and from 
points now served by the F.E.C. in con- 
nection with Seaboard Air Line Railroad 
Co., and Southern Railway System, 
should be kept open. It provided that a 
4-year period of employe protection 
would begin on the date of transfer of 
the F.E.C.’s properties to the A.C.L. 

Commissioner Mahaffie dissented, 
joined by Chairman Splawn and Com- 
missioner Lee. 


Commission’s Discussion 
In the original report in 1942, the Com- 
mission approved a plan of reorganiza- 
tion for F.E.C. In 1945, after St. Joe 
Paper Co., Port St. Joe, Fla., had ac- 
quired the railroad’s first and refunding 
mortgage bonds, the Commission said 
that the paper company would have con- 
trol of the new company because it held 
the securities entitled to new common 
stock. 
In reports in 1947, and 1948, after At- 
lantic Coast Line became a party, the 





Commission said that, in the public in- 
terest, F. E. C. should be merged with 
Coast Line. 

In its instant report, the Commission 
said, among other things, in‘a summary 
of its findings: 

“Control of the debtor’s property by the 
St. Joe Co. would be contrary to the pub- 
lic interest, since St. Joe would be in a 
position, particularly because of its large 
banking interests, to influence shippers 
or receivers to route their shipments over 
any connecting carrier which, because of 
advantageous division arrangements, or 
for other reasons of its own, it may wish 
to favor and that such opportunity given 
to a private institution of admittedly 
widespread power presents a situation 
which might have grave consequences 
and against which it would be impossible 
adequately to protect the shipping pub- 
lic and the carriers with which the 
debtor’s line connects.” 

Another point in the Commission’s 
summary was as follows: ; 

“The apprehensions of the citizens 
and communities of the east coast of 
Florida that a merger would adversely 
affect their interests are not justified 
since (a) it would be to the interest of 
the Coast Line to serve all its territory 
impartially, (b) existing through routes 
via Jacksonville will be maintained, and 
(c) while the Coast Line would attempt 
to retain its long haul, its appeal to 
the public would be based primarily on 
the quality of its service, and the traffic 
relationships between trunk-line carriers 
would prevent any abuse of power such 
as would be possible under control of the 
debtor’s line by the St. Joe Company.” 

The Commission also said in its sum- 
mary that there should eventually result 
savings through a unification of the two 
carriers of “between $850,000 and $1,000,- 
000 per annum, through (a) eventual 
unification of the executive and supervi- 
sory forces of the two carriers; (b) con- 
solidation of interchange yards and shop 
facilities at Jacksonville; (c) unification 
of operations of the freight stations of 
the two carriers at Jacksonville; and 
(d) coordination and consolidation of 
off-line traffic offices of the two carriers.” 


Requires Adjustment of 
Alabama Express Rates to 


Defined Interstate Level 


By a report in No. 30748, Alabama 
Intrastate Express Rates and 
Charges, 1951, the Commission has 
prescribed a basis for nondiscrimina- 
tory rates and charges of the express 
agency for the intrastate transpor- 
tation of property by express in Ala- 
bama. It found the rates made or 
imposed by the state to cause unjust 
discrimination against intrastate 
commerce. 


The Commission issued no order, but 
said that one would be issued unless it 
was notified by the Alabama Public 
Service Commission within 30 days from 
date of service of the report that changes 
as contemplated by the findings in the 
report would be authorized by the state 
commission. 

In addition to general findings that 
intrastate express rates and charges, 
and classification: ratings, within Ala- 
bama, were abnormally low, insufficient 





to cover the full cost of the service, and 
were not contributing their fair share 
of the revenues required by the express 
agency, in violation of section 13(4) of 
the interstate commerce act, the Com- 
mission found: 

“Intrastate class rates and charges in- 
creased to the same extent as authorized 
by us on interstate traffic and established 
on April 18, 1950; intrastate truck-com- 
petitive rates and charges increased to 
the same extent as permitted to become 
effective or authorized on interstate traf- 
fic to and from Alabama points between 
August 8, 1949, and December 29, 1950, 
intrastate special commodity rates and 
charges increased to the same extent as 
permitted to become effective or author- 
ized on interstate traffic to and from 
Alabama points prior to December 29, 
1950; and changes in intrastate classi- 
fication ratings, rules, regulations, and 
practices corresponding to those which 
became effective or were authorized on 
interstate traffic to and from Alabama 
points between August 10, 1949, and De- 
cember 29, 1950, will substantially in- 
crease the respondent’s revenues, and 
will remove the unjust discrimination 
against interstate commerce found to 
exist.” 


Rail Safety Rule Relief 


The Commission, division 3, has per- 
mitted the Pennsylvania Railroad Co., 
and the Long Island Rail Road Co. 
trustee to operate locomotives and cars 
without sealing or locking the cut-out 
cock to the cab signal warning whistle on 
cars and locomotives. The authorization 
to the Pennsylvania also includes loco- 
motives and cars in service on the Hud- 
son & Manhattan Railroad Co., and the 
Pennsylvania-Reading Seashore Lines. 

A third report on further hearing, by 
Commissioner Patterson, was issued in 
Ex Parte No. 171, Rules, Standards and 
Instructions for Installation, Inspection, 
Maintenance and Repair of Automatic 
Block Signal Systems, Interlocking, Traf- 
fic Control Systems, Automatic Train 
Stop, Train Control, and Cab Signal Sys- 
tems, and Other Similar Appliances, 
Methods and Systems. Pennsylvania 
Railroad Co., The Long Island Rail Road 
Co. (William H. Draper, Jr., Trustee). 

The Commission said it was believed 
that safety of operation would not be ma- 
terially reduced if the petitioners were 
permitted, by modification of a Commis- 
sion order of June 29, 1950, to continue 
the practice in effect on their lines of 
not sealing or locking the cut-out cock to 
the cab signal warning whistle. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application to the Commission. 





Reciprocal Switching 


I. and S. No. 5889, Reciprocal Switch- 
ing at Petersburg, Va. By division 3. 
Order of suspension vacated and pro- 
ceeding discontinued on finding that 
reciprocal switching charge of Atlantic 
Coast Line, proposed to be increased 
from $5.30 a car to $13.39 a car, is just 
and reasonable. A. C. L. filed schedules 
proposing the increase effective January 
30 and later, and the schedules. were 
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suspended to and including August 29 
on protest of Norfolk & Western. The 
Commission said that $13.39 approxi- 
mated the cost to A. C. L. of the switch- 
ing involved. 


West-South Class Rates 


No. 26510, Western-Southern Class 
Rates. By the Commission. On further 
hearing, inclusion in the Charleston, S.C., 
group of Savannah, Ga., and contiguous 
points on class-rate traffic to and from 
western trunk-line points, found just 
and reasonable, and outstanding order 
modified. Prior reports, 226 I.C.C. 497, 
231 I.C.C. 315, 232 I.C.C. 81, 238 I.C.C. 
681, and 246 I.C.C. 119. The Commis- 
sion said that Savannah had been named 
as a point taking the prescribed Jack- 
sonville rates in the original proceeding 
in which maximum reasonable class 
rates were prescribed between points in 
Western Trunk-Line Territory and 
southern Missouri, on the one hand, and, 
on the other, points in Southern Ter- 
ritory. Geographically, the Commission 
said, Savannah was more appropriately 
a part of the Charleston area than the 
Jacksonville area. The modification, it 
said, would produce 114 reductions and 
9 increases in the present rates from 
Savannah to 152 western points, the 
rates remaining unchanged in 29 in- 
stances. 


Iron and Steel Articles 


No. 30064, Coleman Co., Inc., et al. v. 
Akron, Canton & Youngstown Railroad 
Co., et al., embracing No. 30064, Sub. 1, 
Eaton Metal Products Corporation, 
Kansas Division, et al. v. Same, and 
No. 30064, Sub. 2, D. A. Swenson and J. 
Q. Warren, dba Western Iron & Foundry 
Co. v. Same. Complaints dismissed on 
finding not shown to have been or to 
be unreasonable or unduly prejudicial 
rates on iron and steel articles from 
origins in Official and Trunk Line ter- 
ritories to Hutchinson and Wichita, Kan. 
The Commission said that the record 
was not convincing that the class 32.5 
basis approved for the southwest in the 
southwestern revision had been or was 
unreasonable for application also to 
Hutchinson and Wichita. Reparation 
had been asked. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to thd"Commission. 





*MC-2835, Sub. 22, Adirendack Transit 
Lines, Inc., Kingston, N.Y., Extension— 
Hasbrouck Heights. Certificate granted. 
Passengers and their baggage, express, 
newspapers, between Hasbrouck Heights, 
N.J., and New York, N.Y., and return, 
described route, serving no intermediate 
points, with restrictions; authority con- 
ditioned on coincidental revocation of 
portion of applicant’s present certificate 
authorizing operations south of Has- 
brouck Heights. 

*MC-37203, Sub. 6, Stella Leuise Mill- 
Stea:! and Harry Lee Millstead, dba Mill- 
Stead Transfer & Storage, Bartlesville, 
Okle., Extension—Western States. Cer- 
tifica te denied. Household goods, ir- 
Tegu'ar routes, between points in Okla., 
Kan., Tex., on one hand, and, on other, 





points in Wash., Ore., Mont., Wyo., Idaho, 
Utah, Colo., La. 

*MC-102183, Sub. 2, Earl M. Hendrick, 
Endicott, N.Y., Extension—Birchardville, 
Pa. Certificate granted. Passengers and 
their baggage, express, newspapers, de- 
scribed regular route between Endicott 
and Birchardville, and return, serving all 
intermediate points. 

*MC-107102, Sub. 3, Southwestern New 
Hampshire Transportation Co., Inc., Wil- 


ton, N.H., Extension—Compound Ma- 
terial. Certificate denied. Irregular 
routes: Ground wood and resin com- 


pound material, Wilton to points in 
Conn., Me., Mass., R.I.; rejected ship- 
ments on return. 


*MC-109637, Sub. 11, Gasoline Trans- 
port Co., Louisville, Ky., Extension— 
Nashville, Tenn. Certificate granted. 
Gasoline, bulk, in tank vehicles, Nash- 
ville, Tenn., to Fort Campbell, Ky.; ir- 
regular routes. 

*MC-111005, D’Amato & Sons, West 
Haven, Conn., Common Carrier. Ap- 
plication for certificate dismissed on 
finding proposed transportation of de- 
scribed fish and shell fish, fresh and 
frozen, other than that packed in 
hermetically sealed containers, falls 
within exemption of section 203(b) (6), 
interstate commerce act. Fish, fresh, 
frozen, including fillets, fish meats, fish 
steaks, picked crab and picked lobster 
meat in packages, boxes or cans, New 
York, N.Y., to New Haven, Conn., over: 
U. S. highway 1, serving Bridgeport, 
Conn., as an intermediate point and 
West Haven and Hamden, Conn., as off- 
route points. 

*MC-111553, Earl F. Martin and Jack 
R. Martin, dba Martin Brothers Trans- 
port, Shamrock, Tex., Common Carrier. 
Certificate granted, Commissioner Rogers 
noting dissent. New automobiles, initial 
movements, Detroit, Mich., to Amarillo, 
Tex., over described route and return, 
serving intermediate point of Shamrock, 
Tex., restricted to traffic originating in 
Detroit and destined to Amarillo or 
Shamrock; conditioned. on request for 
cancellation of permit MC-74261. 

MC-28573, Sub. 5B, Great Northern 
Railway Co., Extension—Lewiston and 
Polson, Mont. Certificate granted, on re- 
consideration; findings in prior report on 
reconsideration, decided September 8, 
1950, modified; Commissioners Lee, 
Rogers, and Patterson noting dissent. 
Described regular routes, general com- 
modities, with exceptions, (a) between 
Browning and Somers, Mont., serving all 
intermediate points; (b) between Kali- 
spell and junction Mont. highway 37 and 
U.S. highway 2, serving all intermediate 
points; and (c) between Lewiston and 
Billings, Mont., over U.S. highway 87, 
serving no intermediate points, subject 
to conditions, including: (1) the service 
be limited to service auxiliary to, or sup- 
plemental of, Great Northern Railway 
train service, except that this condition 
will not apply with respect to Martin City 
and Hungry Horse, Mont.; (2) applicant 
not to serve any point not a station on 
the Great Northern, except that the con- 
dition will not apply with respect to Mar- 
tin City and Hungry Horse; and (3) no 
shipments to be transported by appli- 
cant by motor vehicle between any of the 
following points, or through, or to, or 
from, more than one of such points: 
Great Falls and Havre, Mont. 

* MC-30899, Sub. 8, John Richards, 
dba Richards Motor Freight Lines 
Scranton, Pa., Extension—Malt Bev- 
erages. Certificate denied. Malt bev- 
erages and empty containers, between 
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Newark, N. J., on the one hand, and, on 
the other, points in 13 states within 450 
miles of Newark, over irregular routes. 

* MC-105759, Sub. 6, Coastal Stages, 
Inc., Florala, Ala., Extension — Ariton, 
Ala. Certificate denied. Passengers and 
their baggage, express, newspapers, and 
mail, over regular routes, (1) between 
Samson and Ariton, Ala., and (2) be- 
tween Enterprise and Whitman’s Gin, 
Ala., serving certain intermediate points. 


* MC-108586, Sub. 22, Stefke Freight 
Co., Wausau, Wis., Extension—Wisconsin 
Points. Certificate granted. General 
commodities, with exceptions, over speci- 
fied routes, (1) between Laona and Gil- 
lett, Wis., (2) between Mountain, Wis., 
and junction U.S. highway 45 and Wis. 
highway 64; and (3) serving Brownsville, 
Wis., as off-route point on operations 
between Milwaukee and Fond du Lac, 
Wis. 

* MC-112112, Arnold Landry and An- 
drew Bryce, dba Landry & Bryce, 
Spokane, Wash., Common Carrier. Cer- 
tificate granted. Motion-picture films, 
advertising matter, carbon projector- 
lights, and parts for theater equipment, 
between Butte, Mont., and Coeur 
d’Alene, Idaho, over a described regular 


route, serving certain intermediate 
points. 
* MC-12514, Chasco, Inc., Baltimore, 


Md., Broker Application. License denied. 
General commodities, between all points 
in the United States. 


* MC-52917, Sub. 7, Chesapeake Motor 
Lines, Inc., Baltimore, Md., Extension— 
Stroudsburg, Pa. Certificate granted. 
Over irregular routes, meats, meat prod- 
ucts and dairy products (a) from Balti- 
more, Md., to specified Pa. points, and 
(b) from Chambersburg, Harrisburg, 
Reading, and Scranton, Pa., to Baltimore. 

* MC-78062, Sub. 8, Beatty Motor Ex- 
press, Inc., Washington, Pa., Permit 
granted. On reconsideration, findings in 
prior report, decided December 5, 1950, 
modified. Soap, soap powders, cleaning 
and washing compounds, vegetable oil 
shortening, cooking oil, toilet prepara- 
tions, glycerine, and advertising material 
and premiums accompanying those prod- 
ucts, from Cincinnati, St. Bernard, and 
Sharonville, O., to points in a specified 
Pa. area, over irregular routes. 

* MC-111375, Otto Pirkle, dba Pirkle 
Refrigerated Freight Lines, Chicago, IIl., 
Common Carrier. Certificate denied. 
Over irregular routes, meat, meat prod- 
ucts, fish, frozen orange juice, or fresh 
fruits and vegetables, between points in 
Till. and Calif. 

* MC-111626, William Carty and George 
Bersuch, Bronx, N. Y., Common Car- 
rier: Certificate denied. Passengers and 
their baggage in non-scheduled door-to- 
door service between New York, N. Y., 
and points within 25 miles thereof, on 
the one hand, and, on the other, Pitts- 
field, Mass., and points within 25 miles 
thereof, over irregular routes. 

* MC-111773, Blue and White Service, 
Inc., Indianapolis, Ind., Common Cer- 
tificate granted. By truckaway, over ir- 
regular routes, (1) wrecked and disabled 
motor vehicles, other than automobiles, 
between points in 15 states and DQC., 
and (2) used tractors being transported 
to site of wrecked or disabled tractors, 
from Indianapolis and points in Ind. 
within 75 miles thereof, to points in 15 
states and D.C. 
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UNCONTESTED FINANCE CASES 


Report and order in Finance No. 17371, 
Southern Pacific Railroad Co., Lease, 
proved. The Southern Pacific Co. asked 
authority to renew a lease and operate lines 
of railroad owned by Southern Pacific Rail- 
road Co., operated under lease entered into 
in 1902 and expiring June 30. The lease was 
for the period July 1, 1951, until and in- 
cluding December 31, 2000. 


* * * 


Report and order in F. D. No. 17404, Road- 
way Express, Inc. Note, granting authority 
to issue at par a_ secured installment 
promissory note in the principal sum not 
to exceed $1,335,000, to evidence a loan in 
a like amount, the proceeds to be applied 
on the purchase price of new motor vehicles 
and to reimburse the applicant’s treasury 
in part for expenditures made for capital 
purposes. Approved. 


MOTOR FINANCE CASES 


MC-F-4357, J. D. Brothers and W. F. Grin- 
nels—Control; The New Dixie Lines, Inc.— 
Purchase (Portion)—Jocie Motor Lines, Inc. 
Purchase by The New Dixie Lines, Inc., of 
Richmond, Va., of certain operating rights 
of Jocie Motor Lines, Inc. of Charlotte, N.C., 
and acquisition by J. D. Brothers and W. F. 
Grinnels, both of Richmond, of control of 


the operating rights, approved, with con- 


ditions. eae es 

MC-F-4647, A. B. Crichton, Sr., et al.— 
Control; Super Service Motor Freight Co., 
Inc.— Purchase (Portion) — Hayes Freight 
Lines, Inc. Purchase by Super Service Motor 
Freight Co., Inc., of Nashville, Tenn., of 
certain operating rights of Hayes Freight 
Lines, Inc., of Mattoon, Ill., and acquisi- 
tion of control of the rights by A. B. 
Crichton, Sr., R. B., C. N., R. M., and A. B. 
Crichton, Jr., and M. E. Crichton Mardis, 
approved, with conditions. 


MC-F-4732, James E. Crass, III, and A. H. 
Stappacher—Control; Seaboard Tank Lines, 
Inc.—Purchase—George D. Miller. Pur- 
chase by Seaboard Tank Lines, Inc., of 
Scranton, Pa., of the operating rights and 
property of George D. Miller, of Dunmore, 
Pa., and acquisition of control of the rights 
and property by James E. Crass, III, and 
A. H. Steppacher, approved, with conditions. 
Certificate to be issued to Seaboard on com- 
Ppliance with certain conditions. 


MC-F-4763, Peerless, Inc., et al.—Control; 
Consolidated Freightways, Inc.—Purchase— 
Kenneth D. Mackay. Application of Con- 
solidated Freightways, Inc., Portland, Ore., 
for authority to purchase the operating 
rights of Kenneth D. Mackay, dba Mack 
Transfer, Milton, Ore., and of Peerless, Inc., 
Portland, and E. W. A. Peake and Wanda 
Peake, both of Palm Springs, Calif., for au- 
thority to acquire control of the rights 
through the purchase, denied. 


MC-F-4924, Owen M. Collett — Control; 
Orange Transportation Co., Inc.—Purchase 
—Merle Routh. Application for authority 
under section 210a(b) of Orange Transpor- 
tation Co., Inc., of Salt Lake City, Utah, 
for temporary operation of the motor car- 
rier rights of Merle Routh, doing business 
as L and R Express, of Twin Falls, Idaho, 
granted, with conditions. 


ORDERS 


Railroad Ordered to Pay 


Reparation to Breweries 


The Baltimore & Ohio Railroad Co. 
has been authorized by the Commission 
to pay the Hudephol Brewing Co., 
$1,019.70, on or before August 16, as rep- 
aration on account of “inapplicable 
demurrage charges” collected on various 
carloads of grain, malt, and other com- 
modities held at Cincinnati, O., during a 
teamsters union strike in November and 
December, 1947. In the same case the 
B. & O. was ordered to pay the Red 
Top Brewing Co. $450 for similar in- 
applicable charges. Orders to that ef- 
fect were issued in No. 30468, Burger 
Brewing Co. et al. v. Baltimore & Ohio 
Railroad Co. 

The Commission also authorized the 
Alabama Great Southern, the Cincinnati, 
New Orleans & Texas Pacific, and the 
New York Central railroads to pay $1,- 
186.21 to Baker Buildings (Jay D. Baker), 
on or before August 16, as reparation on 
account of “unreasonable rates” charged 
for transportation of carload shipments 
of prefabricated houses and garages in 
sections, unassembled. The payment was 
required by an order in No. 29966, Baker 
Buildings (Jay D. Baker) et al. v. Ala- 
bama Great Southern Railroad Co. et al. 
A number of smaller payments by other 
groups of railroads were also required. 
The proceeding involved 46 carload ship- 
ments of the named commodities from 
Ft. Payne, Ala., to Grand Rapids, Mich., 
and three carload shipments from Ft. 
— to Traverse City, Mich., the order 
said. 

Other smaller amounts of reparation 
payments were ordered in the following 
proceedings: No. 30176, The Weiman Co. 
v. Chicago, Indianapolis & Louisville 
Railway Co., et al., on account of “in- 
applicable rates” charged for transpor- 


tation of wooden automobile parts, in 
carloads, from New Albany, Ind., to 
Rockford, Ill.; and No. 30040, Luther T. 
Dulaney Co. et al. v. B. & O. et al., and 
No. 30040, Sub. 1, Oklahoma Furniture 
Manufacturing Co. v. Atlantic Coast 
Line et al., on account of “inapplicable 
rates” charged on furniture, in carloads, 
shipped from points in Virginia, North 
Carolina, and Tennessee to Oklahoma 
City, Okla. 





Rail Rerouting Orders 


Homer C. King, the Commission’s agent 
under revised service order No. 562— 
Rerouting of Traffic—Appointment of 
Agent, has issued King’s I.C.C. orders 
Nos. 51 and 52. 

Order No. 51, made effective from 
12:01 p.m., July 10, until 11:59 p.m., July 
31, authorized the Reading Co. to re- 
route or divert carloads of anthracite 
and bituminous coal or slag, now on 
hand at Port Reading, N.J., or enroute 
to Port Reading, to the coal dumping 
piers of the Central Railroad Co. of 
New Jersey at Jersey City, N.J., or to 
any other coal dumping pier in New 
York Harbor or for all-rail delivery in 
New York Harbor where practicable. The 
order said that because of destruction 
of the Reading coal dumping pier at 
Port Reading, the Reading Co. was un- 
able to dump carload coal or slag now 
on hand at Port Reading or enroute to 
Port Reading. 

Order No. 52 authorized railroads serv- 
ing Kansas, Missouri, Illinois, and Ken- 
tucky, unable to transport traffic in 


accordance with shippers’ routing, be- 
cause of floods and high water, to divert 
such traffic over any available route to 
expedite the movement, regardless of 
the routing showing on the waybill. The 
order was made effective from 9 a.m., 
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July 11, until 11:59 p.m., July 25. It said 
that railroads serving the four states 
were unable to transport traffic routed 
over their lines, because of floods and 
high water. 





Hoffmeier Rights Revoked 


By an order in MC-C-1193, Thomas 
C. Hoffmeier—Revocation of Certificate, 
the Commission, division 4, has revoked 
a certificate issued to Thomas C. Hoff- 
meier, Alexandria, Ky., September 14, 
1949, in MC-110341. Revocation was as 
of July 10. 


The Commission said it acted after a 
show-cause order issued April 2, as to 
why the respondent should not comply 
with the insurance requirements of sec- 
tion 215 of the interstate commerce act, 
had failed to obtain a response. 





Motor Meat Tariff Rejected 


A tariff publication of the Rocky 
Mountain Motor Tariff Bureau, Inc., pro- 
posing new and reduced motor common 
carrier truck rates on fresh meats and 
packing house products, has been re- 
jected by the Commission’s tariff sec- 
tion because of defective publication and 
returned to the bureau. 


The rates were protested by Western 
Trunk Line railroads (T.W., July 14, p. 
36). They were for application on the 
aforementioned commodities, straight or 
mixed shipments, from Denver, Colo., and 
points taking the same rates, and Pueblo, 
Colo., to Indianapolis, Ind., and Buffalo 
and Syracuse, N.Y. They were published 
to have become effective July 13, in item 
No. 166800, second revised page 371 to 
the Rocky Mountain bureau’s tariff No. 
3-B, MF-I.C.C. No. 59. 





Temporary Water Rights 


The Commission, division 4, has issued 
orders granting temporary water carrier 
rights as follows: 


In W-896, Sub. 10, Newtex Steamship 
Corporation, Temporary Authority—Sul- 
phur (2), the applicant was authorized 
to operate as a common carrier by self- 
propelled vessel in the transportation of 
one shipment of about 2,400 tons of sul- 
phur, in bulk, from Galveston, Tex., to 
Fernandina, Fla., on or before August 10. 

In W-262, Sub. 1, Gulf Coast Towing 
Co., Inc., Temporary Authority Applica- 
tion, the carrier was granted an exten- 
sion of authority, which was originally 
made to expire July 16, to permit it, until 
October 12, to operate as a common car- 
rier by non-self-propelled vessels with 


. the use of separate towing vessels, in 


the transportation of barytes, in bags, 
from New Orleans, La., to Tiger Pass, La. 





Coppedge Rights Continued 


The Commission, division 4, by an 
order in W-1023, J. H. Coppedge & Co., 
Temporary Authority Application, has 
authorized a successor corporation, J. H. 
Coppedge, Inc., to continue the tempo- 
rary operations authorized January 31 
in W-1023, consisting of furnishing non- 
self-propelled barges to Foley Lumber & 
Export Corporation for use by that cor- 
poration in transporting its own prop- 
erty between Sapelo Island, Ga., and 
Hilton Head Island, S. C., on the one 
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hand, and, on the other, Jacksonville, 
Fla. 

The service was authorized until an 
application for permanent authority as 
a contract carrier in W-1023, Sub. 1, has 
been determined. 





Coiled Rods Rate Effective 


The Commission has declined to sus- 
pend a proposed railroad rate of $9.25 a 
gross ton on coiled iron or steel rods, 
carloads, from Porthmouth and New 
Boston, O., to Kansas City, Mo.-Kan. 
(T.W., July 14, p. 35). The rate became 
effective July 15. It was published in 
supplement No. 34 to Central Territory 
Railroads’ tariff No. 147-D, Agent L. C. 
Schuldt’s I.C.C. No. 4238. The rate was 
protested by the Waterways Freight 
Bureau, an association of common car- 
rier barge lines. 





Carrier Record Destruction 


The Commission, by Commissio1er 
Mahaffie, has issued the following sub- 
orders permitting the destruction of cer- 
tain carrier records: 


Sub-order No. 18, authorizes Central 
Railroad Co. of New Jersey to destroy 
contracts, leases and agreements which 
have been completed, terminated, can- 
celled or superseded for a minimum pe- 
riod of 10 years. 


Sub-order No. 17, permits Inter-City 
Trucking Service, Inc., to destroy certain 
paid drafts, paid checks, and receipts for 
cash paid out, with exceptions, and paid 
and cancelled vouchers, audit office copies 
of vouchers and supporting papers ex- 
cept those relating to acquisition or con- 
struction of property, if those records 
have been retained for a minimum period 
of six years in their original form. 





Sandifur Rights Probe Dropped 


On compliance of the respondent in 
MC-C-1173, Sandifur Transportation Co. 
— Revocation of Certificate, with an 
order of January 15, requiring it within 
60 days to institute adequate service in 
MC-110337, the Commission has issued 
an order discontinuing the proceeding in 
MC-C-1173. 

Sandifur 
Wash. 


is domiciled in Spokane, 





Sparrow Transit Loses Rights 


By an order in MC-C-1182, Sparrow 
Transit Lines, Inc.—Revocation of Cer- 
tificate, the Commission, division 5, has 
revoked the certificate issued the re- 
spondent, of Burlington, Ia., September 
1, 1948, in MC-102020. 

The Commission said that the re- 
spondent had failed to give notice of 
institution of adequate service and to 
comply with the insurance provisions of 
the interstate commerce act, as required 
by a show cause order of April 2. 


COMMISSION ORDERS 





No. 30281, Albers Milling Co. v. C. M. St. 
P. & P. et al. Complainant’s petition for 
reconsideration, denied. 

os * 

No. 30286, International Minerals & Metals 
Corp. v. S. P. et al. Complainant’s petition 
for reconsideration and argument, denied. 


No. 30368, Dow Chemical Co. v. A. & S. 
et al. Complainant’s petition for recon- 
sideration, denied. “ 

* * 

No. 30523, Wm. Cameron & Co. v. A. T. & 
S. F. et al. Southern railroads defendants’ 
petition for reconsideration, denied. 

a * * 


MC-1649, Sub. 48, Railway Express Motor 
Transport, Inc. Extension—Fort Wayne and 
Plymouth; I. & S. M-3638, Iron and Steel 
Articles—Central Territory. Date on which 
recommended orders shall become orders 
of Commission and become effective, post- 
poned to July 18. 


* * * 


MC-9685, Sub. 48, Emery Transportation 
Co. Depositions of Ralph M. Bentley, traffic 
manager, Nation Tea Co., Chicago, Ill., and 
E. M. Brinkman, production manager, Jewel 
Tea Co., Inc., Barrington, Ill., will be taken 
before Frank Purse, district director, Bu- 
reau of Motor Carriers, on July 13, at 852 
U. S. Custom House Bldg., Chicago, Ill. 

* 


MC-111450, Sub. 4, Grant Trucking Co. 
Extension—Larger Ohio Territory. Date on 
which recommended order shall become 
order of Commission and become effective, 
postponed to July 16. 


MC-F-4928, Sidney Alterman—Purchase— 
Annie M. Godfrey. Deposition of Mrs. 
Annie M. Godfrey, Salisbury, Md., will be 
taken before Gilbert L. Smith, notary public, 
on July 20, at offices of Messrs. Clark and 
Hearne, Colonial Bldg., Salisbury, Md. 

* 


No. 29974, Acme Peat Products, Ltd. et al. 
v. A. C. & Y. et al.; No. 30260. Aloutte Peat 
Products, Ltd. v. A. T. & S. F. Ry. Co. Order 
of April 7, 1950, further modified to become 
effective Oct. 4, on not less than 30 days’ 
notice, instead of, Sept. 4. 

a oe 


No. 30025, W. C. Reid & Co., Inc. v. B. & 
M. et al. Joint petition of defendants and 
Jay Street Connecting R.R., New York Dock 
Ry., Brooklyn Eastern District Terminal, 
and Bush Terminal R.R. Co. to set aside 
Commission’s report and order of Oct. 28, 
1949, insofar as they relate to violations of 
Section 3 of the interstate commerce act, 
assigned for hearing. | . 

+ 

I. & S. 5830, Sulphur, La., and Tex. to 
Nashville and Old Hickory; F.S.A. 25256, 
Sulphur from La. and Tex. to Tenn. Orders 
of Mar. 26, further modified to become ef- 
fective Aug. 24, instead of July 25. 

* * aa 


MC-FC-50535, King Van Lines, Inc.—Pur- 
chase (Portion)—William C. Marshall and 
Clark B. Marshall. Effective date of order 
of Mar. 26, postponed to Sept. 14. 

* a. x 


MC-FC-52244, Potomac Transportation Co., 
Inc.—Transfer—William H. Webb. Recom- 
mended order of Jt. Bd. 68, insofar as it 
related to MC-FC-52244 made effective as 
order of Commission as of July 2. 

* ok * 


No. 29891, Borough of Edgewater, N.J. et al. 
v. A. & A. et al. Defendants’ request for 
amendment of order, to require publication 
on or before July 26, on not less than 10 
days’ notice, so as to permit publication of 
such rates on 3 days’ notice, denied. 

ak 


MC-182, Romeo J. Lavigne Common Car- 
rier Application. Modifying order of Feb. 
5, vacated and set aside, and report and 
order of Nov. 10, 1942, modified by deleting 
and substituting certain points in para- 
graph 2 of findings. 

a *~ 

MC-30005, Sub. 13, John S. Ginocchio 
(Carrie E. Ginocchio, Executrix) Extension 
—Klamath Falls, Oreg. Reopened, on Com- 
mission’s motion, for further hearing. 

5 * 


MC-30378, Sub. 33, Associated Transports, 
Inc. Extension—Clay County, Mo. Ex- 
aminer’s recommended order of Feb. 14, 
made effective as order of Commission as of 
July 9 

* * * 

MC-30605, Sub. 73, Santa Fe Trail Trans- 
portation Co. Extension—Galveston. Date 
on which recommended order shall become 
order of Commission and become effective, 
postponed to July 20. 

ok a a 

MC-97788, Sub. 1, Beck Motor Lines, Inc. 
Common Carrier. Application. Application 
amended by adding thereto requests for au- 
thority to operate between certain points, 
roman proceeding reopened for further hear- 
ng. 

aa * ~~ 


MC-111298, James H. Devine and Wilbur 
L. Dean Common Carrier Application. Ap- 
plicants’ petitions for reconsideration and 
argument, denied. ie Ey 


MC-112427, Rabun Transportation Corp. 
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Common Carrier Application. Date on which 
recommended order shall become order of 
Commission and become effective, postponed 
to July 18. ff 

* + 


MC-112475, Aaron W. Johnson Common 
Carrier Application. Reopened for further 
hearing. 

7 ~ ial 

MC-F-4264, E. W. A. Peake, et al.—Control; 
Consolidated Freightways, Inc.—Purchase— 
Hills Transportation Co.; Finance 16713, 
Consolidated Freightways, Inc. Securities. 
Effective date of order of Dec. 27, 1950, 
further postponed to Sept. 14. 

* oo: * 

MC-F-4413, R. B. Gotfredson and C. B. 
Gotfredson—Control; Trans-American 
Freight Lines, Inc.—Purchase (Portion)— 
James A. Donaldson. Effective date of order 
of Mar. 27, further postponed to Sept. 14. 


MC-F-4527, L. F. Miller and F. D. Miller 
—Purchase—J. H. Newman. Effective date 
of order of Mar. 12, further postponed to 
Sept. 14. i ae a 


MC-F-4555, C. G. Fuller, et al.—Control; 
Cooper Motor Lines, Inc.—Purchase (Por- 
tion)—Parrish Dray Line, Inc. Applicants’ 
petition seeking reconsideration and vaca- 
tion of order of Mar. > denied. 


MC-F-4776, G. F. Raymond—Control; Ray- 
mond Bros. Motor Transportation, Inc.— 
Purchase (Portion)—Midwest Coast Trans- 
port, Inc. Reopened for hearing, and order 
of May 29, vacated and set aside. 


F.S.O. 16685, Zirconium and Rutile Ores 
from Fla. to New York. Petition of R. E. 
Boyle, Jr., Agent, for further modification, 
denied. oi a p 


MC-97693, Sub. 2, Commercial Cartage Co. 
Extension—Rail Service. Date on which 
recommended order shall become order of 
Commission and become effective, postponed 
to July 20. rae 


I. & S. M-3493, Tin Plate Over Burns 
Trucking Co. Proceeding, discontinued. 


MC-73937, Sub. 12, Hogan Storage and 
Transfer Co. Extension—Packing House Prod- 
ucts. Report and order of May 9, modified 
so as to delete and insert certain points in 
findings. 

= * + 

MC-103880, Sub. 80, Producers Transport, 

Inc. Application dismissed. 


MC-F-4539, R. N. B. Converse—Purchase— 
O. J. Mitchell. Interveners’ petition for 
further hearing, denied. s 


MC-F-4713, John H. Welch, et al.—Con- 
trol; H. P. Welch Co.—Purchase—Josephine 
Gallo. Applicant’s petition for reopening 
and vacation of order of Dec. 27, 1950, de- 
nied. 

* ca * 

MC-F-4775, James P. Clark—Control; High- 
way Express Lines, Inc.—Purchase—T. M. 
McLaughlin. Order of June 4, vacated and 
set aside, and proceeding reopened for hear- 
ing. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 


suspended by the Commission. Suspen- 
sion orders contain many schedules not 
reproduced here. Details of such orders 
are published in The Traffic Bulletin. 





I. and S. M-3818, Horse Meat—James- 
town, N.D. To Twin Cities & Chicago, 
from July 16 to and including February 
15, 1952, certain schedules published on 
fourth revised page 101-A of M.F.-I.C.C. 
No. 4 of Bison Freight Line (Peter C. 
Peterson, Earl K. Peterson and Clarence 
D. Peterson, d/b/a), Mandan, N.D., and 
in supplement No. 72 to M.F.-I.C.C. No. 
115 of Middlewest Motor Freight Bureau, 
agent, Kansas City, Mo. The suspended 
schedules proposed to establish motor- 
common-carrier rates on cured or pickled 
horse meat, in barrels, from Jamestown, 
N.D., to Twin Cities, Minn., minimum 
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28,000 pounds, and from Jamestown to 
Chicago, Il., minimum 30,000 pounds. 

I. and S. M-3819, Roofing and Build- 
ing Materials, N.J. to N.Y., from July 15 
to and including February 14, 1952, cer- 
tain schedules published in supplement 
No. 4 to MF-I.C.C. No. 12 of Interboro 
Trucking Co., Inc., Perth Amboy, NJ. 
The suspended schedules proposed re- 
duced motor-common-carrier commodity 
rates on roofing and building materials, 
minimum 23,000 and 30,000 pounds, from 
Newark and five nearby New Jersey 
points, to New York and eleven nearby 
New York points. 

I. and S. M-3817, Frozen Eggs, St. Jos- 
eph, Mo., to Chicago, Ill., from July 16, 
to and including February 15, 1952, cer- 
tain schedules published in supplement 
No. 38 to MF-I.C.C. No. 172 of Middle- 
west Motor Freight Bureau, agent, Kan- 
sas City, Mo. The suspended schedules 
propose reduced motor common carrier 
rates on frozen eggs to 58 and 53 cents, 
minima 20,000 and 27,000 pounds, re- 
spectively, from St. Joseph, Mo., to Chi- 
cago, Ill. 

I. and S. No. 5944, Salt Cake, Official 
Territory—Kansas City, Mo.-Kan. on the 
Commission’s own motion, from July 15, 
to and including February 14, 1952, cer- 
tain schedules as published in supple- 
ments Nos. 91 and 92 to Agent C. W. 
Boin’s tariff I.C.C. A-850 and supplement 


34 to Agent L. C. Schuldt’s I.C.C. No. 
4238 (MF-I.C.C. No. 167) joint with Agent 
L. E. Kipp’s 1.C.C. No. A-3752. The 
suspended schedules propose to estab- 
lish over certain routes, reduced rates 
on salt cake, in carloads, minimum 100,- 
000 pounds, from Wilmington, Del., 
Louisville, Ky., Baltimore, Md., Jersey 
City, N.J., Akron, O., Chester, Pa., 
Parkersburg, W.Va., and 19 other points 
in same states to Kansas City, Mo.-Kan., 
without observing the provisions of sec- 
tion 4 of the interstate commerce act. 

I. and S. M-3820, Loading Allowances 
at St. Joseph, Mo., from July 17 to and 
including February 16, 1952, certain 
schedules published in supplement No. 
45 to tariff MF-I.C.C. No. 167 and in 
supplements Nos. 13, 14 and 15 to tariff 
MF-I.C.C. No. 191 of Middlewest Motor 
Freight Bureau, agent, Kansas City, Mo. 
The suspended schedules propose to es- 
tablish an allowance of five cents per 100 
pounds to be made to shippers for load- 
ing at St. Joseph in connection with ship- 
ments of certain descriptions of paper 
and paper articles moving at less-than- 
truckload class or commodity rates. 

I. and S. M-3821, Rubber, Des Moines, 
Iowa-Twin Cities, Minn., from July 17 
to and including February 16, 1952, cer- 
tain schedules in supplement No. 3 to 
MF-I.C.C. No. 19 of Bos Freight Lines, 
Inc., Marshalltown, Ia. The suspended 
schedules propose new motor common 
carrier commodity rates on crude and 
compound rubber, minima 10,000 and 
20,000 pounds, between Des Moines, Ia., 
and the Twin Cities, Minn. 


APPLICATIONS 


AND PETITIONS 





Motor Carriers Oppose 
Motor Leasing Rules; 
A.T.A. Will Go to Court 


The Commission continues to re- 
ceive petitions for reconsideration 
and/or rehearing in Ex Parte MC-43, 
Lease and Interchange of Vehicles by 
Motor Carriers, in which, among 
other things, it condemned trip leas- 
ing of trucks (T.W., May 26, p. 35, 
July 14, p. 35). 


The American Trucking Assoeiations 
asked the Commission to rescind its 
order and reconsider the ban on leasing 
truck equipment for single trips. The 
A.T.A. said that its executive com- 
mittee had directed that action, and had 
authorized an appeal to the courts if 
the Commission’s order was not changed. 

The A.T.A. asserted that the order 
would adversely affect substantial rights 
of motor carrier operations. It took ex- 
ception to the Commission’s statement 
that authority to prohibit leasing could 
reasonably be inferred from the inter- 
state commerce act. It asserted that 
Congress knew about both term and trip 
leasing in 1935 when the motor carrier 
act was passed and that, since Congress 
had not prohibited leasing in any of its 
known forms, the authority to prohibit 
could not be inferred. 

Other motor carriers asking recon- 
sideration of the Commission’s decision 
were: Long Transportation Co.; Kaplan 
Trucking Co. and Glenn Cartage Co., 
jointly; Kramer Bros. Freight Lines, 


Inc.; Summit Fast Freight, Inc., and 
A. C. E. Transportation Co., Inc., jointly; 
Interstate Motor Freight System; and 
Motor Cargo, Inc., and Roadway Express, 
Inc., jointly. 

Long Transportation Co. asserted that 
the Commission’s decision would work an 
extreme hardship and might cause it to 
go into bankruptcy. 

Interstate Motor Freight System, in 
asking for rehearing and reconsideration, 
objected to a number of points in the 
rules prescribed by the Commission, and 
recommended adoption of the rules pre- 
scribed by division 5 in its report at 51 
M.C.C. 461. 

The other motor carriers asserted that 
the Commission’s decision was outside 
its authority under the interstate com- 
merce act, and several of them added 
that the Commission’s order was uncon- 
stitutional as interfering with the “free 
and unhampered right of private con- 
tract,” as Summit and A. C. E. put it. 


Commission’s Power Questioned 


Other motor carriers who questioned 
the power of the Commission to issue 
motor vehicle leasing rules were Middle- 
west Eastern Seaboard Motor Carriers 
Conference, Inc., and Watkins Motor 
Lines, Inc., and Georgia-Florida Motor 
Express, Inc., jointly. The latter also 
asked that the rules proposed by division 
5 of the Commission, or those suggested 
by A.T.A., be approved, and that the 
effective date of the Commission’s order 
be postponed. 

Miller Motor Express, Inc., asserted 
that the prohibition against trip leasing 
was subversive of the war effort, contra- 
vened the national transportation policy, 
was not required for effective enforce- 
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ment of the motor carrier act, and was 
not authorized by law “but constitutes 
unlawful, unreasonable, and arbitrary 
exercise of administrative discretion, ad- 
mittedly designed to redistribute traffic.”’ 

Michigan Motor Freight Lines, Inc., 
and Geo. F. Alger Co., jointly, asserted 
that prohibition of any division of rev- 
enue during the period of the lease 
should be reconsidered. They asserted 
it was an impairment of their right to 
contract, “contrary to the provisions. of 
the Constitution of the United States,” 
and an interference with managerial dis- 
cretion. 

The Manufacturing Chemists’ Associa- 
tion, Inc., objected to the Commission’s 
ruling that authorized common carriers 
should not rent equipment without 
drivers to non-carriers. It also alleged 
error in a distinction it said was made 
between carriers operating over regular 
routes and those operating over irregular 
routes when hoth carriers could serve 
the same points. The association con- 
tended that either type of carrier should 
be permitted to lease equipment “one 
to the other” when both were authorized 
to serve the points of origin and des- 
tination between which the leased ve- 
hicle would be operated. It asked recon- 
sideration and elimination of the provi- 
sions of the rules aforementioned. 


Liberty Motor Freight Lines, Inc., 
Spector Motor Service, Inc., Midwest 
Freight Forwarding Co., Mid-States 


Freight Lines, Inc., Cooper-Jarrett, Inc., 
and Kelleher Motor Freight Lines, Inc., 
jointly asserted that the Commission’s 
order, if permitted to become effective, 
would cause irreparable damage to each 
of them, and would obstruct and hinder 
them in the performance of their services 
as common carriers. They asked recon- 
sideration and postponement of the ef- 
fective date. 


Cooper-Jarrett, Inc., filed a separate 
petition for reconsideration by the en- 
tire Commission, objecting to the provi- 
sion that leases of equipment must be 
for 30 days. The minimum 30-day term, 
it said, would result in a violation of the 
national transportation policy because it 
would interfere with augmenting of 
equipment by motor carriers, or with 
trip-leasing of equipment for a return 
load. It also said that many portions 
of the country were receiving adequate 
transportation service solely because of 
augmentation of equipment by motor 
common carriers and would be without 
such service if the 30-day provision pro- 
hibited the motor common carrier from 
augmenting its equipment. The carrier 
asked further review of the decision by 
the entire Commission, amendment of 
the order to omit the 30-day rule, or, as 
an alternative, provision of a rule allow- 
ing trip leasing within “certain reason- 
able limits.” 


Constitutional Rights Question 


The following motor carriers asked stay 
of the Commission’s order and challenged 
the order on the ground, among others, 
that it contravened constitutional guar- 
antees of free and unhampered right of 
private contract: 

American Transit Lines, Inc.; W. J. 
Record & Sons Trucking Co.; Be-Mac 
Transport Co., Inc.; Oklahoma-Louisiana 
Motor Freight Co., Inc.; Security Truck- 
ing Co.; American Transfer & Storage 
Co.; Stone Trucking Co.; and Wilson 
Truck Co.; E. L. Powell & Sons Trucking 
Co., all of Tulsa, Okla. 

They asked reconsideration, as did 
Eastern Motor Express, Inc., which said 
it did not question the power of the 
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Commission to make the order, and 
Grever Truck Line, of Tulsa, Okla., an 
oil field carrier. 

Greyvan Lines, Inc., asked, among 
other things, revocation of the prohibi- 
tion of trip leases, that the Commission 
exempt Greyvan and the entire opera- 
tions of the household goods carriers 
from the rules. 


Other motor carriers asking postpone- 
ment of the order and reconsideration 
and/or rehearing, were: Wenham Trans- 
portation, Inc.; All States Freight, Inc.; 
E. Brooke Matlack, Inc., Leaman Trans- 
portation Corp., Leaman Transportation 
Co., Inc., Chemical Tank Lines, Inc., 
George B. Smith, and Highway Express 
Lines, Inc., jointly; Motor-Ways, Inc.; 
Continental Transportation Lines, Inc., 
and Yankee Lines, Inc. 


Association Petitions 


Two associations also filed petitions in 
the proceeding. 


The National Automobile Transporters 
Association asked for reconsideration, 
revision, clarification, partial exemption, 
and stay of the effective date. It said 
that unless there was clarification and 
revision of the order, the rules and 
regulations prescribed would “seriously 
disrupt the transportation service now 
being performed by petitioner’s mem- 
bers and as those transportation serv- 
ices have been performed for many years 
prior and since regulation of such 
transportation services .. .” 


The Association of Highway Steel 
Transporters, Inc., asked for recon- 
sideration and asked for an enirely dif- 
ferent approach to attaining the objec- 
tives of the Commission. It asked that 


: the Commission withdraw from the or- 
: der any prohibition against payment 


of a percentage of the gross revenue for 
the rental of owner operated equipment, 
among other things. 


Most of the motor carriers defended 
trip leasing as necessary to augmenta- 
tion of their equipment. 


Service Transport Co., McCullough 
Transfer Co., and Lattavo Brothers, 
Inc., members of the association, asked 
postponement and reconsideration on 
the grounds set forth in the petitions 
of the Highway Steel Transporters, Inc., 
and of Kaplan Trucking Co. and Glenn 
Cartage Co. 

Many of the petitions for recon- 
sideration were accompanied by petitions 
for intervention, the motor carriers say- 
ing that they had not up to this point 
taken part in the proceeding and de- 
Sired now to do so. 





N.E. Truckers Propose 6 


Per Cent Rate Increase 


The New England Motor Rate Bureau, 
Inc., has filed with the Commission a 
Statement in justification of a proposed 
general increase of 6 per cent in truck 
tates within the New England area. 

The bureau said the rates were sched- 
uled to become effective as to the north- 
ern New England area on July 25, and as 
to the southern New England area, on 
} August 6. 

Referring to exhibits attached to its 
Statement, the bureau said that, in 
Speaking of the financial condition of 
the New England motor common carriers 
of Class I, it included “three elements 
Which are most vital and worthy of 
consideration at this time, when consid- 
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ering the capital and revenue needs of 
the industry.” 


Those elements, it said, were solvency, 
stability, and progress. 

In a review of the exhibits, the bureau 
said that free working capital, defined 
as current assets minus current liabili- 
ties, was 17.88 per cent of current assets 
at the close of 1942, it had dropped to 
2.63 per cent at the close of 1948. This 
meant, it said, that the industry’s cur- 
rent borrowings had increased from 82.12 
per cent of the current assets at the 
close of 1942, to 97.37 at the close of 
1948. Expressed another way, the bureau 
said, it meant that at the close of 1942 
the industry’s investment in current 
funds was about 18 cents for each one 
dollar of current investment compared 
to 2.6 cents for each one dollar of cur- 
rent investment at the close of 1948. 
At the end of 1949, the bureau said, an 
average of but 4.1 days of free working 
capital was available to the industry, 
compared to 9.4 days at the close of 1942. 

The bureau said that, over the past 
nine years, in order to meet the war and 
postwar demands, the industry had in- 
creased its productivity to such an ex- 
tent that “true costs and actual losses 
were ignored when determining its reve- 
nue” needs. The bureau continued: 

“Inter-industry profits on the sale of 
capital assets were often treated as a 
deduction from real operating expenses. 
Plant and equipment were depreciated 
on original cost and no consideration 
was given to increased use or replacement 
cost. Original values for plant and 
revenue equipment were mistaken for 
permanent values, and, nourished on a 
constant diet of rising prices, it was 
perhaps expected that book profits would 
be mistaken for real profits. Whatever 
the cause, the essential soundness of its 
basic values, slowly weakened to a point 
where on the whole, it is in a pretty 
sorry state.” 


One-Cent Surcharge on 
Express Shipments Opposed 


The Eastern Industrial Traffic League, 
Inc., has filed a reply in opposition to a 
petition of the Railway Express Agency, 
Inc., for an increase of one cent on each 
less-carload shipment to be added to the 
interim increase of 20 cents on each such 
shipment authorized in April (T. W., July 
14, p. 35). The petition was filed in Ex 
Parte No. 177, Increased Express Rates 
and Charges, 1951. 

The league said the petition was “note- 
worthy in that it states no facts” but 
relied wholly on estimates. As to the 
latter, it said the express agency referred 
to “deficits” without substantiating the 
claim, adding that “we suppose it as- 
sumes the deficient and wholly improper 
‘study’ of record in Ex Parte 177.” 


Similarly, the league asserted, no facts © 


were stated to justify the estimated yield 
from the “one-cent surcharge” of $785,- 
760. It asked what the effect of the 20- 
cent increase had been on movement and 
volume of traffic and what it would cost 
the express agency “in traffic lost, and 
in traffic publication expense and other 
anti-economical waste” to make the in- 
crease effective. Also, the league asked 
what the burden on the shipper would be. 

The league said that the Commission 
“simply cannot decide even this small 
matter without facts.” It added: 

“We strongly oppose the palliative ap- 
proach to the treatment of a dying pa- 
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tient here involved. The present situation 
of the petitioner calls for bold aggressive 
action to reorganize service and opera- 
tions so as to provide something of value 
to justify even present high levels of 
express rates and charges. A mere one- 
cent pill would accomplish exactly noth- 
ing except further shipper irritation all 
around.” 


Florists Oppose Increase 

A protest against the addition of the 
one-cent charge on less-carload express 
shipments was filed with the Commission 
by Associated Flower Growers, Inc., 
Pike’s Peak Greenhouses, Inc., Colorado 
State Flower Grower’s Association, and 
Denver Wholesale Florists. 


The florists said that they had had 
two alternatives—to maintain prices and 
accelerate sales efforts, or to increase 
the price of cut flowers and so reduce 
sales, necessitating a further increase in 
price, which policy they said would ulti- 
mately force them to abandon the flower 
industry. 

They said they had followed the first 
course of action and had been able to 
remain in business. The express agency, 
when faced with the same factual situa- 
tion, they asserted, had chosen the sec- 
ond course of action and had lost a sub- 
stantial volume of shipments. 

“They are soon to reach the point 
where the volume of shipments is so low 
that they will be unable to remain in 
the transportation business,” the protest- 
ants asserted. 

No further increase in express charges 
should be granted prior to final deter- 
mination of Ex Parte 177, they said. 





Sause Asks Temporary Rights 


The Commission has issued notice of 
filing of an application in W-435, Sub. 
10, by Sause Bros. Ocean Towing Co., 
Inc., Garibaldi, Ore., for temporary au- 
thority to operate as a contract carrier 
by water to the ports on Tillamook Bay 
and its navigable tributaries by use of 
non-self-propelled vessels with the use 
of separate towing vessels in the trans- 
portation of lumber and lumber products 
to all points and ports on the Pacific 
Coast until such time as Sause Bros. ap- 
plication for permanent authority to 
serve the port is decided by the Com- 
mission. 


FINANCE APPLICATIONS 


Finance No. 17412, supplemental. Texas 
& Pacific Railway Co., reports accepted bid 
of R. W. Pressprich & Co., of 98.2891 per 
cent of $1,650,000 of T. P. equipment trust 
certificates, Series L, th a dividend rate 
of 25g, per cent. ‘ * * 


Finance No. 17427, Chicago & North West- 
ern Railway Co. asks authority to acquire 
trackage rights over the Chicago, St. Paul, 
Minneapolis & Omaha Railway Co., between 
Wyeville and Elroy, Wis., 22.74 miles, for 
the operation of streamlined passenger 
trains. The applicant said the transaction 
would permit better train connections. 

ae *” + 


Finance No. 17428, Central Freight Lines, 
Inc., Waco, Tex., asks authority to distribute 
$395,000 in common stocks to existing stock- 
holders in lieu of dividends, and to sell to 
selected employes of the company, at par, 
$605,000 in common stock, par value $10, 
a total issue of $1,000,000. The applicant 
said that the additional capital would be 
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Meet James P. Christie, T. P. & W. Gen- 
eral Agent at Cleveland and originator 
of this month's TRAFFIC WORLD adver- 
tisement. Before joining the T. P. & W. 
traffic department Mr. Christie spent 25 
years with the Nickel Plate Railroad, 
wold diate MUM okoliMiit-me) L-iaehilite MelileMigehaile 
departments. He and Mrs. Christie reside 
in Cleveland and Mr. Christie reports 
that he enjoys the majority of sports, 


with emphasis on baseball and fishing. 


‘These are the T. P. & 
administrative men who 
leadership is responsible fo 


the smooth operation of oy 


| 
° . . ! 
railroad. | wish you could meg 


them all personally, as | ha 
Introducing them to you on thi 


page is the next best thing, 


James P. Christie, T. P. & W. General Agent at Cleveland has th 
to say about his work: ‘Crack service to shippers is more than 
one-man job. It may seem that the traffic representative is respol 
sible for your satisfaction with T. P. & W.—but remember that 

hands are tied without the full support and cooperation of ‘ho | 
office people'—the department heads* and the men and womé 


who work under their leadership. 


“The passing reports sent to shippers, the care taken to make sul 
the right car is delivered to the right railroad, the special treatme’ 
for special loads—these are a few of the ways the operatio 
people back up the traffic representative. And, if | wire or tel 
phone our home office for information, or to handle some matte 


| know it'll be taken care of right away. 


“That goes for the whole organization. In an advertisement on the 
pages not long ago, one of my fellow T. P. & W. representativ 
pointed out that our personnel have had experience on 56 differé! 
railroads. When | make a call, | know that all of that experience! 


backing me up, ready to serve the shipper I'm contacting." 
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used to expand service, build terminal facili- 
ties, and add rolling equipment. 
. . ” 


Finance No. 17429, Oregon - Washington 
Railroad & Navigation Co., Union Pacific 
Railroad Co. Southern Pacific Co., Northern 
Pacific Railway Co., and Northern Pacific 
Terminal Co. of Oregon, ask approval of 
amendment to original contract of December 
31, 1932, as amended, covering operation of 
terminal facilities of the terminal company 
at Portland, Ore. The applicants said that 
the new contract amended a formula in the 
original contract for counting cars for the 
purpose of apportioning between the using 
railroad companies and expense of main- 
tenance and operation of freight yard 
facilities. 

ok * x 

Finance No. 17430, Rogers Cartage Co., 
Chicago, Ill., asks authority to issue promis- 
sory notes and chattel mortgages in con- 
nection therewith to finance the purchase 
of tractors and trailers. The applicant said 
notes would be issued as equipment was 
purchased from time to time in the ensuing 
18 months, in an aggregate amount of $400,- 
000, each note covering tractors to be pay- 
able in 24 monthly installments with in- 
terest at 6 per cent, each note covering 
trailers to be payable in 60 monthly in- 
stallments at the same rate of interest. 

ca * * 


Finance No. 17431, Chicago Great Western 
Railway Co. asks authority to continue use 
of a line of the Chicago, Burlington & 
Quincy between Galena Junction and 
Portage Curve in Joe Daviess county, Ill., a 
distance of .88 mile. The applicant said 
the line was now being used by it under 
an agreement made in 1888 and since sup- 
plemented. 

*” * * 

MC-F-4962, Cortland Fast Freight, Inc., 
Cortland, N.Y., asks authority to purchase 
certain operating rights of A. & P. Trucking 
Corporation, North Bergen, N.J. 

* * ed 


MC-F-4963, A. & P. Trucking Corporation, 
North Bergen, N.J., asks authority to pur- 
chase certain operating rights of Fred O. 
Nelson Co., Inc., New ork, ee 

* 


MC-F-4964, Sidney J. Williams, Harvey, 
Ill., asks authority to acquire control of 
Ready Truck Lines, Inc., of Harvey, through 
ownership of capital stock, and temporarily 
to control. 

* * ok 

MC-F-4965, The Greyhound Corporation, 
Chicago, Ill., asks authority to liquidate and 
dissolve The Alaga Coach Line, Inc., Dothan, 
Ala., a wholly owned subsidiary of Grey- 
hound. 

a+ * « 

MC-F-4966, Southern Pacific Transport 
Co. of Louisiana, Inc., asks authority to 
purchase certain operating rights of Carroll 
D. McKey, dba Houma Motor Freight Line, 
of Houma, La. 

+ + — 

MC-F-4967, Tennessee Carolina Transpor- 
tation, Inc., of Nashville, Tenn., asks au- 
thority to purchase certain operating rights 
of Jess Wilson, dba Tennessee Motor Lines, 
also of Nashville. ‘ 

* 


ok 

MC-F-4968, J. D. Boak, dba City Transfer 
& Storage Co., of Troy, O., asks authority 
to acquire control of Rocket Freight Lines, 
Inc., of Dayton, O., through ownership of 
capital stock. It was asserted in the ap- 
plication that it was the opinion of counsel 
that the application need not be filed, as 
applicant would not be in control of Rocket, 
since he would hold 51 of 200 shares of 
Rocket stock. Counsel said it was his 
— that the application should be dis- 
missed. 


PETITIONS FOR REHEARING, ETC. 





Ex Parte MC-43, Lease and Interchange 
of Vehicles by Motor Carriers. Dixie Ohio 
Express Co., and Akron-Chicago Transporta- 
tion Co., Inc. ask reconsideration. 

* * oe 


MC-F-4314, Cecil Vernon—Control; Mid- 
States Freight Lines, Inc.—Purchase (Por- 
tion)—Thomas W. Doran. Applicant asks 
extension of time within which to comply. 

~ * * 


MC-F-4800, Merchants Motor Freight, Inc. 
—Purchase (Portion)— Bridgeways, Inc. 
(Thomas F. Kennedy, Trustee); MC-F-4801, 
Owen O. Orr and Gertrude F. Orr—Control; 





Motor Cargo, Inc.—Purchase (Portion)— 
Same; MC-F-4802, Galen J. Roush and 
Carroll J. Roush—Control; Shippers Freight 
Forwarding Co.—Purchase (Portion)—Same; 
MC-F-4803, Hayes Freight Lines, Inc.—Pur- 
chase (Portion)—Same; MC-F-4804, Galen 
J. Roush and Carroll J. Roush—Control; 
Roadway Express, Inc.—Purchase (Portion) 
—Same; MC-F-4805, Wilson House—Control; 
Eastern Motor Express, Inc.—Purchase (Por- 
tion)—Same; MC-F-4806, Associated Trans- 
port, Inc.—Purchase (Portion)—Same. Ap- 
Plicants ask extension of temporary lease 
authority. 
* * ok 

I. & S. M-3746, Wearing Apparel between 
N.Y., N.J. & Eastern Points. Barney Shapiro, 
Se seas vacation of suspension order of 

y Si. 


* * % 


MC-F-4841, George J. Kolowich—Control; 
Detroit and Cleveland Navigation Co.—Con- 
Ln gape Chicago Trucking Co. Inc. Ap- 
Plicants ask to dismiss, or in alternative, 
rehearing de novo. 

* * co 


MC-F-4928, Alterman—Purchase—Godfrey. 
Applicants ask that hearing be postponed 
until Aug. 1, instead of July 23, so as to 
permit compliance with rules of practice, 
and that action on this petition be taken 
without awaiting a reply. 

ok ok os 


W-388, Sub. 4, Waterman Steamship Corp. 
Extension—Calif. Eastbound. Applicant asks 
advancement of effective date of Commis- 
sion’s order of June 25, From Sept. 17 to 
Sept. 1 

* oa * 


MC-107107, Sub. 12, Sidney Alterman— 
Extension d/b/a Alterman Transport Line. 
Protestant asks to vacate recommended re- 
port and order, reopen proceedings and as- 
sign application for hearing de novo, and 
extend time for filing of exceptions. 

* + * 


MC-F-4492, Roadway Express, Inc., et al. 
—Purchase—Union Storage and Warehouse 
Co., Inc. Applicant asks reconsideration 


and reversal. 
ce * * 


MC-FC-53390, Billings Trucking Corp., 
Inc., Transferee and Queen Trucking Co., 
Inc., Transferor. Applicants ask recon- 
sideration and amendment of sales agree- 
ment and application for transfer. 

ok * * 


MC-FC-53467, Neuman C. Petty, d/b/a 
Salt Lake-Kanab Freight Line, Transferee 
and Kenneth Farley, d/b/a Kaibab Truck 
Line (George Beckstead, Sheriff of Salt Lake 
County, Utah, successor in interest), Trans- 
feror. Utah-Arizona Freight Lines asks 
hearing to determine facts involved and 
that application for transfer be denied. 

* * * 

MC-96216, Sub. 3, Fontaine Trucking Co., 
Inc. Extension—Detroit, Mich. Applicant 
asks reconsideration and reargument. 

* * * 

MC-112698, Sub. 1, Yanik Bros. Trucking 
Co. — Extension — Buffalo, N.Y. Applicants 
ask reopening. 

* * 

MC-F-4539. R. N. B. Converse—Purchase— 
pa J. Mitchell. Interveners ask further hear- 
ng. 

OK * * 


MC-FC-53381, Sigmund Sumski, Trans- 
feree, and MacEvoy Inc., Transferor. Ap- 
plicants ask reconsideration. 

* * Ok 

Finance 15649, Co-Operative Transit Co. 
Securities. Co-Operative Transit Co. asks 
reopening, reconsideration and modification 
of report and order of May 18. 

cs a * 

MC-9952, Sub. 6, Hess Motor Express, Inc. 
Applicant asks amendment of original ap- 
plication for authority. 

* a a 

MC-106200, Sub. 2, Hoffman Transfer, Inc. 
Speedway Transit, Inc. of Marshall, Minn. 
asks rehearing. 


* * 

MC-111752, Shippers Highway Express, Inc. 
Contract Carrier Application. Applicant 
asks reconsideration. 

ck * * 


MC-F-4386, Fay V. Watson, et al.—Con- 
trol; Watson Bros. Van Lines and Heavy 
Hauling Co.— Purchase (Portion) — Wilson 
Bros. Applicants ask reconsideration. 

* 4 * 

MC-F-4731, John L. O’Connor, et al.— 
Control; Rogers Cartage Co., et al.—Con- 
trol; Bulk Transport Co.—Purchase (Por- 
tion)—Rogers Cartage Co. Applicants ask 
further hearing to comply with decision of 
Supreme Court of U. S. in Riss & Co., Inc., 
Appellant v. U. S., et al. 


PROPOSED REPORTS 


Examiner Would Approve 
Purchases by Knowles Vans 


Examiner Levi M. Pettis has recom- 
mended that the Commission approve 
purchases of motor carrier rights by 
Knowles Vans, Inc., a household goods 
carrier, of Omaha, Neb., as follows: (1) 
Rights of Charles E. McCarthy, doing 
business as White Line Van & Storage, 
Helena, Mont.; and (2) rights of J. C. 
Upshaw, Covington, Ga. He also pro- 
posed approval of acquisition of con- 
trol of the rights by Knowles Storage & 
Moving Co., Omaha, and, in turn, by 
Charles Knowles, E. W. Maguire, and 
L. J. Maguire, all of Omaha, and F. P. 
Maguire, of Chicago, through the pur- 
chases. 

A proposed report was issued in MC- 
F-4202, F. P. Maguire, et al.—Control; 
Knowles Vans, Inc.—Purchase (Portion) 
—Riverside Warehouses, Inc., embrac- 
ing MC-F-4302, F. P. Maguire, et al.— 
Control; Knowles Vans, Inc.—Purchase 
—J. C. Upshaw, and MC-F-4303, F. P. 
Maguire, et al—Control; Knowles Vans, 
Inc.—Purchase—Charles E. McCarthy. 


The examiner recommended denial. of 
the application in MC-F-4202, by which 
Knowles Vans, Inc., sought authority to 
purchase certain operating rights of 
Riverside Warehouses, Inc., Spokane, 
Wash., and Knowles Storage & Moving 
Co., Charles Knowles, E. W. Maguire, 
L. J. Maguire, and F. P. Maguire, sought 
authority to acquire control of the rights 
through the proposed purchase. 





Oklahoma City Zone Motor 
Rights Proposed By Board 


Motor common carrier authority to 
transport general commodities, with ex- 
ceptions, serving points in the Oklahoma 
City, Okla., commercial zone, has been 
recommended in a number of proceed- 
ings by joint board No. 88, composed of 
Perry Campbell of Oklahoma. 


The board proposed that the Com- 
mission grant certificates for the afore- 
mentioned transportation serving points 
in the Oklahoma City zone as intermedi- 
ate or off-route points in connection with 
the applicants’ otherwise authorized reg- 
ular route operations to and from Okla- 
homa City. 

The authority was proposed by rec- 
ommended reports in the following ex- 
tension proceedings: MC-906, Sub. 29, 
Consolidated Forwarding Co., Inc., St. 
Louis, Mo.; MC-30250, Sub. 13, Houston 
and North Texas Motor Freight Lines, 
Inc., Dallas, Tex.; MC-35320, Sub. 38, 
Inter-City Motor Express, Inc., dba 
T.I.M.E., Lubbock, Tex.; MC-35484, Sub. 
17, Viking Freight Co., St. Louis, Mo.; 
MC-52318, Sub. 31, Luper Transportation 
Co. of Oklahoma, Tulsa, Okla.; MC- 
52339, Sub. 24, Keystone Freight Lines, 
Tulsa; MC-61440, Sub. 54, Lee Way Mo- 
tor Freight, Inc., Oklahoma City; MC- 
89913, Sub. 57, Frisco Transportation 
Co., St. Louis; MC-2202, Sub. 69, Road- 
way Express, Inc., Akron, O.; MC-10872, 
Sub. 18, Be-Mac Transport Co., Inc., St. 
Louis; MC-76829, Sub. 11, Wichita For- 
warding Co., Kansas City, Mo. 

The reports said any exceptions to the 
board’s recommendations were to be filed 
with the Commission’s secretary in 
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Washington, D.C., within 20 days from 
July 12, with respect to the first eight 
named proceedings, and July 13 with 
respect to the last three. 

Other recommended reports proposing 
similar authority were reported under 
“Motor Recommended Reports” (T.W., 
July 14, p. 38). 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Salt Lake City, Utah, or 


Paso, Tex., 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 


Paint 


MC-C-1228, Bendix Home Appliances, 
Inc., v. Norwalk Truck Line Co. By Ex- 
aminer L. J. Kassel. Recommends find- 
ing fifth-class rate of 48 cents a 100 
pounds, minimum 20,000 pounds, from 
March 3, 1949, to March 6, 1951, on 
truckload shipments of liquid paint, in 
steel drums, from Chicago to complain- 
ant’s plant at Clyde, O., and of 53 cents 
on and since March 7, 1951, were, are 
and will be for the future unreasonable 
to the extent they exceeded, exceed, or 
will exceed the defendant’s rates, mini- 
mum 20,000 pounds, in effect on the date 
of shipment on the same article from 
Chicago to Cleveland. The examiner fur- 
ther found that defendant’s rates mini- 
mum 20,000 pounds, on the paints and 
paint materials, from Chicago to Cleve- 
land, were 44 cents from March 3, 1949, to 
March 6, 1951, and 48 cents on and since 
March 7, 1951. 


Certificates—Licenses—Permits 


California (Los Angeles) — MC-176032, 
Sub. 52, Navajo Freight Lines, Inc., Ex- 
tension—Alternate Route. Certificate 
proposed. General commodities, with 
exceptions, between junction U.S. high- 
way 66 and U.S. highway 285 at or near 
Clines Corners, N.M., on one hand, and, 


/ on other, junction U.S. highway 285 and 


combined U.S. highways 84 and 85 near 
Canyoncite, N.M., over U.S. highway 285, 
as alternate route in connection with 
regular route operations between Santa 
Fe, N.M., and Santa Rosa, N.M., and 
points beyond, serving no intermediate 


> points. 


Connecticut (East Hartford)—MC- 


1934, Sub. 1, Rene R. and Bertha T. 


Dupuis, dba The Arrow Line, Extension— 
Hartford-Woonsocket. Certificate pro- 
Posed. Passengers and their baggage, ex- 
Press, mail and newspapers, between 
Hartford, Conn., and Woonsocket, R. I., 


) Over a described route and return serving 


a 







all intermediate points, with exceptions. 

Connecticut (East Hartford) — MC- 
100858, Sub. 7, Mashkin Freight Lines, 
Inc, Extension—East Hartford-East 
Providence. Permit proposed, and ap- 
Proval of dual operations. Commodities 
dealt in by those producing, selling or 
distributing groceries, and in connection 
there with, equipment, materials and sup- 
Plies used in the conduct of such busi- 


ness, between East Hartford and East 
Providence, R.I., over irregular routes. 

Florida (Miami) — MC-107107, Sub. 26, 
Sidney Alterman, dba Alterman Trans- 
port Lines, Extension—Lime Juice. Oer- 
tificate proposed. Irregular routes: 
frozen lime juice and frozen limeade. 
from points in Dade county, Fla., to 
points in 22 states and D.C. 

Georgia (Thomasville) —-MC-95540, Sub. 
195, Watkins Motor Lines, Inc., Extension 
—poultry. Certificate proposed. Dressed 
poultry, fresh and frozen from Gaines- 
ville, Ga., and points in Ga. within 100 
miles of Gainesville, to points in Va., ex- 
cept Richmond and Norfolk, in Md., 
except Baltimore, in Pa., except in the 
Philadelphia commercial zone, in N.J., 
except Newark, Bridgeton, and North 
Bergen and points within 15 miles of 
North Bergen, in N.Y., except in the New 
York City commercial zone, and to points 
in O., W.Va., Ark., Okla., Kan., Neb., 
Minn., Ia., Wis., Mich. and to points in 
Ky. except Louisville and Lexington, 
and in Ind., except Indianapolis; con- 
ditioned on neither applicant, nor any 
person or persons controlling, controlled 
by or under common control with ap- 
plicant, engaging in any commercial en- 
terprise involving transportation as pri- 
vate carrier. 

Idaho (Pocatello) -MC-34868, Sub. 20, 
Orange Transportation Co., Inc., Exten- 
sion—Minidoka Irrigation Project. Cer- 
tificate proposed. General commodities, 
with exceptions, serving points on and 
within 15 miles of an unnumbered high- 
way between Rupert, Idaho, and Mini- 
doka, Idaho, except those points which 
applicant is presently authorized to serve 
and except Minidoka and Acequia, Ida- 
ho, as off-route points in connection with 
regular route operations to and from 
Rupert. 

Illinois (Chicago) — MC-101458, Sub. 
3, National Cartage Co., Extension — 
Commodities in Bulk. Certificate pro- 
posed. (1) Sulphuric acid, muriatic acid, 
Silicate of soda, bulk, in tank vehicles, 
East Chicago, Ind., to Joliet, Ill.; (2) 
ferric chloride, bulk, in tank vehicles, 
Joliet to East Chicago and Whiting, Ind.; 
irregular routes. 

Illinois (Chicago Heights) — MC- 
106647, Sub. 17, Clark Transport Co., 
Extension—Geneva and Mount Vernon, 
Til. Certificate proposed. Irregular 
routes: trailers, initial movements, truck- 
away service, from Geneva and points 
within one mile, and from Mount Ver- 
non, to all US. points. 

Maryland (Elkton)—MC-2461, Sub. 6, 
Kent Transfer, Inc., Extension—Mary- 
land Points. Permit proposed. (1) Malt 
beverages, Newark, N.J., to Cockeysville, 
Upper Marlboro, Elkridge, Leonardtown, 
Frederick, Md.; (2) empty malt beverage 
containers from destination points to 
Newark; irregular routes. 

Massachusetts (Boston) — MC-31600, 
Sub. 312, P. B. Mutrie Motor Transpor- 
tation, Inc., Extension—Liquid Commod- 
ities in Bulk. Certificate proposed. Ir- 
regular routes: liquid commodities with 
exceptions, bulk, in tank vehicles, be- 
tween points in NJ. (except those in 
the New York, N.Y. commercial zone), 
on one hand, and, on other, points in 
N.Y., except those in the New York City 
commercial zone. 

Michigan (Quincy) — MC-112734, F. F. 
Hard and Richard Buchanan, Common 
Carrier. Certificate proposed. . Concen- 
trates and minerals used in manufacture 
of livestock and poultry feed, Burling- 
ton, Wis., to points in Mich, lower penin- 
sula; irregular routes. € 
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Minnesota (Cottonwood) — MC-109211, 
Sub. 2, Smith’s, Inc., Extension—Tyler, 
Minn. Certificate proposed. Petroleum 
products, bulk, in tank vehicles, Sioux 
Falls, S.D., to Tyler, Minn.; irregular 
routes. 

New Jersey (Newark) — MC-111574, 
Sub. 3, John Giordano, dba Emmett 
Trucking Co., Extension—Elizabethport, 
N.J. Certificate proposed. General com- 
modities, with exceptions, between Eliz- 
abethport, on the one hand, and, on the 
other, Newark, Kearny, Roselle, ‘Roselle 
Park, Cranford, Garwood, Westfield, 
Bayway, Grasselli, Warners, Tremley, 
and Carteret, N.J., over irregular routes, 
service to be auxiliary to that of Cen- 
tral of New Jersey. | 

New Jersey (North Bergen) —-MC-19013, 
Sub. 5, George Hillman Trucking Co., 
Inc., Extension—Washington, D.C. Per- 
mit proposed. Vegetable oils, bulk, in 
tank vehicles, Edgewater, N.J., to Wash- 
ington, D.C.; irregular routes; damaged, 
defective, or returned shipments on re- 
turn. 

New Jersey (Wharton) — MC-112786, 
John J. Bartek, dba John J. Bartek 
Moving, Common Carrier. Denial of 
certificate proposed, for want of prose- 
cution. Household goods, between points 
in Morris county, N.J., on the one hand, 
and, on the other, points in N.Y., Pa., 
and Md:, over irregular routes. 

New York (Binghamton) — MC-112820, 
Calvin J. and Floyd L. Graham, dba 
Graham Brothers, Common Carrier. Cer- 
tificate proposed. Concrete pipe and con- 
crete products, from Chenango Bridge, 
N.Y., and Elmira, N.Y.,. to points in Pa. 
within 150 miles of the New York points, 
over irregular routes. 

Pennsylvania (Philadelphia) — MC- 
107403, Sub. 128, E. Brooke Matlock, Inc., | 
Extension—Liquids in Bulk. Certificate 
proposed. Over irregular routes, in bulk, 
in tank vehicles, (1) fuel oil, from Bal- 
timore, Md., and Linden, N.J., to Grover, 


Pa.; (2) naphtha and solvents, from 
Marcus Hook and Carteret, N.J., to 
points in N.C., S.C., and Ga.; (3) wax, 


from Emlenton, Pa., to Baltimore; (4) 
turpentine, from points in Ga. to Phila- 
delphia; (5) cottonseed and peanut oil, 
from points in Ga., N.C., and S.C., to 
Philadelphia, and (6) glues and resins 
(a) from Philadelphia, Fords, and Bound 
Brook, N.J., to points in Ga., N.C., and 
S.C., and (b) from Baxley and Douglas, 
Ga., to points in the Philadelphia com- 
mercial zone. 


Tennessee (Memphis) — MC-11220, 
Sub. 52, Gordons Transports, Inc., Ex- 
tension—Alternate Route, U.S. Highway 
25. Certificate proposed. General com- 
modities, with exceptions, between Perry- 
ville, Mo., and junction Mo. highway 25 
and U.S. highway 61 near Crystal City, 
Mo., over Mo. highway 25, as an alter- 


nate route, serving no intermediate 
points. 
Tennessee (Memphis) — MC-11220, 


Sub. 44, Gordons Transports, Inc., Ex- 
tension—Sugar, embracing MC-1362, Sub. 
25, Highway Express, Inc., Extension— 
Sugar (corrected report). Certificates 
proposed. MC-11220, Sub. 44: Serving 
specified intermediate and _ off-route 
points in Ill., restricted to delivery of 
sugar only, and specified off-route points 
in La., restricted to pick-up of sugar 
only. MC-1362, Sub. 25: (A) Serving 
Reserve and Gramercy, La., as off-route 
points in connection with regular route 
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operations to and from New Orleans, 
La., restricted (1) to pick-up of sugar 
only; (2) against transportation of traf- 
fic moving to points on applicant’s au- 
thorized routes in Ala., Miss., Tenn.; 
(B) serving Mathews, La., as off-route 
point in connection with applicant’s au- 
thorized regular route operations to and 
from New Orleans, restricted to pick-up 
of sugar only. 

Washington (Mt. Vernon) — MC-7228, 
Sub. .6, Home Transfer & Storage Co., 
Extension — Frozen Foods. Certificate 
proposed. Over irregular routes, fruits 
and vegetables, fresh, frozen, and par- 
tially processed for freezing or canning, 
between canning, freezing and cold stor- 
age plants in Skagit, Snohomish, and 
King counties, Wash., on the one hand, 
and, on the other, such plants in Mult- 
nomah, Clackamas, Marion, Linn and 


Benton counties, Ore., with return of 
empty containers. 

Wisconsin (Milwaukee) MC-6031, 
Sub. 29 (corrected). Barry Transfer & 
Storage Co., Extension—Vinegar. Per- 
mit proposed. Vinegar, in bulk, in tank 
vehicles, from Cudahy, Wis., to certain 
points in nine states, over irregular 
routes, applicant to ask cancellation of 
portion of permit MC-6031, Sub. 25 au- 
thorizing the transportation of vinegar 
in bulk. 

Wisconsin (Milwaukee) — MC-71134, 
Sub. 9, Royal Transit, Inc., Extension— 
Waukesha, Wis. Certificate proposed. 
General commodities, with exceptions, 
between Milwaukee and Waukesha, Wis., 
over Wis. highway 59; also between 
Menomonee Falls, Wis., and Milwaukee, 
over U.S. highway 41; also between junc- 
tion U.S. highway 41 and Wis. highway 
100 and junction U.S. highway 45 and 
Wis. highway 59, and return, over de- 
scribed routes, serving no points on the 
— routes not presently author- 
ized. 





No. 30851, C. K. Williams & Co., East 
St. Louis, Ill. v. Baltimore & Ohio 
Railroad Co. et al. 

Alleges rates on by-product copperas 
sludge or waste, carloads, from St. Hel- 


ena, Baltimore, Md., and Sayreville, 
N.J., to its plant at Easton (13th St.), 
Pa., in violation of section 1. Asks cease 
and desist order and rates. (Wm. A. 
Disque, 835 Southern Building, 15th & 
H Streets, N.W., Washington 5, D.C.) 

om + ok 


No. 30852, Hytron Radio & Electronics 
Corp., Salem, Mass. v. Atchison, To- 
peka & Santa Fe Railway Co. et al. 

Alleges rates on television picture re- 
ceiving tubes known as cathode ray 
tubes, Newburyport, Mass., to Los An- 
geles, Calif., Van Nuys, Calif., Seattle, 

Wash., Chicago, Ill., Evanston, Ill., Or- 

leans, Ind., Towson, Md., Jackson, Mich., 

New Brighton, Minn., Brooklyn, N.Y., 

Long Island City, N.Y., New York, N.Y., 

Rochester, N.Y., Cincinnati, O., Shamo- 

kin, Pa., and Sunbury, Pa., in violation 

of sections 1 and 6. Asks cease and 
desist order, rates, reparation, and no 
collection of alleged undercharges. (Paul 

F. Mullin, 262 Washington Street, Bos- 

ton, Mass.) 

. a 


No. 30853, White Pine Sash Co., Spokane, 
Wash., v. Milwaukee et al. 

Alleges in violation of sections 1, 2, and 
3, failure of named railroads to absorb 
switching charges on noncompetitive in- 
bound and outshipments at Spokane, 
Wash. Asks cease and desist order, rules 
for the future. (William C. McCulloch, 
1016 Spalding Bldg., Portland 4, Ore.) 


* * * 


No. 30853, Sub. 1, Western Pine Mfg. Co., 
Ltd., Spokane, Wash., v. Milwaukee 
et al. 

Alleges in violation of sections 1, 2, and 
3, failure of named railroads to absorb 
switching charges on noncempetitive in- 
bound and outbound shipments at 
Spokane, Wash. Asks cease and desist 
order, rules for the future. (William C. 
McCulloch, 1016 Spalding Bldg., Port- 
land 4, Ore.) 

- ~ a 

No. 30853, Sub. 2, Baird-Naundorf Lum- 
ber Co., Spokane, Wash., v. Mil- 
waukee et al. 


Alleges in violation of sections 1, 2,and 
3, failure of named railroads to absorb 
switching charges on noncompetitive in- 
bound and outbound shipments at 
Spokane, Wash. Asks cease and desist 
order, rules for the future. (William C. 
McCulloch, 1016 Spalding Bldg., Portland 
4, Ore.) 

* * * 

No. 30853, Sub. 3, Brewer Lumber Mills, 
Inc., Spokane, Wash., et al. v. Mil- 
waukee et al. 

Allege failure of named railroads to 
absorb switching charges on noncompeti- 
tive inbound and outbound shipments at 
Spokane, Wash., in violation of sections 
1, 2, and 3. Ask cease and desist order, 
rules for the future. (William C. Mc- 
Culloch, 1016 Spalding Bldg., Portland 4 
Ore.) 


* « o 


No. 30854, S. Traina, Inc., New York, 
N.Y., et al. v. B & O et al. 

Allege rates on bananas, carloads, from 
Mobile, Ala., New Orleans, La., and 
Charleston, S.C., to points in New York, 
shipped in 1947, and subsequent thereto, 
in violation of sections 1 and 6. Ask 
cease and desist order, rates, and repara- 
tion, also on shipments moving pendente 
lite. (L. V. Brandt, 1240 W. Lawrence 
Ave., Chicago 40, Ill.) 

+ ~ 


. 


No. 30855, Summer & Co., Columbus, O., 
v. Ann Arbor et al. 

Alleges rates on numerous carloads of 
scrap iron or steel for remelting purposes 
only, or scrap iron machine shop turn- 
ings, Or scrap iron borings, not granu- 
lated or powdered, from points in Con- 
necticut, Illinois, Kentucky, Massa- 
chusetts, Michigan, New Jersey, New 
York, Ohio, Pennsylvania, Vermont, Vir- 
ginia, and West Virginia to various 
points in Official Territory, in violation 
of secton 1. Asks cease and desist order, 
rates, and reparation of $12,500, and on 
shipments moving pendente lite. (F. B. 
Stephen, 19 S. Wells St., Chicago, Ill.) 


* * * 


MC-C-1296, Dairy Products—Southwest 
to Ill., Mo., Wis. 

Investigation instituted on motion of 
the Commission, division 2, concerning 
the reasonableness and lawfulness other- 
wise of the rates and charges, and the 
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rules, regulations, and practices aff¢ct- 
ing such rates and charges, applicable to 
the transportation of dressed poultry, 
minimum 20,000 pounds, from Corsicanz, 
Dallas, and Ft. Worth, ‘ex., to Chicago, 
Ill., and St. Louis, Mo., as proposed in 
tariff supplements of Frozen Food Ex- 
press, and on dairy products and other 
articles, minima 9,000, 14,000, 16,000, 18,- 
000 and 20,000 pounds, from points in 
the southwest to points in Illinois, Mis- 
souri, and Wisconsin, as maintained in 
tariff MF-I.C.C. No. 191 of Middlewest 
Motor Freight Bureau, agent. 


* * * 


MC-C-1297, Willie Robert Ezell—Revo- 
cation of Certificate. 

Investigation instituted by the Com- 
mission, division 5, into practices of 
Willie Robert Ezell, Brunswick, Va.. with 
respect to alleged discontinuance of 
motor carrier operations under certifi- 
cate MC-62139. 


* * * 


MC-C-1298, M. A. Fuglaar, dba Bandera 
Truck Line—Revocation of Cer- 
tificate. 

Investigation instituted by the Com- 
mission, division 5, into practices of 
M. A. Fuglaar, dba Bandera Truck Line, 
San Antonio, Tex., with respect to al- 
leged discontinuance of motor carrier 
operations under certificate MC-107529, 
Sub. 1. 


* * * 


MC-C-1299, Ralph Carl Huttich, dba 
Ralph C. Huttich’s Express—Revo- 
cation of Certificate. 

Investigation instituted by the Com- 
mission, division 5, into practices of 
Ralph Carl Huttich, dba Ralph C. 
Huttich’s Express, Philadelphia, Pa., 
with respect to alleged discontinuance 
of motor carrier operations under per- 
mit MC-88705. 


* * * 


MC-C-1302, Canada Coach Lines, Ltd., 
Hamilton, Ont., Canada, et al. v. 
Kitchener Public Utilities Commis- 
sion, Ont., Canada. 

Alleges operations in transporting pas- 
sengers and baggage by defendant, a 
common carrier, over public highways 
of the US. as part of through charter 
coach service from points in the province 
of Ontario to points in the US., and re- 
turn, in violation of section 206. Asks 
cease and desist order. (Floyd B. Piper, 
805 Crosby Bldg., Buffalo 2, N.Y.) 


* * * 


MC-C-1303, Forney & Son, Inc., Yakima, 
Wash., et al. v. United Truck Lines, 
Inc., Spokane, Wash. 

Allege defendant is operating regular 
route scheduled service between Yakima, 
Wash., and Portland, Ore., and between 
Spokane and Yakima, subjects complain- 
ants to unfair competition because de- 
fendant has no authority to afford such 
service. Ask cease and desist order. 


(Robert B. Lytel, 1035 Securities Bldg., ° 


Seattle, Wash.) 


* * * 


MC-C-1304, Watson Bros. Transporta- 
tion Co., Inc., Omaha, Neb., et al., v. 
Cleo Crouch, dba Poney Express, St. 
Joseph, Mo. 

Allege defendant transporting general 
commodities between points in Illinois, 
Iowa, Nebraska, and Missouri, without 
authority, in violation of sections 203(‘a), 
206(a) and 222(a). Ask cease and de- 
sist order. (Lawrence W. Moore, 1928 
City National Bank Bldg., Omaha, Neb.) 
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July 21, 1951 
a 


Argument in Ex Parte 175 Completed 
With Rail Request for Quick Action 


Rail Counsel Asks for Announcement of Decision, Before Issuance of 


Written Report on Proposed 15 Per Cent Rate Increase. Shippers 


Say There Is No Emergency and Ask Delay to ‘See What Happens.’ 


By L. W. BRITTON 


Argument before the Commission 
and cooperating state commissioners 
in Ex Parte 175, Increased Freight 
Rates, 1951, was completed the after- 
noon of July 13, with a request by 
counsel for the railroads that the 
Commission act promptly, and make 
known its decision “even” prior to 
issuing a report. 

At the close of argument, Chairman 
Splawn expressed to TRAFFIC WorLD the 
Commission’s gratitude for the efforts 


of the practitioners to expedite the pro- 
ceedings. 


“The Commission feels grateful for 
the cooperation of the practitioners, who, 
at a number of points, worked together 
with a great deal of effectiveness,” the 
chairman said. “They were helpful to 
the Commission in saving time and in 
getting the case presented more prompt- 
ly than otherwise it might have been.” 


There has been much speculation as 
to how long it will be before the Com- 
mission issues its report in Ex Parte 
175. 


The final report in Ex Parte 168, In- 
creased Freight Rates, 1948, was sub- 
mitted May 21, 1949, and decided August 
2, 1949. The interim report in Ex Parte 
175 was submitted on March 1, 1951, and 
decided March 12, 1951. 

Rebuttal argument of the railroads 
was heard after shippers had completed 
their arguments opposing the increase, 
or asking the Commission to delay its 
decision until it had the actual operat- 
ing figures of the railroads for a further 
period of time (T.W., July 14, p. 19). 


Coal Interests 


August Gutheim spoke for the Coal 
Traffic Bureau of Northern West Vir- 
ginia, Ohio, and Western Pennsylvania; 
the Wisconsin Coal Bureau, Inc.; Maher 
Coal Bureau; Youngstown Sheet & Tube 
Co. and Republic Steel Corp. 

For the coal producers, he spoke of 
the “flight” of bituminous consumers to 
other forms of energy, which he said had 
cost the railroads millions of tons of 
traffic and millions of dollars. Mr. Guth- 
elm said that the difficulties of the 
eastern carriers were generally attributed 
to less-carload and passenger deficits 
and to heavy terminal expenses. He 
Suggested some consideration should be 
given to the loss of coal tonnage since 
9 which he said was 30 million tons 

year. 

He said the coal operators felt that the 
day had come when something “other 
than fine words must be said about this 
Situation,” and that “here and now” it 
Should be settled whether or not bitumi- 
nous coal rates were to “go up and up 
and traffic to go down and down.” 





Turning to the situation of dock op- 
erators on Lake Michigan, Mr. Gutheim 
said that they had to merchandise the 
coal they handled with costs included 
for line haul rates, dock charges, and 
the cost of doing business, while natural 
gas was cutting into their markets. Mr. 
Gutheim said that what had happened 
in the east as a result of competition 
from oil would happen in the middlewest. 
Commissioner Knudson asked if the 
Commission could interrupt the “stream 
of progress.” The attorney replied that, 
under section 15a of the interstate com- 
merce act, as the Commission must give 
consideration to the effect of rates on 
the movement of the traffic, it had a 
problem to solve “in the face of this 
progress.” 

As to lignite, Mr. Gutheim asserted 
that the railroads encountered the same 
costs in handling that commodity as in 
handling bituminous coal and that there 
was no reason why it should be given 
special treatment. 

Mr. Gutheim also expressed, on the 
part of his clients in the Youngstown 
area, opposition to increases on bitumi- 
nous coal, which he said had to be 
brought in all-rail since Youngstown did 
not have the benefit of water transpor- 
tation, and to increases on ex-lake iron 
ore, in each case citing what he said 
were high “per car” and car-mile earn- 
ings to the railroads on the traffic. 


Anthracite Coal 


In-the course of his argument for the 
Anthracite Institute, R. Granville Curry 
was asked by Commissioner Aitchison 
what he thought about the statement 
in the Hoch-Smith resolution of 1925, 
which generally directed that rates be 
made to permit free movement of agri- 
cultural commodities, that the Commis- 
sion give consideration to conditions “in 
our several industries,” and what Mr. 
Curry thought about the “trick words,” 
that followed reading, “so far as it is 
legally possible to do so.” 

Mr. Curry replied that he thought the 
courts had “whittled that down” but 
added that he thought the courts had 
still left for consideration the value of 
service and the effect of rates on the 
movement of traffic. 

He said that if rates on anthracite 
coal continued to increase, it “put a 
pressure against” the rail movement and 
led to conversions to other fuels, to the 
injury of the railroads and the anthra- 
cite industry. Those facts, he said, “go 
to the value of service.” 

Mr. Curry also spoke for the Eastern 
States Solid Fuels Conference, the Con- 
sumers Protective Association, and 
Household Fuel Corporation, operating 
a chain of retail coal yards. 

He said it was the position of the 
anthracite interests that there should 
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be no increase on anthracite coal “in- 
cluding the interim.” 


Representing Truax-Traer Coal Co., a 
producer of lignite, Wesley E. Keller as- 
serted that long-haul bituminous coal 
rates had enjoyed a lower percentage 
of increase over the years than had 
lignite to “normal consuming markets.” 
If the increase proposed in Ex Parte 
175 was permitted, he said, lignite would 
have had a 50 per cent increase in freight 
rates since 1946, while bituminous coal 
would have had an increase as low as 
23 per cent to some points. Mr. Keller 
also asserted that the movement of 
bituminous coal into North Dakota 
showed that the Commission had not 
preferred lignite. 


He asked that the Commission follow 
its past practice of according to lignite 
50 per cent of any increase permitted on 
bituminous coal. 


Herbert C. Jones, for Ohio Power Co., 
said that the company took no position 
as to the carriers’ need for additional 
revenue. He added that the electric 
power industry was vitally interested in 
rail transportation. His job, he said, 
was to point out that coal tonnage had 
been diverted from the railroads. He 
said the majority of the diversion was 
short-haul traffic, which he asserted was 
most susceptible to other forms of trans- 
portation. He said trucking of coal for 
his company had increased 275 per cent 
since 1946. 


Rail-River Coal 


Speaking for operators of coal-han- 
dling facilities at Ceredo and Hunting- 
ton, W.Va., who mined and shipped coal 
from West Virginia mines in the 
Kenova-Thacker district on the Norfolk 
& Western to Ceredo, and from the 
Kanawha district on the Chesapeake & 
Ohio, to Ceredo and Huntington for 
transshipment to points on or via the 
Ohio River, R. A. Ellison objected to the 
increase in the transshipment rates on 
rail-river coal to those two points. 

He asserted that the rates were local 
rates, applicable for single-line hauls, 
that they were not a part of the general 
coal rate structure, and that the rate was 
compensatory and was defended by the 
C. & O. in 1938, because, he said, the 
railroad was protecting its rail-river ton- 
nage because an upward adjustment had 
caused its mines to lose 2,000,000 tons of 
coal ; 

The two railroads handling the coal to 
Ceredo and Huntington, Mr. Ellison said, 
had not shown a need for additional 
revenue. The rail mines using the rail- 
river route had failed to participate in 
the industrial growth of the Ohio River 
valley, especially in the Cincinnati area, 
he said. 

Citing a rate of 92 cents a ton on rail- 
river coal, and 86 cents on rail-river-rail 
coal as of April 3, Mr. Ellison said that 
the rail-river coal originated at the same 
mines, moved in the same trains, re- 
ceived the same service, was loaded in 
the same barges, and was the same coal 
as the rail-river-rail coal, but that there 
was a difference of 6 cents a ton in the 
rate to Ceredo or Huntington in favor 
of the rail-river-rail coal. He asked the 
Commission to find that increases in 
the prior ex parte proceedings had been 
substantial; that a further increase in 
the transshipping rate to Huntington 
and Ceredo was not justified, and that 
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the Commission’s findings indicated that 
the April 3 rate on rail-river-rail coal 
should be applied on rail-river coal. 


Brick, Crushed Stone, Gypsum 


F. C. Hillyer represented the Southern 
Brick and Tile Manufacturers Associa- 
tion, producers of crushed stone and re- 
lated articles, and the Gypsum Associa- 
tion. 


For the gypsum group, Mr. Hillyer 
asked that no increase be permitted. If 
increases were granted, he asked that 
specific maxima be provided for gypsum 
products, gypsum rock, agricultural gyp- 
sum, and land plaster, following the 
pattern of the decision in Ex Parte 166. 

Speaking for producers of crushed 
stone and related articles, including 
roofing granules, Mr. Hillyer said that 
if any increases were authorized, then 
the crushed stone and related articles 
should be limited to specific maxima in 
cents a ton. 

For the brick and clay group, Mr. 
Hillyer said that specific maxima had 
been provided in Ex Parte 115, Ex Parte 
162, and Ex Parte 166, but not in Ex 
Parte 168, and he added that no specific 
increase had been proposed in Ex Parte 
175. He asserted that the “pyramided 
general increase” had reduced national 
brick tonnage by rail from 16 million 
tons in 1939 to 3.5 million tons in 1950. 
He also asserted that when the southern 
railroads had removed the Ex Parte 166 
and 168 increases, brick tonnage had in- 
creased by 40 per cent. 

Mr. Hillyer asserted that a consider- 
ation of all of the factors in the situa- 
tion of the railroads in the south left 
no room for a general increase in freight 
rates in that region. 


Mid-Continent Oil 


In spite of a decline he said that had 
taken place in rail petroleum traffic of a 
group of eight independent oil companies 

‘in the mid-continent region, L. W. Witte 
asserted that the railroads had taken 
no action to restore the traffic, “such as 
reducing their rates.” 

He asked that, if the Commission saw 
fit to grant increases, it require the rail- 
roads to maintain present relationships 
and impose maxima so that long-haul 
traffic would not have detrimental rates 
in comparison with short-haul traffic. 


Aluminum and Products 


Aluminum’ had had a _ phenomenal 
growth in the past 10 years from a minor 
place to a place as one of the major 
industries, said L. E. Galaspie, for Rey- 
nolds Metals Co. He added that there 
would be a further increase in the pro- 
duction of aluminum. 

He asserted that the growth of the 
industry had been ignored by those who 
made the traffic policy of the railroads 
because, he said, present rates reflected 
‘tthe same level as when the industry was 
at its beginnings. Mr. Galaspie said that 
although aluminum had taken a place 
second to iron and steel in the nation's 
economy, “the rate level still has not 
‘been adjusted to that fact.” 

Mr. Galaspie said the aluminum 
prices were lower than they were in 1939 
and that no revision had taken place 
in its price such as existed in the freight 
rates and the prices of commodities 
generally. He added that aluminum had 
transportation characteristics that war- 
ranted lower and not higher rates than 


other metals. He said that rates ranged 
50 per cent or more on aluminum than 
on iron and steel, and that with favor- 
able transportation characteristics there 
was no reason why aluminum rates 
should be on the level of “40 years ago 
when it was considered a semi-precious 
metal,” and that the aluminum rates 
should not now be increased. 

Even if other metals rates were in- 
creased, and aluminum rates were not, 
Mr. Galaspie asserted, the latter would 
still be higher. He asked that there be 
no increase permitted in rates on alu- 
minum ores or products. 


Western Electric Co. 


H. H. Breland made a brief statement 
for Western Electric Co. to ask that cop- 
per wire, lead-covered copper cable and 
ordinary copper cable be accorded the 
same treatment as brass mill products. 
He said he wanted to remind the Com- 
mission that those commodities had had 
the same treatment as brass mill pro- 
ducts for 30 years. 


For Kaiser Aluminum & Chemical 
Corporation, A. V. McLeod said that 
company was not in position to say 
whether or not the railroads needed 
additional revenue, and was not in posi- 
tion to analyze the status of the rail- 
roads. He added that “we do feel that 
the establishment of a maximum rate 
increase is necessary so that we will not 
bear more than our fair share of the 
burden,” and that maxima were neces- 
sary in order to “protect” the company 
from paying more than a fair share 
of the transportation costs. 


Non-Ferrous Metals 


Robert E. Webb presented argument 
for the American Zinc Institute and for 
a group of producers and shippers of 
copper, lead and zinc. 

In Ex Parte 162, he asserted, hold- 
downs were granted on competitive 
metals, iron and steel, and aluminum, 
but not on copper, lead and zinc, which, 
he added, “took a percentage increase.” 
This, said Mr. Webb, brought about a 
disparity in the respective increases 
which the group he represented felt was 
a discrimination which should be cor- 
rected by the Commission. 

Mr. Webb said that, in Ex Parte 166, 
by the efforts of the non-ferrous group, 
the Commission had given the same 
manner of increase as on the competi- 
tive metals, but that in Ex Parte 168, 
the Commission had given uniform treat- 
ment to the two groups of metals. Un- 
like Ex Parte 166, the increase in the 
later proceeding was “an across-the- 
board percentage increase,” which, he 
said, had had the effect of accentuating 
and pyramiding the disparity, he said. 
He asserted that the combined rate on 
the end products of copper, lead, and 
zinc, had been increased by $13.83 more 
than it would have been increased had 
it received the same treatment in the 
increase cases as aluminum, iron, and 
steel in Ex Parte 162. 

Mr. Webb said that the general in- 
crease cases formed “a series,” of which 
Ex Parte 175 was a part, adding that 
“any wrong in any one of the proceed- 
ings can and should be removed.” 

In a discussion with Commissioner 
Aitchison as to whether the alleged dis- 
parity could be removed, Mr. Webb 
quoted from the Commission’s decision 
in Ex Parte 123, Fifteen Per Cent Case, 
226 I.C.C. 138, where, he said, non-fer- 
rous metals and ores, including alum- 
inum, were increased 10 per cent, but 
the rates on iron and steel were not 
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increased because they had been in- 
creased in Ex Parte 115, General Com- 
modity Rate Increases, 1937, 223 I.C.c. 
657. 


The quotation was to the effect that 
in a proceeding involving revenues gen- 
erally and touching all commodities it 
was reasonable and just to recognize the 
contributions to revenues already made 
and that “it would be neither just nor 
reasonable to pyramid percentage in- 
creases thereon equal to the percentages 
imposed upon commodities which were 
not so increased.” 


Commissioner Aitchison suggested that 
that was different from “going back” 
and dealing with commodities on which 
Mr. Webb had said the Commission had 
done an injustice. Mr. Webb asserted 
that “it is the same thing,” and re- 
peated the thought that Ex Parte 175 
was one of a series of cases, a fact, he 
said, the Commission had recognized in 
Ex Parte 168. 

The commissioner asked if the inter- 
ests represented by Mr. Webb had asked 
that consideration be given to the mis- 
take the latter said had been made, 
“while it was fresn in your mind.” Mr. 
Webb replied that the request in the 
instant proceeding was the third by the 


group, and that it had asked the Com- . 


mission to consider the situation in Ex 
Parte 166 and Ex Parte 168. 

Mr. Webb said the group he repre- 
sented felt very strongly that the Com- 
mission should decline any additional 
increases on copper, lead and zinc, ex- 
cept on condition that the railroads be 
required “to correct the discrimination 
resulting from Ex Parte 162.” He said 
the group also felt that the railroads, 
and particularly the transcontinental 
roads, should voluntarily make an ad- 
justment to establish equality of treat- 
ment “before additional increases.” 

He said that the situation could be 
corrected in a simple manner by a 
change of half a dozen words in the 
composite tariff of increased rates and 
charges, Ex Parte 162-B, as he said had 
been explained by a witness for the 
non-ferrous metals group, thus bringing 
about equality of treatment and elimi- 
nating “the wrong which is being ac- 
centuated by these percentage in- 
creases.” 


Lumber, West and South 


Presentation of argument for western 
and southern lumber interests empha- 
sized the competition between those re- 
gions. It brought a charge by a repre- 
sentative of southern lumber interests 
that the transcontinental railroads’ and 
the western lumber interests and en- 
tered “a combination” into which, he 
said, the Department of Justice should 
look. There was an immediate denial by 
the attorney for the western railroads. 
The southern lumber attorney said smil- 
ingly that he might have gone too far, 
but at least that the western railroads 
and lumber interests had “conferred.” 

The West Coast Lumbermen’s Associa- 
tion, the Western Pine Association, the 
California Redwood Association, the 
Douglas Fir Plywood Association, the 
Door and Millwork Manufacturers of 
the Pacific Northwest, and the Pacific 
Northwest Loggers’ Association, were 
represented in argument by William C. 
McCullough. 

The fir, pine and redwood associations, 
he said, neither supported nor opposed 
the railroads’ petition. He said they 
sought adoption by the Commission, in 
connection with any increase it~ might 
authorize, of the railroads’ proposal of 
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a maximum increase on lumber and arti- 
cles taking lumber rates. He said the 
associations strongly favored and sup- 
ported the principle enunciated “in this 
traditional proposal.” He added that the 
railroads had designed the maximum to 
avoid the disruption of competitive re- 
lationships expressed’ in spreads in dol- 
lars and cents a hundred pounds, or a 
thousand feet, now existing between far 
western lumber and southern lumber in 
consuming areas, of which he said Chi- 
cago was typical and representative. 


Mr. McCullough reviewed the tradi- 
tional rivalry of the western and south- 
ern producers, asserting that the rate 
from Hattiesburg to Chicago “per thou- 
sand feet” was substantially lower than 
the Portland-Chicago corresponding rail 
rate, and that the realization of the Hat- 
tiesburg mill exceeded, “in substantial 
amount,” the realization of the Portland 
mill. In point of distance, 828 miles from 
the Mississippi point, and 2,209 miles 
from Portland, to Chicago, Mr. McCul- 
lough said that “our business rivals in 
the south have a substantial natural ad- 
vantage over us.” 


He said the southern interests bitterly 
attacked the maximum and asked that 
increases be made on a uniform per- 
centage basis. He also asserted that the 
southern “rivals” wanted western rail 
rate increased, or their reduced, or both, 
to compensate them for disabilities he 
said they admitted in the way of stump- 
age and manufacturing costs. 


For Douglas fir plywood, Mr. McCuli- 
lough said, the industry asked the Com- 
mission in connection with any increase 
it might authorize to specify for all ply- 
wood the same maximum as on lumber, 
and that on Douglas fir stock and mill- 
work any increase authorized be limited 
so that resulting rates might not exceed 
115 per cent of the contemporaneously 
authorized rates on lumber. 


For the log association, Mr. McCul- 
lough urged that the Commission exempt 
from any increase it might authorize on 
logs, pulpwood and pulp chips in the 
Western District, those items moving in 
interstate commerce between points in 
Oregon and Washington. 

John S. Burchmore, for millwork 
manufacturers, supported the idea of 
the same percentage increase or maxi- 
mum on millwork as might be authorized 
on lumber. 


Southern Hardwood 


For the Southern Hardwood Traffic 
Association and the Associated Coop- 
erative Industries of America, J. V. 
Norman said they took the position that 
no increase in freight rates was justified. 
He said witnesses for those interests had 
undertaken to show that if the increase 
was permitted on southern hardwoods 
and on cooperage stock, it would result 


in diversion of the traffic from the rail- 
roads. 


Southern Pine 


A. G. T. Moore, traffic manager, 
Southern Pine Association, dealing with 
contentions of the western lumber pro- 
ducers, said that “our western competi- 
tors can’t get around the fact that it 
cost more for the longer haul from Port- 
land, than for the shorter haul from 
Hattiesburg, Miss.” He said that the 


‘More greatly increased labor and op- 
trating costs” on the longer haul and 
the lesser increased costs on shorter 
Mauls of lumber, could not be eliminated 
M considering what horizontal freight 
Tate increases on all lumber should be 
granted to meet those increased costs. 


Asserting that the proposal to impose 
@ maximum increase on lumber was an 
attempt to equalize competition, Mr. 
Moore cited a number of cases in which, 
he repeated again and again, the Com- 
mission had maintained “the percentage 
principle of increases.” He said that 
the Commission should reiterate its posi- 
tion in those cases, ie., that “freight 
rate increases, if any, granted on lumber 
rates generally should be on a straight 
percentage basis.” 


In the course of his argument, Mr. 
Moore said that “a combination has been 
entered into by the transcontinental 
carriers and our competitors,” adding 
that he thought the Department of Jus- 
tice ought to “look into it.” 

Harry C. Barron, counsel for the west- 
ern carriers, arose to say that “that is 
not a true statement, and I want the 
record to so show.” 


Mr. Moore said with a smile that he 
had, perhaps. laid himself open to Mr. 
Barron’s rejoinder, adding that the latter 
“won’t deny that they have conferred 
together.” Mr. Moore added that “our 
southern lines go along with them,” and 
that this was something “we can’t under- 
stand.” He said that any transconti- 
nental tonnage those lines handled sup- 
planted southern pine tonnage and reve- 
nues. He added that “what influence my 
friends of the transcontinental lines Mr. 
Barron represents have over the south- 
ern lines, I do not know.” He said the 
southern pine interests found themselves 
foresaken by the railroads which, in their 
own interests, should be “our allies”—the 
southern, southeastern and southwestern 
railroads. 


Commissioner Aitchison suggested that 
if the southern pine interests had the 
adjustment they wanted, they might 
have “a little trouble” with the Depart- 
ment of Justice for having a monopoly. 
Mr. Moore said he thought not, adding 
that “we would only have gotten jus- 
tice,” and that “we would have borne 
only our fair share of the increased 
burden of transportation costs.” Asked 
by the commissioner if the effect of what 
he was asking for would exclude western 
lumber from markets, Mr. Moore said it 
would not. He added that “what you 
have given them has enabled them to get 
into our territory.” He said that the 
Commission had given western lumber 
adjustments which had “practically 
driven us out of the market.” At one 
time, he said, southern pine reached 
South Dakota, Iowa, and Nebraska, but 
now western lumber had “run on up to 
Chicago” and into Official Territory. 


Alabama Lumber Group 


A. M. Ribe, for the Alabama Forest 
Products Association, asserted that the 
proposal of the carriers for maxima was 
“camouflage,” covering what he called a 
dual system of rates, by which a smaller 
increase would be placed on western 
lumber than on southern lumber. He 
said that those he represented were not 
appearing to protest any added revenue 
the carriers were shown to need. He 
added that they appeared to protest 
against “an unfair, unjust and discrim- 
inatory method” of providing such added 
revenue needs as might be found in the 
various lumber originating territories. 

He said the proposal for a maximum 
was a method of imposing an 8% per 
cent increase from the Pacific Coast, and 
of 15 per cent from the south. He as- 
serted that the proceeding was primarily 
a revenue case, but added that when the 
carriers attempted to impose different 
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increases on different shippers, and 
brought into the case the question of 
rate relationships and market relation- 
ships, “to that extent they make a rate 
case out of it.” Mr. Ribe said that the 
railroads sought assurance that the Com- 
mission would not suspend any publica- 
tion of rates and that, therefore, the 
full effect of section 15(7) of the inter- 
state commerce act must be considered 
in the proceeding just as if it were a 
suspension proceeding. In answer to a 
question by Mr. Mahaffie, Mr. Ribe again 
asserted that the instant case was in the 
nature of a suspension proceeding and 
that the burden was on the railroads to 
support what they proposed. 


On the question of managerial discre- 
tion, Mr. Ribe asserted that the pro- 
ponents of the maximum had said that 
the carriers’ petition indicated on its 
face the unanimous agreement of the 
Class I railroads that that was a just 
and reasonable method of making the 
increase on lumber. Following this, he 
said, the proponents said that the Com- 
mission had nothing to do with the sit- 
uation, since “they are exercising man- 
agerial discretion.” 


Mr. Ribe said that he would like to 
“unmask the fiction that this is the 
managerial discretion of all the Class I 
railroads.” He said the Commission 
knew, if it had heard the testimony and 
cross-examination of witnesses, that the 
Official Territory and the Southern lines’ 
agreement “was obtained under duress,” 
adding that their agreement had been 
obtained “by an ultimatum from the Pa- 
cific Coast lines.” 

In closing his argument, Mr.. Ribe 
said that, if there were to be maxima, 
that applied on rates from the south 
should be proportionate with that ap- 
plied on rates from the Pacific Coast. 
He suggested that if the maximum from 
the Pacific Coast was 10 cents, the pro- 
portionate maximum from the south 
would be 4 cents, and if the maximum 
from the Pacific Coast was of a different 
amount, the ratio of four to ten should 
be preserved in setting a maximum from 
the south. 


Mahogany Lumber 

C. Eugene Fowler, on behalf of the 
Mahogany Association, Inc., said that the 
mahogany group did not oppose such 
increases in rail revenues as the carriers 
might prove they required, ‘but that “we 
do protest unfair apportionment of their 
need for increased revenues as between 
the various woods.” He asserted that, 
beginning with Ex Parte 123, mahogany 
had taken the full percentage increases 
“with no stops.” He said the Commission 
was urged not to allow any increase in 
rates on mahogany until the cumulative 
increases “on all competing woods have 
caught up with us.” 


Canning Interests 


Speaking for the Canned Goods Ship- 
pers Conference, the members of which, 
he said, had canneries all over the 
country, W. Y. Wildman asserted that 
the canned goods industry was the fifth 
most important to the rails, ranking 
after only coal, grain, lumber, and manu- 
factured steel. 

He said it was the position of the 
conference that the Commission should 
not permit any increase in the rates on 
canned goods “in this proceeding.” He 
said the conference took no position as 
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to whether or not the railroads had 
shown need for additional revenues to 
maintain adequate and efficient trans- 
portation, but that no increase should be 
made on canned goods “because the rates 
as proposed to be increased will result 
in a diminution rather than an increase 
in the carriers’ revenues.” 

Mr. Wildman added that there was no 
opposition to increases on inbound prod- 
ucts, provided that increases generally 
were authorized. 

For the traffic committee of the North- 
west Canners Association, William P. 
Ellis said that the committee took no 
position as to whether or not the car- 
riers had justified any increase. How- 
ever, he added that “we do urge that 
no increase be permitted on canned 
goods, at least on the products we are 
packing.” He contended that no in- 
crease had been justified, particularly 
by the transcontinental railroads. He 
further asserted that percentage in- 
creases in the past had disrupted rate 
and market relationships, excluded west- 
ern canners from established market, 
and resulted in an actual reduction in 
rail revenues. 

Further increases in freight rates, he 
asserted, would “become disastrous to 
the canning industry of the northwest.” 

He said that shippers of canned goods 
had not had treatment comparable to 
other long-haul shippers, particularly 
shippers of fresh fruit and vegetables. 
He also asserted that the shippers on 
the Pacific coast had been in negotiation 
with the Pacific coast freight bureaus 
for rates that would “keep them in a 
competitive relation in established mar- 
kets,” but without effect. 


California, Utah Canners 


The Canners League of California, and 
the Utah Canners Association, saw “eye 
to eye” with Mr. Wildman on the point 
that there should be no increase in 
canned goods rates, said Irving F. Lyons. 
He added that the ex parte increases, 
“compounded one on another,” has dis- 
rupted long-standing rate relationships. 
He added that “every time you grant an 
emergency rate increase the rails ask 
for—and there has been an emergency 
since 1946—you disrupt our relationship 
with our competitors.” 

When he asserted that some western 
canners had established plants in the 
eastern part of the country, and some 
eastern canners had established plants 
in the Pacific Coast area, Commissioner 
Mitchell asked if that was not good busi- 
ness. Mr. Lyons replied that it was good 
business for the large canner, but not 
for the small canner. 


Mr. Lyons said that hold-downs should 
be applied to canned goods. 


He also asserted that heavy loading 
service orders had given the carriers a 
“windfall” in the way of revenue, but, 
he added, the western carriers “are so 
greedy they are willing to risk killing 
the goose that lays the golden eggs.” He 
asserted, under questioning from the 
bench, that heavy loading brought more 
revenue to the carriers, and Commis- 
sioner Knudson added the suggestion 
that such loading also made cars avail- 
able for other lading. 

Wilbur La Roe, Jr., for the American 
Paper & Pulp Association, while saying 
that he did not take the position that 
the railroads did not need added revenue, 


cited net railway operating income, the the interim.” 


amount of money available to the rail- 
roads for the payment of fixed charges, 
and increased efficiency, as indicating 
that “there is as yet no emergency need 
that must be quickly met.” 

“T am asking you very seriously to 
avoid, to the extent that it is possible, 
predictions and prophecies as to railroad 
earnings, and to use as your guide the 
actual facts as to earnings,” Mr. La Roe 
said. “With our controlled economy and 
with the prices of industrial products in 
such a strait jacket, it is of the utmost 
importance that there be no guessing as 
to what the railroads need, but the same 
careful adjudication based on facts which 
Your Honors made in connection with 
the interim increase. The railroads are 
sufficiently strong for you to take time 
for adjudication and industry generally 
finds itself in such a strait jacket that 
it can only make an earnest plea against 
any increases that are not demonstrated 
to be needed by actual operating results.” 

Mr. La Roe said that an increase of 
one per cent means “between six and 
seven million dollars for our industry,” 
and that it was not known to what 
extent the Office of Price Stabilization 
would require any authorized increase 
to be absorbed by the industry. The ex- 
tent of the inflationary pressure of an 
increase, he said, would depend on the 
extent to which industry would be re- 
quired to absorb the added costs. 


Clay Products, Fertilizer 


John T. Money appeared for producers 
of clay products and fertilizers. 

For the Structural Clay Products In- 
stitute, for brick and tile manufacturers 
of the southwest, and for the National 
Fireproofing Co., Mr. Money asserted 
that no further increases should be au- 
thorized on brick and clay products, be- 
cause those products had been meeting 
the competition of locally-produced com- 
modities, and because further increases 
would divert the traffic to other trans- 
portation agencies. He said that every 
ex parte increase had extended the truck 
movement of those products and that, 
when southwestern railroads reduced 
rates, they had retrieved traffic. 

Speaking for the National Fertilizer 
Association, Mr. Money said it was the 
position of the association that there 
should be no further increases in the 
rates on fertilizer, fertilizer materials, 
phosphate rock, or sulphur. Mr. Money 
asserted that while the consumption of 
fertilizer in the United States had in- 
creased 14.7 per cent, 1950 over 1948, 
railroad freight revenue on fertilizer and 
fertilizer materials had decreased 11.8 per 
cent. 

If there was any increase granted, Mr. 
Money asked that the Commission “put 
a top on any increases, particularly on 
long-haul traffic.” 


R. O. Youngerman, general traffic 
manager, Mason City Brick & Tile Co., 
and affiliated companies, concurred in 
Mr. Money’s remarks as they applied to 
rates on structural and farm drain tile. 
He asked the Commission, in any order 
it issued, to provide that the rates on 
drain tile should not exceed the brick 
rates by more than one cent a hundred- 
weight. 

Wilmer A. Hill spoke for 25 manufac- 
turers of clay products. Prior to the in- 
terim increase in Ex Parte 175, he said, 
inbound materials had had dispropor- 
tionate rate increases. He said that they 
should not be subjected to any further 
increase “over and above those prior to 
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Mr. Hill said that as the 
density of fire brick had been increased 
the rates had been increased, and that, 
while face brick density had been de- 
creased by boring holes in the brick, the 
rates had been increased much less than 
on fire brick. He said further increases 
would increase diversions although, he 
added, the industry preferred to ship 
by rail. 


Excelsior, Sulphuric Acid 


C. R. Hillyer, for the American Ex- 
celsior Corporation, manufacturers of 
wood excelsior and wood excelsior pads, 
saying that it was time to “stop this 
whittling away of rail revenue” by nine 
horizontal increases he said had been 
granted in recent years, asserted that, 
not only were damage claims on the ex- 
celsior small, but that its use cut down 
damage claims on other commodities. 

Mr. Hillyer said there was no railroad 
emergency at this time and that “the 
opportunity is now presented to the Com- 
mission to take time out and consider 
the extreme hardship that these cumu- 
lative increases have brought the in- 
dividual industries such as the excelsior 
product industry.” 

He said that higher rates had caused 
localization of competition, resulting in 
the closing down “of some 26 plants” 
dependent on the railroads, and he added 
that “we have been compelled to close 
six.” He also said that increases since 
1946 had increased the discrimination 
in favor of corrugated packing covers 
by 300 per cent, adding that “there is no 
single commodity before you on this 
record that has been more victimized by 
these successive increases than wood 
excelsior pads.” 

L. D. Smith, for Consolidated Chemical 
Industries, Inc., making sulphuric acid, 
said that the producers in the south- 
west were being discriminated against 
because southeastern shippers had a 
lower scale of rates. He asked that there 
be no increase permitted in rates on 
sulphuric acid. 

As to feeding bone meal, the competi- 
tors of which, he said, included phos- 
phatic rock, Mr. Smith asserted that the 
bone meal had received “full increases” 
while the phosphatic materials were 
moving from Florida to the Pacific 
Coast “under the benefit of maxima on 
fertilizers.” He asked that no increase 
be permitted on feeding bone meal, or 
that no greater increase be permitted 
than on the competing commodities. 
He also objected to increases in the rates 
on animal charcoal, or on glue and glue 
stock. 


Concrete Slabs 


William A. Disque presented argument 
for various producers of concrete slabs, 
which he said were used in the construc- 


tion of large buildings, principally for | 


flooring and roofing. 


He said that those protestants did not 
want any increase on concrete slabs, but © 


that if a percentage increase was found 
necessary for traffic “in general, they 


asked for a hold-down “at once on con- | 


crete slabs.” The slabs, he said, were 4 
low-grade, heavy-loading commodity, on 
which freight charges were a very large 
part of the delivered price. 


Destruction of rate relations by per- | 


centage increases, Mr. Disque said, was 
a very serious thing, as a difference in 
freight rate between competitors had to 
be absorbed, if a long-haul shipper was 
to compete with a short-haul shipper. 
He also asserted that freight rates were 
getting higher than the traffic could bear, 
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and he added that some manufacturers 
had built branch plants to meet compe- 
tition of other producers. 

He asserted that heretofore, in general 
increase cases, the Commission had “pro- 
tected the competitive relations” among 
those producers by hold-downs. Only 
shippers of high-grade commodities, or 
shippers who had a monopoly of short- 
haul business and did not want shippers 
from a distance coming into their terri- 
tories, were in favor of straight percent- 
age increases, he said. 

Mr. Disque suggested the following 
hold-downs: One cent a 100 pounds if 
the general increase was 15 per cent; 
three-quarters of a cent if the general 
increase was 10 percent; and one-half 
cent if the general increase was 5 per 
cent. 


Cement 


The Ash Grove Lime & Portland Ce- 
ment Co., and the Monarch Cement Co., 
producers of cement with mills in Kan- 
sas and Nebraska, asked, through C. E. 
Childe, that the Commission disapprove 
any increase in cement rates. 


Mr. Childe said it was the position of 
those companies that any further in- 
crease in cement rates had not been 
justified and that it would contravene 
“all the three requisites of section 15-a; 
in that it would prevent the traffic from 
freely moving; it would not provide ade- 
quate transportation service at the low- 
est possible rates; and it would not give 
the carriers any additional revenues 
needed to provide adequate transporta- 
tion—on the contrary it would reduce 
their revenues.” 


He asserted that a percentage increase 
in rates would be especially burden- 
some because it would prohibit longer- 
haul movements in competition with 
shorter hauls, “and would therefore be 
ruinously prejudicial to the longer-haul 
cement shippers.” Mr. Childe added that 
if any increase in cement rates what- 
ever should be authorized, it should ‘be 
a flat, and not a percentage, increase. 


Railroad Rebuttal 


When E. H. Burgess, general counsel 
for the railroads, stepped to the lectern 
to make the railroads’ rebuttal argument, 
Commissioner -Aitchison said that, in 
every one of “these cases I have had 
the honor of hearing” there was an 
undertaking by the carriers that, if 
granted the increases, they would put 
them in. He: asked if there was such 
an undertaking “on this record.” 


Mr. Burgess replied that there was. 
He said that the undertaking was con- 
ditioned by the realities of the situa- 
tion which, he added, the Commission 
Well knew at times required changes 
in the rates. He added that it was the 
intention of the carriers, if permitted, 
to publish the proposed rates, with the 
exceptions set forth in their amended 
petition. 

Mr. Burgess said that the increase of 
more than a billion dollars in railroad 
operating expenses incurred since the 
fall of 1949, and primarily since January 
1, 1951, had not been disputed, but that 
the consequences of that increase were 
disputed. He said it was the position of 
the opposition that the increased costs 
Could be absorbed by the volume of 
traffic “in sight,” and by the increase in 
Operating efficiency. Mr. Burgess said it 
Was a great compliment to say that the 
Tailroads could absorb almost one bil- 
lion of new expenses this year, but added 
that it would involve “doing something 
that no other industry in America has 





done, and no other industry in America 
has been asked to do price-wise.” 


Mr. Burgess said that, to sustain their 
position, the opposition had rewritten the 
railroads’ estimate of expenses, revenue, 
and traffic. In a detailed criticism of 
estimates, which he called statistical 
computations, offered by the other side, 
Mrs. Burgess asserted that the methods 
followed, to which he objected, resulted 
in an understatement of maintenance ex- 
penses, and an overstatement of ton- 
miles, which resulted in a showing of in- 
creased operating revenue. 

Mr. Burgess asserted that no one in the 
entire case had said that $757 million 
earnings estimated for 1951 operations 
at April 1 rates and expenses was enough 
to “run” the carriers. He added that 
no one had said that the $1,226 million 
as estimated for a constructive year un- 
der the proposed increase was too much 
to run the American railroads. If those 
figures were reliable, he added, “we have 
a situation where what we have is not 
claimed to be enough, and what we pro- 
pose has not been claimed to be too 
much.” 

Commissioner Mahaffie asked if it 
would not be necessary to take into con- 
sideration the $265 million “other in- 
come.’”. Mr. Burgess said that even then 
“you still have an industry not in line 
with the other industries of this country.” 
He said it was an industry dependent 
for its existence on what it earned. 
There were some railroads, he added, 
which had substantial additional non- 
operating revenues, but that this was 
not a characteristic of the entire indus- 
try. 

At one point Commissioner Knudson 
asked whether or not the carriers agreed 
with the 687 billion ton-mile figure of- 
fered in support of the car-building pro- 
gram by the Defense Transport Ad- 
ministration, of which the commissioner 
is administrator. Mr. Burgess replied 
that that was not a railroad estimate. 
He added that it was “an outside esti- 
mate” and useful in getting an adequate 
supply of steel. As to the unit basis of 
expenses, which Mr. Burgess said the op- 
position had charged the railroads with 
ignoring, he asserted that that basis, 
instead of breaking down, supported the 
railroads’ contention, that the rise in 
operating expenses had been more 
rapid since 1939 than the rise in the 
revenue side on the same unit basis. 


In connection with detailed criticism of 
the estimates of the opposition, Mr. Bur- 
gess asked that five pages of his argu- 
ment be copied into the record without 
being read. Charles J. McCarthy, coun- 
sel for the Tennessee Valley Authority 
and appearing in argument also for 
General Services Administration, ob- 
jected to having the pages copied in. 
Chairman Splawn said they might be 
copied in, as they were merely an exten- 
sion of the arguanent Mr. Burgess was 
making. 

Rate of Return 


In a colloquy with the bench on the 
subject of rate of return for the rail- 
roads, Mr. Burgess was asked if the 
Commission could countenance a 5.21 per 
cent rate of return when there was 
a spiral of inflation in the country. A 
differentiation was also made from the 
bench between court cases and utility 
regulatory proceedings in which rates 
of return for individual companies were 
approved, and a rate of return for the 
railroads as an industry. Mr. Burgess as- 
serted that there were sufficient cases 
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in which regulatory bodies had fixed rates 
for individual utilities to establish some- 
thing in the neighborhood of 6 per cent 
as a proper return for the utilities as an 
industry. He also asserted that, under 
the national transportation policy, the 
Commission must consider the railroads 
as a whole. The instant proceedings, he 
said, involved the issue of whether or not 
the industry as a whole might have, as 
the national transportation policy di- 
rected, revenues “to keep it adequate.” 


Mr. Burgess said he did not think there 
was any railroad in the country making 
an excessive rate of return which com- 
pared with other regulated utilities. 

Referring to a comment by Mr. Mc- 
Carthy that, in the language of the Ten- 
nessee hills, the railroads were “not 
hurtin’,’” Mr. Burgess asked if the rail- 
road industry must be damaged before it 
could come to the Commission and seek 
to preserve itself in a state of economic 
health. 


Quick Decision Asked 


Mr. Burgess had offered the commis- 
sioners a sheet showing the net working 
capital of the Class I railways. Net 
working capital was defined as represent- 
ing current .assets, excluding materials 
and supplies, minus current liabilities. 

As of June 30, 1950, the total was 
shown as $739,297,181, rising to a high 
of $881,632,706 on September 30, 1950, 
and falling at the end of each month 
until it stood at $584,168,864 at the end 
of April, 1951. 


After dealing with the opposition of 
the coal industry, and asserting in an- 
swer to a question from the bench that 
protective service charges, as part of the 
cost of transportation, should also be 
increased, Mr. Burgess said that, “on 
balance,” the railroad industry, “one of 
the most vital, if not the most vital,” 
was earning less than other industries. 
Observing that the other side was asking 
a delay in granting an increase, Mr. 
Burgess said that, if the Commission did 
grant the increase, “the only risk you run 
is that this industry will have a chance 
to earn something nearer a reasonable 
return than it now does.” 

He added that, if the Commission de- 
nied the increase, “you run the risk that 
the industry will be weakened at a time 
when it ought to be made strong—you 
run.a risk that the inadequate reserves 
will be drained away.” Great and power- 
ful as the country was, Mr. Burgess as- 
serted, there was one thing it could not 
afford—a weak transportation system. 

“My plea,” he concluded, “is that you 
do not take that risk; that you balance 
the equities, and I ask for your early 
decision, and for its announcement as 
soon as it is reached, even in advance 
of the issuance of a report.” 


DEFENSE 
TRANSPORTATION 


N.P.A. Estimates Fourth 


Quarter Freight Car Volume 


The National Production Authority 
said, July 12, that steel allocations made 
in the third quarter should be sufficient 
for the production in the fourth quarter 
of about 26,000 freight cars and 2,500 
tank cars (T.W., July 14, p. 23). 

The N.P.A. said that this was as close 
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to the proposed production of 10,000 
cars as the short steel situation would 
permit. 

The agency said that the construction 
of new freight cars was requiring about 
200,000 tons of steel a month, adding that 
freight car building took large quantities 
of “wide steel plate,” which it said was 
very short in supply. It said that brass 
and alloy steel were also extensively used 
and were also “in very short supply.” 
Since substitutions were in most cases 
impossible, the N.P.A. said, freight car 
production would continue to be geared 
to the available supplies of steel. 


It said production this year had been 


as follows in cars of all types: January, 
5,949; February, 5,842; March, 7,011; 
April, 8,274; May, 9,774, and June 9,644. 

The N.P.A. said that steel supplies 
were expected to be sufficient to permit 
freight car construction to continue dur- 
ing the third quarter at “the near-10,- 
000-per-month-level.” 

After explaining that a 90-day lag 
occurred because of the practice of mak- 
ing up sufficient “sets” of component 
parts before assembling the complete car, 
the N.P.A. said that steel shipments 
received in the third quarter would not 
show up as freight cars until the last 
quarter. It said production of freight 
cars was an important program, and 
that, in addition to “set asides,” of 
steel, producers were receiving spot as- 
sistance from N.P.A. to insure an or- 
derly flow of production. 





Knudson to Answer House Committee 


Criticism of D.T.A. ‘Task Groups’ 


Defense Transport Administrator to Give ‘Monopoly Power’ Unit 


His Views About Alleged Violation of Law in Using ‘Task Forces,’ 
Including Trade Association Men, Instead of Advisory Committees. 


Administrator Knudson, of the De- 
fense Transport Administration, was 
prepared to give a House subcommit- 
tee his answer, in a hearing the night 
of July 18, to allegations that D.T.A.’s 
use of industry “task groups” was un- 
lawful and that designation of trade 
association executives as members of 
such groups was improper, but was 
advised the morning of July 18 that 
the subcommittee would hear him at 
a later date. 


The hearing had been scheduled by 
the subcommittee on monopoly power of 
the House judiciary committee. Repre- 
sentative Celler, of New York, is chair- 
man of the full committee and of the 
subcommittee. 


Criticism of the use of so-called “task 
groups” or “task forces” by the D.T.A. 
to assist it in its dealings with the dif- 
ferent transport industry segments rep- 
resented by those groups was expressed 
by some members of the Celler subcom- 
mittee and of its staff in the course of 
a hearing in which H. Graham Morison, 
Assistant Attorney General in charge of 
the Justice Department’s anti-trust di- 
vision, voiced objections to inclusion of 
trade association executives on “task 
groups” or business advisory committees 
set up to advise “emergency” agencies 
of the federal government. 

Much of Mr. Morison’s testimony dealt 
with the railroad transport task group of 
the D.T.A. and with the fact that Caleb 
R. Megee, vice-chairman of the car serv- 
ice division of the Association of Ameri- 
can Railroads, and William F. Betts, 
assistant to the chairman of the A.A.R. 
car service division, were members of 
the task group. (Mr. Megee is chairman 
of that group, and Mr. Betts is its sec- 
retary.) 


Origin of Task Groups 


The railroad transport task group as- 
sociated with the D.T.A. was set up by 
the National Security Resources Board, 





together with four other task groups for 
other transportation industries, about 
two years ago, with Commissioner J. 
Monroe Johnson, of the I.C.C., as general 
chairman of the five groups. His report 
on the work done by those groups for 
the N.S.R.B. was submitted to that 
agency about a year ago. After the 
D.T.A. was created, its administrator, 
Commissioner Knudson, saw a possibility 
that the N.S.R.B. transport task groups, 
which had not been disbanded, might 
prove useful to the D.T.A. The rail 
transport task group comprised about 30 
men, including some shipper representa- 
tives. According to its officers, this group 
has held no meeting since its services 
in connection with the D.T.A. program 
were requested. Minutes of a meeting 
of another of the former N.S.R.B. task 
groups now allied with the D.T.A., held 
May 25, 1951, were placed in the record 
of the “monopoly power” subcommittee 
hearing by E. Ernest Goldstein, of coun- 
sel for the subcommittee. The minutes 
were identified as those of a meeting 
of the “task group for warehousing and 
storage at the D.T.A.” 


In the course of Mr. Morison’s testi- 
mony, Mr. Goldstein submitted for the 
hearing record a list of the rail trans- 
port task group members. He said that 
“the first two people listed, the chair- 
man, Mr. Megee, and the secretary, Mr. 
Betts, are indicated there by their rela- 
tionship to the Association of American 
Railroads . . . whereas .. . other per- 
sons ... on this list . . . are all listed 
in terms of affiliation with a particular 
railroad or other industrial companies.” 


Views on Trade Association Men 


Representative Willis, of Louisiana, 
asked Mr. Morison to explain “the differ- 
ence in philosophy and the desirability 
of the employment (in government serv- 
ice) of a president of a corporation and 
the non-employment of trade association 
employes.” Mr. Morison’s answer in- 
cluded the following: 

“. . . People coming in from industry, 
a man who comes from a corporation, if 





he has a loyalty in private life, that fol- 
lows him into the government service 
and that is a lcyalty to that company. 
But a trade association man represents 
an entire industry and probably if he 
is a human being he listens to the domi- 
nant element of that industry. Therefore, 
he has ties that may cloud his judgment, 
remembering that he, in normal pro- 
cedure, will go back to his former as- 
sociation and he would certainly prefer 
to minimize anything in his government 
career that would be considered by the 
dominant members of that industry as 
having been detrimental to them. So... 
if I had the choice between selecting 
a man who had a wide experience in a 
particular industry, competing in that 
industry with others, and a trade as- 
sociation executive, I would take the men 
from industry... ” 


Representative Keating, of New York, 
asked Chairman Celler whether he felt 
that a railroad industry advisory com- 
mittee in the government would get a 
better administration “if you had the 
president of the Pennsylvania Railroad 
or the New York Central Railroad 
or the B. & O. Railroad or some other 
railroad at the head of it.” Chairman 
Celler said his position was that em- 
ployes of the trade association should be 
excluded completely. 

“I am advised, and I know from my 
experience in World War II,” said Mr. 
Morison, “that trade association execu- 
tives actively sought and proselyted to 
get themselves on industry committees. 
On the contrary, individual members of 
industry felt that it was patriotic duty 
and they had to be called. ‘There is 
nothing improper in that, but trade as- 
sociation executives in the general nature 
of the programs of their associations 
saw the importance for their organiza- 
tion in being an integral part. 

“T do not think that is what we are 
looking for in the advisory process.... 
I cannot throw off my experience in 
anti-trust of the great difficulty we have 
had in the trade association scheme of 
things. Thirty per cent of our suits, 
our complaints, are from trade associa- 
tion activities. So I take a rather 
skeptical view of it.” 


Anti-Trust Action Possibility 


Mr. Goldstein referred to minutes of 
a D.T.A. group meeting held in October, 
1950, showing, he said, that certain men 
from private industry who had agreed to 
perform service for the government with- 
out compensation—called “WOC” men— 
had taken “an oath as WOC consultants 
of the Defense Transport Administra- 
tion.” He suggested that, “by swearing 
in the chairmen of the task groups, WOC 
personnel, after the task group had been 
formed,” the D.T.A. was evading a Jus- 
tice Department “regulation” with re- 
spect to employment of “WOC” person- 
nel. 

“This agency, by taking this tack, has 
subjected those people to the possibilities 
of anti-trust prosecution,” said Mr. Mor- 
ison. 

Under questioning, he elaborated on 
that assertion as follows: 

“TI mean that in the arrangement that 
they had before they adopted this advice 
obviously they were not complying with 
the spirit and intent of our basic and 
minimum requirements for industry com- 
mittees, and their attempt to comply in 
such a way, which appears to be a sub- 
terfuge, did not insulate them any fur- 
ther . . An industry committee that 
conforms to the requirements that we 
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have set out, those members, unless they 
go beyond those requirements, certainly 
are protected in what they do for the 
government, but if in the establishment 
of industry committees these minimum 
requirements are not followed ... (and) 
from that there should flow combina- 
tions, agreements in restraint of trade, 
they could not claim the protection. 


‘Task Groups’ Called Unauthorized 


“I wonder,” asked Mr. Goldstein, “if 
you could tell us if there is any actual 
authorization for these advisory bodies 
—so-called task groups or forces?” 

“There is not, sir,” said Mr. Morison. 
“_. . We have disapproved the use of 
task forces. Our approach to the prob- 
lem has been this, that wherever a situa- 
tion is so grave and so urgent that only 
the so-called task force could do that 
which is necessary, it is the kind of thing 
that should be on a basis of consulting 
with the (Justice) Department and we 
will give them as quick attention as the 
needs require, but we feel as any gen- 
eral proposition there is a slackening of 
these minimum standards and have in- 
dicated that the task force approach is 
basically wrong.” 


Mr. Goldstein then quoted some pas- 
sages from a document he identified as 
one “dated June 4, 1951, from the De- 
fense Transport Administration, headed 
‘Advisory Bodies,’” which included the 
following: 


“By special arrangement with the 
transportation office, National Security 
Resources Board, the Defense Transport 
Administration obtained the right to di- 
rect access to the task groups for domes- 
tic transport and storage for the areas 
of responsibility assigned to D.T.A.... 


“As a matter of policy, these task 
groups and the sources of information 
available to them will be utilized when- 
ever practicable in preference to the es- 
tablishment of new advisory bodies. 
Generally speaking, however, these task 
groups are not necessarily so constituted 
as to qualify as ‘business advisory com- 
mittee,’ and they will not be so utilized.” 


‘Grievous Violation’ 


Mr. Morison, asked to comment on 
that, said he thought it was “a very 
grievous violation.” 


“Task forces are very bad instruments 
of government policy and help,” he con- 
tinued. “Why? Because you select, pre- 
sumably from a competitive industry, 
members from among the competition 
and you cloak them with government 
power without government countercheck 
on what they do. And you let them 
embark upon programs of their own 
Making to gather facts, to walk into 
the office of their competitor and to see 
the production figures and even the 
know-how—you permit them to meet 
without the government participating 
at all, anywhere in the United States 
... An industry advisory committee gives 
the government all of the information it 
heeds. The representatives of the gov- 
fmment can get the facts that they 
heed.” 

Representative Keating received af- 
frmative answers from Mr. Morison 
When he suggested that the Attorney 
General, “very properly,” feit that D.T.A. 
- violating the law in adopting task 
orces. 


_Mr. Goldstein submitted for the hear- 
Ing record a document he described as 
‘the agenda of the shippers advisory 
committee of the Defense Transport Ad- 
ministration for Tuesday, April 24, 1951,” 


and quoted items 4, 5 and 7 of the agenda, 
as follows: 

“4, Practicability of organizing the car 
efficiency committees of the Shippers Ad- 
visory Boards to ‘police’ the ‘ten points’ 
(the 10-point programs for railroads and 
shippers propounded by Administrator 
Knudson) as applied to shippers and re- 
ceivers.” 

“5. Need for a ‘ten point’ code for ap- 
plication to the trucking and water car- 
rier industries.” 

“7, Results obtained from high demur- 
rage orders. Suggestions for changes to 
bring about greater efficiency in use of 
freight cars.” 


Criticism of Agenda 


Mr. Goldstein said he particularly 
wanted to underscore the words, “results 
obtained from high demurrage orders,” 
adding that “that, of course, relates to 
pricing.” He asked Mr. Morison whether 
he would “consider this type of agenda 
in line with the advisory nature of an 
advisory committee.” 

“No, sir,” said Mr. Morison, “I think 
what you have read answers itself. That 
is not advisory.” 

“JT think,” said Representative Keat- 
ing, “we ought to get the head of this 
D.T.A. up here and have him explain 
why he is apparently paying no attention 
to the laws that the Congress wrote. If 
he does not agree with it, he ought to 
come back and ask that changes be made 
instead of ignoring it and going ahead 
and acting as if he had the authority to 
write the law and administer it both.” 

“Certainly, if they intend to put into 
effect a ten-point code, that is certainly 
a question of policy, is it not?” Chair- 
man Celler suggested. 

“It certainly is, sir, and codes have 
other serious implications,” said Mr. 
Morison. 

Chairman Celler suggested that if the 
shippers advisory committee did any- 
thing on demurrage charges, that was 
“a question of pricing” and was “policy,” 


and that if it acted to hire a shippers’ ~ 


representative for the D.T.A., “that surely 
is policy.” 


Warehousing Task Group Meeting 


Mr. Goldstein brought to Mr. Morison’s 
attention, and submitted for the hearing 
record, the following paragraph that, he 
said, had been taken from “the notes on 
discussion” at a meeting of the D.T.A. 
task group for warehousing and storage 
held May 25, 1951: 

“The chairman then discussed the 
policy of the warehousing and storage 
division in respect to the granting of 
defense expansion loans under the na- 
tional production act of 1950. He stated 
that insofar as such expansion loans for 
the construction of warehouses of all 
kinds were concerned, the policy of the 
division was that these loans should 
be approved only in case of very ex- 
ceptional need and that no such cases 
of extreme urgency had arisen to date. 
He said it was his opinion that, while a 
general shortage of warehousing space 
on a national basis is recognized by 
D.T.A., it was believed that such short- 
ages could be overcome through the use 
of private capital without requiring such 
a loan by the government, provided en- 
couragement were given in the form of 
accelerated tax amortization and assist- 
ance lent in obtaining critical materials. 
He further stated that it was possible that 
some few isolated cases might present 
problems that could not be solved through 
the use of private capital, but this will 
probably be a rare circumstance. Mem- 





53 


| DEFENSE TRANSPORTATION 


bers of the task group concurred in this 
policy and stated their belief that such 
defense loans should be unnecessary 
insofar as the warehousing industry is 
concerned. It was further recommended 
that the above stated policy be contin- 
ued.” 

Mr. Goldstein inquired whether Mr. 
Morison regarded the quoted paragraph 
as the type of discussion that “should 
be carried on by a warehousing task 
group.” 

“I certainly do not,” said Mr. Morison. 
“I think it would be proper for them to 
discuss what warehousing facilities there 
were, but the policy of how you should 
treat with that is certainly not a thing 
that you leave to the industry to discuss.” 





O.P.S. Acts to Preserve 
‘Historical Balance’ of 
Traffic, Water v. Land 


Price regulation amendments that, 
it says, have been requested by the 
Defense Transport Administrator so 
as to prevent an upset of “the his- 
torical balance between water trans- 
portation and land transportation” 
have been issued by the Office of 
Price Stabilization. 


The actions by the O.PS. are identified 
as amendment 5 to its ceiling price regu- 
lation 15, “Ceiling Prices of Certain 
Foods Sold at Retail in Group 3 and 
Group 4 Stores”; amendment 4 to ceiling 
price regulation 14, “Ceiling Prices of 
Certain Foods Sold at Wholesale,” and - 
amendment 4 to ceiling price regulation 
16, “Ceiling Prices of Certain Foods Sold 
at Retail in Group 1 and Group 2 
Stores.” Each amendment bears the 
heading, “Computation of Transportation 
Charges in Connection With Shipments 
by Water,” and each bears the effective 
date of July 18. 


In an explanatory statement, the 
O.P.S. said that, under the three ceiling 
price regulations affecting food sales, 
the wholesaler or retailer must compute 
a “net cost” as the basis for figuring his 
ceiling prices and that, in computing 
this “net cost,” he was allowed to add 
the transportation charges he paid ex- 
cept the charges for local trucking and 
local unloading. 


“A substantial segment of the trans- 
portation costs on shipments by water,” 
said the O.PS., “consists of certain in- 
cidental costs including local hauling 
and local unloading. Local hauling and 
local unloading are an important cost 
factor in every case of shipment by 
water because practically no food whole- 
saler or retailer operates a dock in con- 
junction with its warehouse, whereas 
most food wholesalers and many large 
food retailers have railroad sidings. 
Prior to these amendments, local truck- 
ing and local unloading could not be 
added to ‘net cost’ as part of the trans- 
portation charges whether by water or 
land transportation. 

“The Administrator of the Defense 
Transport Administration has advised 
the Director of Price Stabilization that 
this will tend to result in a diversion 
of shipments and foodstuffs from water 
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carriers to carriers by rail. This diversion 
would upset the historical balance be- 
tween water transportation and land 
transportation. The Administrator of 
the Defense Transport Administration 
has, therefore, recommended that 
amendments be made to CPR’s 14, 15 
and 16 so that the normal relationship 
between water and land carriers may be 
maintained. Accordingly, these amend- 
ments provide for allowance of all costs 
incidental to shipment by water except 
costs of loading at shipping point into 
the car or truck that takes the goods 
to the dock, segregation charges, and 
costs of unloading at receiving point 
from the car or truck that takes the 
goods from the dock. Those loading and 
unloading costs and segregation charges 
are not separately allowed for when ship- 
ment is by rail or truck... .” 





Lane to Be Acting Head 
Of D.T.A. Port Division 


Defense Transport Administrator 
James K. Knudson has announced the 
resignation of Elmo E. Ferrari as direc- 
tor of the D.T.A. port utilization division, 
effective July 16. 

The position of director of Port Uti- 
lization would not be filled at present, 
he said, adding that Mr. Ferrari’s activ- 
ities would be carried on by Andrew F. 
Lane, as a consultant and as acting 
director of the port utilization division, 
beginning July 16. 

Mr. Lane came to the D.T.A. from the 
Office of Price Stabilization, where he 
was chief of the storage and terminal 
facilities section. Following his earlier 
railroad experience with the Boston & 
Maine, Mr. Lanc became general man- 
ager of the Boston Port Authority in 1941. 

He was co-author of the Lane-Peterson 
Plan which was the basis of the Massa- 
chusetts law creating the new Port of 
Boston Authority, and was assistant di- 
rector of the Authority from 1945 to 
1947, the announcement said. From 1947 
to 1951 Mr. Lane was president of the 
Clark Terminals Co. of Boston, steve- 
dores and warehousemen. He is a resi- 
dent of Newton Highland, Mass. 

Mr. Ferrari, who came to D.T.A. on 
March 30, 1951, will return to his posi- 
tion as director of the Port of Stockton, 
Calif., from which he was on leave of 
absence. 





Scrapped Locomotives 
Furnish Needed Steel 


By breaking up 336 retired locomotives, 
U. S. railroads moved 6,553 tons of des- 
perately needed iron and steel scrap to 
the nation’s mills and foundries in May, 
the National Production Authority, has 
announced. 

“Four railroad companies were re- 
sponsible for providing more than 175 
per cent of the 6,553 tons of scrap,” 
it said. “The Pennsylvania Railroad 
scrapped 71 locomotives, the Louisville 
& Nashville 70, the Delaware & Hudson 
62 and the Baltimore & Ohio 56. Twenty- 
six other companies also participated. 

“This effort by the railroads is part of 
a concerted industry-wide campaign to 
keep scrap flowing to the mills and 








foundries in behalf of defense produc- 
tion. 

“In 1950 the steel industry used 29.5 
million tons of scrap to produce nearly 
97 million ingot tons of steel. This year 
the industry will need 36 million tons of 
iron and steel scrap to produce an esti- 
mated 110 million ingot tons of steel.” 





California Needs No Coal 
‘Stockpiling,’ D.T.A. Told 


Replying to a request from Defense 
Transport Administrator Knudson that 
he urge his constituents to “lay in the 
winter’s supply of fuel now during the 
summer months,” Representative Hin- 
shaw, of California, has written that it 
would be “a bit difficult” for his con- 
stituents to accept that suggestion be- 
cause they “all burn gas or use elec- 
tricity for heating purposes.” 


In an extension of his remarks in the 
appendix of the July 13, issue of the 
Congressional Record, Representative 
Hinshaw reproduced the text of Ad- 
ministrator Knudson’s letter to him 
about early purchase of fuel for the 
winter and the text of (Mr. Hinshaw’s) 
letter of reply to the Defense Transport 
Administrator. Administrator Knud- 
son wrote, in part: 

“The citizens of this country can do 
much to relieve the anticipated unprec- 
edented burden upon transportation 
this coming fall and winter and insure 
themselves against physical discomfort 
and inconvenience if they will lay in 
the winter’s supply of fuel now during 
the summer months. ... 


“It will be exceedingly helpful if you 
will pass the suggestion, with your ‘bless- 
ing,’ on to your constituency through 
your radio talks and the other media of 
communication you employ.” 

Commenting on Administrator Knud- 
son’s letter, Mr. Hinshaw said he won- 
dered when “the Washington bureau- 
crats” would “come to realize that we 
burn oil and gas in California because 
we have plenty of both, and no coal.” He 
said he had been informed that, in 
World War II, coal-burning stoves had 
been installed in certain temporary bar- 
racks in southern California, and that 
it seemed “inevitable” that coal bins 
would be found built into basements of 
certain California post office buildings. 

“The nearest coal,” he said, “is 1,000 
miles away in Colorado ... Now comes 
the Defense Transport Administration 
advising us to lay in our stocks of coal 
during the summer months .. .” 

In his letter to Administrator Knud- 
son, Representative Hinshaw said: 

“The thoughtfulness of your suggestion 
is appreciated, but coming from Cali- 
fornia as I do, I am sure you realize 
that my constituents all burn gas or 
use electricity for heating purposes, and 
it would be a bit difficult for them to ac- 
quire these items and store them in the 
summer time against winter’s need.” 





O.P.S. Transport Counsel 


Harold Leventhal, chief counsel, Office 
of Price Stabilization, has confirmed 
the appointment of William R. Pierce as 
division counsel of the O.P.S. transpor- 
tation and public utilities division. This 
division is concerned with air, rail, motor 
and water transportation rates and such 
public utilities as gas, electricity, tele- 
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phone and urban transportation. Mr. 
Pierce also is serving as acting division 
counsel for the fuel, services, export-im- 
port division which covers solid fuel and 
petroleum industries, a wide variety of 
service trades and import-export ac- 
tivities. 

Mr. Pierce had been a trial attorney 
in the Department of Justice for five 
years before coming to O.P.S. He was 
principal attorney in the transportation 
branch of the Office of Price Administra- 
tion from 1943 to 1946 and prior to that 
was an attorney with the Interstate 
Commerce Commission. 





N.S.A. Agency Ships Carry 


Heavy Coal, Grain Cargoes 


The National Shipping authcrity re- 
ports that since the inception of its 
shipping program in March, 131 ships 
loaded with 1,263,996 tons of cargo, most- 
ly coal and grain, had sailed for ports 
in 12 countries. It also said that use of 
the ships for U.S.-bound cargo might 
increase. 

The N.S.A. said that grain had pro- 
vided 755,781 tons of the total cargo, with 
411,432 going to India in 43 general 
agency ships. It also said that grain 
movement to the United Kingdom 
showed marked activity, with 12 ships 
loading 115,877 since the first cargo was 
dispatched late in May. 

The agency said that 149 coal cargoes 
totaled 478,872 tons, and that the first 
full cargo had been loaded for Japan, 
with 26 ships carrying 255,954 for France, 
10 ships having been put on loading 
berth for the Netherlands and 10 for 
Italy. 

The N.S.A. also said that there had 
been employment of ships in its program 
on homeward voyages, and that other 
all-foreign use of the ships might result 
if current, discussions, originating with 
foreign governments, were followed by 
the assignment of tonnage for the car- 
goes available. 

The N.S.A. also announces allocation 
of 33 additional Liberty ships to general 
agents, bringing the total of those ships 
to 208. 


Rail Advisory Group Meets 
With D.T.A. Officials 


Director George H. Minchin of the 
railroad transport division of Defense 
Transport Administration has announced 
that the first meeting of the railroad 
advisory committee was held in the 
D.T.A. offices in Washington. The com- 
mittee is composed of eight outstanding 
railroad executives representing all sec- 
tions of the country and both large and 
small railroads. 

Among subjects discussed at the meet- 
ing were heavier freight car loading, de- 
murrage, terminal and other delays, 
freight car distribution, per diem, L.C.L. 
traffic, and the clean car problem. 

Many valuable recommendations were 
suggested by members of the committee 
in connection with the D.T.A. rail pro- 
gram, Mr. Minchin said. Similar meet- 
ings would be held periodically in order 
to give D.T.A. the benefit of the view- 
point of. these representative railroad 
men, it was said at D.T.A. 

Members of the D.T.A. railroad ad- 
visory committee are: President H. W. 
Ward of the Illinois Terminal Railroad, 
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.... and all his products 
with efficiency and economy 


Cotton, and the by-products of cotton from 
southside Virginia’s vast agricultural area, is 
one of the many commodities handled with 
utmost dispatch by the Atlantic & Danville 


Railway. 


To speed the flow of your product from 
source to market, route your shipments VIA 


the A&D. 


acs ie ae) et hen AZ 
ATLANTIC & DANVILLE RAILWAY 


GENERAL OFFICES: 115 West Tazewell St., Norfolk 10, Va. 


Agencies: NEW YORK DANVILLE ATLANTA BIRMINGHAM WASHINGTON, D. C. 
Rm. 906 500 Fifth Ave. 650 Craghead Street Rm. 315 A. G. Rhodes Bidg. 2226 Comer Bidg. 5000 38th St., N.W. 
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St. Louis, and Vice Presidents H. A. De- 
Butts, Southern Railway, Washington, 
D.C.; S. L. Fee, Burlington Railroad, Chi- 
cago;’ G. T. Jones, Campbell’s Creek 
Railroad Co., Charleston, W. Va.; W. W. 
Judson, Northern Pacific, St. Paul; P. J. 
Lynch, Union Pacific, Omaha; T. ‘C. 
Sughrue, Boston & Maine, Boston; and 
J. M. Symes, Pennsylvania Railroad, 
Philadelphia. 











All members were present at the meet- 
ing except Mr. Fee, who was represented 
by W. B. Simmons, general superintend- 
ent of transportation of the Burlington; 
Mr. Jones, represented by A. T. Lowmas- 
ter, retired executive vice-president of 
the Chesapeake & Ohio Railroad; and 
Mr. DeButts, represented by R. K. 
McClain, assistant vice-president of the 
Southern. 


FEDERAL MARITIME 
BOARD NEWS 





F.M.B. Rules on Demurrage, 
Reparation Claims on 


Shipment From Chile 


The Federal Maritime Board has 
refused to grant reparation repre- 
senting the difference between 
charges orally agreed on for a re- 
frigerated vessel and published rates 
of common carriers where the ship- 
per did not furnish the full amount 
of freight agreed, and freight be- 
longing to others was used to com- 
plete loading of the ship. 


By a report and order in No. 676, D. L. 
Piazza Co. v. West Coast Line, Inc., et 
al., the board denied the reparation of 
$48,632.69 for claimed excessive freight 
charges, but ordered payment of $2,500 
collected unlawfully, it said, as demur- 
rage. 

The oral agreement was entered into 
by an agent of the complainant with 
the agent of West Coast Line, Inc., J. 
Lauritzen, of New York. It was for 
the shipment of between 84,000 to 85,000 
cases of apples at Valparaiso, Chile, for 
shipment to New York. The board said 
that the agent of the complainant at 
Valparaiso loaded less than that for com- 
plainant, and tendered shipments for 
others, some in refrigerated spaces, and 
some in non-refrigerated spaces. 

Among other things, the board said 
that complainant did not base its claim 
for excess freight charges as on a higher 
rate than it agreed to pay, but because 
it had not received the exclusive use of 
the ship for which it said it paid. The 
board held it a breach of complainant’s 
duty not to deliver the 84,000 cases of 
apples or its equivalent in other fruit. 

The board also held that, although the 
ship carried cargo for others, it was a 
common carrier, the service afforded 
complainant was different, since the ship 
had had to travel in ballast from San 
Francisco to Valparaiso. It also observed 
that there was no liner refrigerated 
space available by common carrier. 
Therefore, it held, there was no discrim- 
ination against complainant. 


Demurrage Issue 
As to the demurrage, the board said 
that $6,250 had at first been collected 
because the vessel was held at New York 
over a week end, unloading taking place 
on the following Monday. This demur- 
rage was later reduced to $2,500. The 


board observed that overtime for dis- 
charging cargo Saturday or Sunday 
would have cost the vessel owner about 


$1,160 a day, and that delay in unloading 
until Monday had saved the vessel owner 
that extra expense. It also said that 
there was an absence of testimony as to 
the reasonable daily value of the vessel. 

The board also ruled that, in the 
absence of disclosure of the name of the 
owner of the vessel, J. Lauritzen, the 
general agent for Rederiet Ocean A/S, a 
Danish company, which owned the ves- 
sel, must assume responsibility for the 
charter as fully as if the agent was in 
fact the vessel owner. It observed that 
the identity of the vessel owner and its 
general agent was so close that the 
agent’s representative in Chile had tes- 
tified that Lauritzen was the vessel 
owner. 





1950-51 Operating Subsidy 
Pay Raised to 75 Per Cent 


Vice Admiral E. L. Cochrane, chair- 
man, Federal Maritime Board, and Mari- 
time Administrator, as a step in reestab- 
lishing the government’s merchant ma- 
rine subsidy program on a postwar basis, 
has directed that steamship companies 
holding operating subsidy agreements to 
submit vouchers for 75 per cent of the 
estimated subsidies payable to them for 
the calendar years 1950 and 1951. 

Admiral Cochrane said that vouchers 
had heretofore been limited to 50 per 
cent because of the uncertainty as to the 
proper rates. 

The board said that nine companies 
had executed contracts for the resump- 
tion of subsidized operations discontinued 
in the war years, and that resumption 
contracts with three companies were in 
process of determination. It said that a 
postwar contract with one new company 
had already been signed. The Board 
added: 

“The 75 per cent subsidy payments to 
the steamship lines (accrued subsidy 
less estimated recapture by the govern- 
ment) will be made for the calendar 
years 1950 and 1951 based on the latest 
operating differential rates approved for 
the operators by the Maritime Adminis- 
tration, whether these rates are tentative 
or permanent. Full payments are not 
made until after final rates have been 
established for the year involved and 
after the necessary audits have been 
completed.” 


Subsidy Situation 
“The action today indicates consider- 
able progress during the first year of the 
Maritime Administration’s activities,” 
Admiral Cochrane said. “Permanent 
rates covering the years 1947 and 1948 
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have been established for three com- 
panies, and for 1949 for one company. 
We expect that all permanent rates for 
1947 and 1948 will be completed during 
the current quarter. 

“New procedures are being established 
for speeding up processing of permanent 
rates for the years 1949, 1950 and 1951. 
Assuming that the comparative cost data 
can be secured under schedules now 
planned, permanent rates for these years 
should be completed by the end of the 
current fiscal year.” 

The following companies now hold 
contracts for the resumption of subsidy 
operation according to the announce- 
ment: Grace Line, American Mail Line, 
Ltd., Farrell Lines, Inc., Lykes Bros. 
Steamship Co., Inc., Seas Shipping Co., 
Inc., Mississippi Shipping Co., Inc., 
United States Lines Co., Moore McCor- 
mack Lines, Inc., and American Export 
Lines, Inc. The new post-war contract 
is with the Pacific-Argentine-Brazil Line. 

“Negotiations are continuing for the 
resumption of operating subsidy agree- 
ments with American President Lines, 
Ltd., New York and Cuba Mail Steam- 
ship Co., and Oceanic Steamship Co., the 
board said. 

“Tentative rates have been established 
for all companies which held pre-war 
contracts, except the two companies 
whose resumption contracts have not yet 
been authorized. 

“Permanent rates have been estab- 
lished for the year 1947 and 1948 for 
Grace Line, Farrell Lines, Inc., Seas 
Shipping Company, Inc. and for 1949 for 
Pacific-Argentine-Brazil Line. 

“The 75 per cent of the subsidy pay- 
ments due will apply to all companies 
except where certain limitations are 
made in their contracts. This applies 
at present to only one line.” 





Recommends Subsidy for 
New York & Cuba S.S. Co. 


Examiner C. W. Robinson, in a recom- 
mended report to the Federal Maritime 
Board in S-24, New York and Cuba Mail 
Steamship Co.—Application for Re- 
sumption of Operating-Differential Sub- 
sidy on Trade Route No. 3, has recom- 
mended that the board find an operat- 
ing subsidy to the applicant on the 
named route is necessary to meet com- 
petition from foreign-flag vessels. 

His recommendations were as fol- 
lows: 


“The board should find: 


“1. That between 1947 and 1950 appli- 
cant encountered direct competition, al- 
though not substantial, from foreign- 
flag lines operating between U. S. North 
Atlantic ports and Mexico; substantial 
direct competition from such lines be- 
tween eastern Canadian ports and 
Mexico; substantial direct competition 
from such lines between New Orleans 
and Mexico; and substantial competi- 
tion from such lines (1) direct between 
foreign countries and Mexico and (2) 
by transshipment via New Orleans; 

“2. That there is insufficient evidence 
upon which to make a finding as to 
whether applicant encountered compe- 
tition from foreign-flag lines, from 1947 
to 1950, on its Cuba service operated as 
a segment of its over-all Mexico serv- 
ice; 

“3. That competition encountered by 
applicant from foreign-flag lines on its 
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route is a busy artery of commerce linking east and west...your ship- 
ment always gets preferred treatment on manifest trains scheduled to 
assure you maximum dependability. 

Heavy-duty, high speed roadway...Centralized Traffic Control 
and Automatic Electric Block Signals... Diesel-electric power...cab-to- 


caboose and train-to-station radio...new modern rolling stock...a well- 


equipped, high-capacity railroad plant operated by skilled personnel. 


DENVER AND RIO GRANDE WESTERN RAILROAD 
THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE ~Rio-Gr ande 


F. C. HOGUE, Vice President—Traffic, 
Rio Grande Building—Denver, Colorado 











58 





strict Cuba service is not within the 
scope of the proceeding; and 

“4. That an operating subsidy to ap- 
plicant on Trade Route No. 3 is neces- 
sary to meet competition from foreign- 
flag vessels.” 





Construction of Tankers 


Approved, with Conditions 


The Maritime Administration has ap- 
proved construction of five tankers for 
foreign-flag registry. 

It authorized construction by the ship- 
building division of the Bethlehem Steel 
Co., New York, N.Y., of two 28,000-ton 
tankers, and one such tanker by Bethle- 
hem-Sparrows Point Shipyards, Inc., 
Baltimore, Md., the three vessels to be 
built for Afran Transport Co., a Liberian 
corporation, and a subsidiary of Gulf Oil 
Corporation. 

The M. A. also approved construction 
of two 29,300 ton tankers by Bethlehem 
Steel Co., for Rio Venturado Compania 
Naviera, S. A., of Panama, one to be 
built by the company’s New York ship- 
building division and the other by the 
Bethlehem-Sparrows Point Shipyard. 

Conditions imposed on the approval 
were that the ships be available to the 
United States on call and that there 
be no change in ownership of the Rio 
Venturado Compania Naviera, or in Af- 











ran Transport Co., nor in the ownership 
or registry of the vessels, without ap- 
proval of the M. A., for 15 years begin- 
ning with the laying of the keel of each 
vessel. The M. A. also provided that the 
vessels were not to be used in any trade 
in which U. S. Ships were prohibited 
to operate under Department of Com- 
merce transportation orders. 


Ship Subsidy Reports 


General order 74, establishing a new 
procedure to be followed by operators 
in the rendition to the Maritime Ad- 
ministration of annual and final account- 
ings under operating-differential subsidy 
agreements, has been approved by the 
Maritime Administrator. The text was 
published in the Federal Register of 
July 11. 





Ocean Claims Hearing Set 


The Federal Maritime Board has 
issued notice of hearing August 20, Main 
Post Office Building, San Francisco, be- 
fore Examiner Robert Furness, in Car- 
rier-Imposed Time Limits on Presenta- 
tion of Claims for Freight Adjustments. 

The investigation involves variations 
in rules of various ship conferences 
governing the filing of claims for freight 
adjustments. 


CIVIL AERONAUTICS 
BOARD NEWS 





Los Angeles ‘Copter Rights 


Extended for Five Years 


The Civil Aeronautics Board has au- 
thorized, for an additional five years, 
helicopter service in the transportation 
of property and mail, and has added 
authority to carry persons, in the Los 
Angeles area exclusively with rotary- 
wing aircraft. 

The action was by a report, order, and 
amended certificate in No. 3800, Los 
Angeles Airways Certificate Renewal 
Case. 


In granting the extended authority, 
the board followed recommendations of 
one of its examiners, except with respect 
to the five-year period. In recommend- 
ing authority for an additional seven 
years, Examiner Ferdinand D. Moran 
had observed that operations of Los 
Angeles Airways since 1947 had shown 
a close relationship with the results 
achieved in utilizing helicopters in Korea 
(T.W., April 7, p. 60). 

The examiner had also observed that 
one great handicap of air transporta- 
tion was the long, time-consuming 
ground trips air passengers must take 
at each end of an air journey, to be 
eliminated by the proposed passenger 
service. 

The new passenger authorization pro- 
vides for air service between Los Angeles 
International Airport, Santa Ana, River- 
side, San Bernardino, and Pasadena, 
Calif., with provision for service to ad- 
ditional points within a 50-mile radius 
of Los Angeles, subject to board approval. 


The board said it believed authoriza- 
tion of the passenger service, and exten- 
sion of the mail and property service 
for five years would be adequate to test 
the carrier’s experiment in passenger 
service and permit further development 
of its property and mail service, giving 
the board time to review the results of 
the operations in a reasonable time, es- 
pecially with respect to the worth of the 
experiment in terms of cost to the gov- 
ernment. 





Overseas National Gets 
Irregular Air Rights 


Subject to certain conditons, the 
Civil Aeronautics Board, by an order in 
No. 4233, Overseas National Airways 
(formerly Calasia Air Transport), has 
granted the carrier permanent exemp- 
tion from the board’s economic regula- 
tions to'enable it to act as an irregular 
interstate and overseas air carrier of 
persons and property and a foreign car- 
rier of property only. 

Overseas was held to not more than 
three flights in the same direction in 
any four successive calendar weeks be- 
tween New York and Miami; New York 
and Los Angeles; New York and San 
Francisco; New York and Chicago; New 
York and Detroit; Los Angeles and San 
Francisco; Chicago and Los Angeles; 
Chicago and San Francisco; Chicago 


and Seattle; Chicago and Washington, 
and Chicago and Miami. 


Not more than 
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eight flights in four calendar weeks are 
to be performed between any two points 
other than those aforementioned. 





Blatz Granted Enlarged 
Irregular Air Rights 


Effective for one year from July 17, 
the Civil Aeronautics Board, by an or- 
der in No. 3833, Blatz Airlines, Inc., has 
granted the applicant, of Los Angeles, 
Calif., an exemption enabling it to op- 
erate as a large irregular carrier. 


The board said Blatz’s letter of reg- 
istration as a large irregular carrier was 
issued in 1948, and that the carrier had 
engaged in fiights between Burbank and 
Oakland, Calif. 

The authority granted in the instant 
order is for the transportation of per- 
sons and property in not in excess of 
three flights in the same direction in 
any period of four successive calendar 
weeks between: New York and Miami; 
New York and Los Angeles; New York 
and San Francisco; New York and Chi- 
cago; New York and Detroit; Los An- 
geles and San Francisco; Chicago and 
Los Angeles; Chicago and San Fran- 
cisco; Chicago and Seattle; Chicago and 
Washington, and Chicago and Miami. 


The order also provided that there 
should be not in excess of eight flights 
in the same direction in any period of 
four consecutive weeks between any two 
points other than those specified, and 
similar restrictions to keep the operation 
within the meaning of the order. 


‘Tie-in Sale’ Order Postponed 


The Civil Aeronautics Board, by an or- 
der in Nos. 4443 and 4480, involving an 
investigation of “tour-basing” fares pro- 
posed by Pan American World Airways, 
Inc., Pan American-Grace Airways, Inc., 
Braniff Airways, Inc., and other carriers, 
has stayed its order from June 27 to and 
including September 30. 

The board, in its original order, re- 
quired the respondent carriers to cancel 
within 20 days from June 27, on one day’s 
notice, so-called “tour-basing fares” be- 
tween points in the United States and in 
South America on the ground that there 
was involved a “tie-in” sale of land ac- 
commodations with reduced air fares, in 
violation of section 404(b) of the civil 
aeronautics act (T.W., July 7, p. 49). 


Air Fare Investigation 


The Civil Aeronautics Board, by an 
order in No. 5007, Resort Airlines, Inc., 
has instituted an investigation into 
fares, charges, rules and regulations for 
the air transportation of persons and 
baggage between Jacksonville, Fla., and 
West End, Bahama Island, in Resort’s 
special services tariff No. 1, C.A.B. No. 
9, and charter tariff No. 3, C.A.B. No. 11. 

The board also consolidated the pro- 
ceeding with No. 4924, involving similar 
tariffs filed by The Flying Tiger Line, 
Inc. 

The Resort tariffs, the board said, 
might be unlawful because applicable 
to interstate, overseas and foreign air 
transportation which the carrier had not 
been authorized to perform. 
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Important to shippers everywhere: 


The Milwaukee Road’s Terre Haute division 
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of Chicago with lines to or from the South 
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Explosives Rules Violations 


Secretary Bartel, of the Commission, 
has issued a memorandum for the press, 
saying that the Commission has been 
advised that, July 10, an indictment in 
9,000 counts was returned in the federal 
court at Newark, NWJ., against The 
Kilgore Manufacturing Co., a corpora- 
tion, charging it with violation of sec- 
tion 73.56(a) of the Commission’s ex- 
plosives regulations. 

The memorandum continued: 

“This section provides, among other 
prohibitions, that detonating fuzes must 
not be assembled in explosive mines, or 
included in the same outside package 
with them, unless shipped by, for, or to 
the Departments of the Army, Navy, 
and Air Force of the United States gov- 
ernment, or unless of a type approved by 
the Bureau of Explosives. 

“The indictment charges, in sub- 
stance, that Kilgore, an Ohio corpora- 
tion engaged in the manufacture and 
sale of explosives, shipped 10 carloads of 
explosives by railroad from Vanatta, O., 
to South Amboy, N.J., for export, in vio- 
lation of the section cited. 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 


enya gos in federal courts, for vio- 
ations of motor carrier provisions of the 
interstate commerce act or of Commission 
vues and regulations thereunder, appear 
below. 





Arkansas eastern district, western di- 
vision, at Little Rock. On June 20, in a 
civil proceeding instituted by the Com- 
mission, a permanent injunction was en- 
tered enjoining and requiring Burks Mo- 
tor Freight Line, Inc., of Little Rock, in 
connection with all c.od. shipments 
transported by it, to remit within the 
time specified in the rules and regulations 
prescribed by the Commission, all sums 
of money collected by the defendant for 
consignors. The proceeding was based 
on allegations that the defendant, a 
common carrier of property, had in many 
instances since November 1, 1950, failed 
to remit witain 10 days the proceeds of 
collections effected by it when delivering 
interstate c.o.d. shipments, in violation 
of the Commission’s rules issued in Ex 
Parte MC-42, Handling of C.O.D. Ship- 
ments. 

Arkansas western district, Fort Smith 
division, at Fort Smith. Lester Burden, 
of Waldron, Ark., on June 19, was fined 
$150 following entry of his plea of guilty 
to an information charging him with 
operating as a common carrier of prop- 
erty for compensation without a cer- 
tificate issued by the Commission. The 
fine was ordered paid. 

New Jersey district, at Camden. On 
June 8, in a civil proceeding instituted 
by the Commission, a permanent injunc- 
tion was entered enjoining and requiring 
Alice D. Bartelson, dba Bartelson’s Ex- 
press, Wildwood, N.J., to remit c.o.d. 
monies to the consignors within the 
time specified by the Commission’s regu- 
lations and to keep a record of all c.o.d. 
shipments in the form and manner pre- 
scribed by the Commission. The pro- 


ceeding was based on allegations of the 
Commission that the defendant failed in 





numerous instances to remit c.o.d. monies 
to the consignors within 10 days after 
the collection thereof from the con- 
signees as required by Commission regu- 
lations and that she had failed to keep 
and maintain a record of all c.o.d. ship- 
ments in the manner and form prescribed 
by the Commission. 

Wisconsin eastern district, at Milwau- 
kee. Wheeler Transportation Co., Men- 
asha, Wis., on June 25, was fined $2,000 
following entry of its plea of guilty to 
an information charging it with opera- 
ting as a common carrier without au- 
thority, with transporting property with- 
out rates on file, with permitting and 
requiring its drivers to remain on duty 
and to drive vehicles for excessive hours, 
with failing to have in its files doctors’ 
certificates for its drivers, and with fail- 
ing to require its drivers to keep logs. 
The fine was required to be paid. 

New Jersey district, at Newark. On 
June 25, Ferguson Motor Transportation, 
Inc., Harrison, N.J., was fined $250 fol- 
lowing entry of its plea of guilty to an 
information charging it with violations of 
the regulations governing transportation 
of explosives and other dangerous 
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articles. The fine was required to be paid. 
The defendant, a common carrier, was 
charged with transporting inflammable 
liquids without the vehicle used by it in 
such transportation being marked and 
placarded to show that it was transport- 
ing such dangerous liquids, and with fail- 
ing to require the driver of the vehicle 
to have in his possession a shipping docu- 
ment showing the prescribed labels re- 
quired for the outside of the containers 
of the inflammable liquids. 

New Jersey district, at Newark. Gene- 
see Freight Lines, Inc., New York, N.Y., 
on June 25, was fined $600 following 
entry of its plea of guilty to an informa- 
tion charging it with violation of the 
regulations governing transportation of 
explosives and other dangerous articles 
and with violation of part II of the act. 
The fine was required to be paid. The 
defendant, a common carrier, was 
charged with transporting a dangerous 
oxidizing material without the vehicle 
used by it in such transportation being 
marked and placarded to show that it 
was transporting such dangerous com- 
modities. The defendant was also charged 
with performing such _ transportation 
without a certificate. 


TRANSPORTATION 
LEGISLATION 





‘Anti-Socialization’ Forces 
Win Point in House Debate 


On Defense Production Bill 


In the course of House consider- 
ation of H.R. 3871, a bill amending 
and extending the defense produc- 
tion act of 1950, debate over a pro- 
vision regarded by some House 
members as a grant of power to the 
President to “socialize” the nation’s 
industries, including its transport 
systems, ended with the “anti-social- 
ization” forces gaining at least a 
temporary victory. 

Earlier, a similar attitude had been 
shown by the Senate toward the “social- 
ization” issue, in its deliberations on 
S. 1717, companion bill to H.R. 3871 
(T.W., July 7, p. 53). 

Remarks made in the House, in its 
debate on the so-called socialization 
provision, by Representative Wolcott, of 
Michigan, ranking minority member and 
former chairman of the House banking 
and currency committee by which H.R. 
3871 was reported made it appear how- 
ever that under another section of the 
bill that the House had approved on 
July 11 the President still would have 
power for “socialization of industry and 
agriculture and possibly medicine.” 


Controversial Text 


The text of the provision of H.R. 3871 
—section 303(e)—that occasioned the 
“socialization” controversy in the House 
was the same as that of a proposed 
amendment to S. 1717 that the Senate 
had rejected, with the dispute centering 
on the following part of that provision: 

“(e) When in his judgment it will aid 
the national defense, the President is 





authorized (1) to acquire by purchase, 
donation, condemnation, or other means 
of transfer any real property, including 
facilities, or other interests therein, and 
to erect and construct plants, factories, 
and other industrial facilities for the 
purposes of manufacturing, producing, 
and processing materials necessary to the 
national defense and to engage in the 
marketing, transportation, and storage 
of such materials...” 


The House decided by a “teller” vote, 
159 to 139 (the position of individual 
members thus not being placed on rec- 
ord), to substitute for the language of 
section 303(e) as reported to the House 
the following provision, proposed by Rep- 
resentative Wolcott: 


“(e) When in his judgment it will 
aid the national defense, the President is 
authorized to install additional equip- 
ment facilities, processes, or improve- 
ments to plants, factories, and other 
industrial facilities owned by the United 
States government, and to install gov- 
ernment-owned equipment in plants, 
factories, and other industrial facilities 
owned by private persons.” 


Buffett Amendment Discarded 

By adopting the Wolcott amendment, 
the House discarded an amendment of- 
fered by Representative Buffett, of Ne- 
braska, calling for deletion of section 
303(e) from the bill. 

Those actions were taken while H.R. 
3871 was being considered by the House 
as a “Committee of the Whole,” and 
were subject to subsequent reconsidera- 
tion. Representative Javits, of New York, 
indicated that such _ reconsideration 
would be called for my announcing that 
he would propose an amendment restor- 
ing the language of section 303(e) in 
the bill as reported with the exception 
that exercise of the authority proposed 
to be granted to the President would. 
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Still Growing...with 


Typical of massive loads hauled by 
he New Haven are (above 
bulky electrical transformer an 
ter) huge paper roll cylinder. 

















Transporting unwieldy storage tanks 
is no problem with the New Haven’s 
increased clearances. 





BIGGER THINGS ON THE WAy 


the NATION’S 
QUALITY 
CORNER 





| The NEW HAVEN 
RAILROAD 


GENERAL FREIGHT TRAFFIC DEPT. 
Room 533, South Station 
Boston 10, Massachusetts 

Tel. HUbbard 2-7800 





Up and coming . . . on the move . . . alert to new requirements 
. The New Haven Railroad constantly provides improved 
facilities to care for new demands of this Quality Corner. 


NOW  — tHe NEw HAVEN 


forges another link in the chain of superior freight trans- 
portation, with the raising of three bridges between New 
Haven and New York, to increase our maximum clearance 


and make way for even BIGGER loads. 


And you can depend on The New Haven to give you the 
maximum in safe, fast service . . . working in your 
interest . . . serving busy industrial New England and 
maintaining top transportation efficiency as a link between 
The Quality Corner and all parts of the United States, 
Canada and Mexico. 
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be contingent on certification by the Di- 
rector of Defense Mobilization. 

The Javits amendment would change 
the. introductory provision of section 
303(e) to make it read as follows: 

“(e) When in his judgment it will aid 
the national defense, and upon the cer- 
tification of the Director of Defense 
Mobilization that it is required for the 
national defense and is not otherwise 
obtainable, the President is authorized,” 
etc. 


Scope of Proposed Powers 


Speaking in support of his amendment 
to delete subsection (e) of section 303 
from the bill, Representative Buffett said 
he was “respectfully” suggesting that 
“the language proposed in this subsec- 
tion would give the President many new 
powers, including full power to national- 
ize almost any industry in the country, 
if he so desired.” 

“The way the bill reads,” he continued, 
“he could take over the oil industry from 
the refiner down to the corner filling 
station, because it gives him the power 
to engage in that industry, to take it 
over, to build refining plants, to build 
and operate filling stations. He could 
engage in transportation, he could go 
into practically any kind of business in 
this country, if he decided it was in the 
interest of national defense.” 

Representative Multer, of New York, 
opposing the Buffett amendment, quoted 
testimony presented before the House 
banking and currency committee by Di- 
rector Charles E. Wilson, of the Office 
of Defense Mobilization, including state- 
ments that “there are certain kinds of 
military production in which individuals 
do not wish to invest” and that “the 
government should be authorized to con- 
struct and operate defense plants, as 
was the case during World War II.” 

Representative Keating, of New York, 
said that “the difficulty is that the bill 
as it reads goes far beyond the request. 
of Mr. Wilson.” 


Rep. Wolcott’s Contentions 


Referring to assertions by Chairman 
Spence, of the House banking and cur- 
rency committee, that the powers set 
forth in section 303(e) would be turned 
over by the President to Mobilization 
Director Wilson, that Mr. Wilson was a 
Republican and “a man of character and 
patriotism,” and that there need be no 
fear he was going to “socialize our econ- 
omy,” Mr. Wolcott said: 

“What assurances can we have that 
any individual is going to be in govern- 
ment 24 hours from now? Mr. Charles 
E. Wilson is one of the most estimable 
gentlemen that I have ever known... . 
I think he has proven his ability, but 
this Congress should not legislate be- 
cause of the personality of any officer 
of the government. I asked Mr. Wilson 
if he could give us assurance that he 
would be around when this emergency 
was over, for the purpose of recouping 
some of these controls, and the only 
answer I got was a very embarrassing, 
‘Well’... 

“The language which the gentleman 
from Nebraska (Mr. Buffett) seeks to 
strike out is not necessary. It would 
authorize the President to acquire by 
condemnation any real property, in- 
cluding facilities. . . . He could take 


over the ownership of the railroads 
under the condemnation language we 


adopted here yesterday. I call atten- 
tion to the fact that under the con- 
demnation language which we adopted 
yesterday all the President has to do is 
make a finding of necessity and then 
file a petition in condemnation, and 
upon the filing of the petition in con- 
demnation, if notice has been given and 
some attempt has been made to nego- 
tiate for the purchase of the property, 
the title to that property vests imme- 
diately in the government of the United 
States. ... 

“The President is restricted (by sec- 
tion 393(e)) only in that he finds in 
his (the President’s) judgment it will aid 
the national defense, not in Charles 
Wilson’s judgment, not in anyone else’s 
judgment but the President’s. He should 
not want such power... .” 


Representative Keating said that sub- 
section (e) of section 303 in the bill as 
reported would give the President “power 
to take the money of the taxpayers and 
build plants and go ahead and operate 
them.” 

“But that is not all,” he continued. 
“He will have power to build warehouses 
to store the manufactured products, 
power to take over and operate railroads, 
trucking lines, or air freight facilities 
to transport them and finally power to 
market them, which can only.mean to 
engage in wholesale and even retail mer- 
chandising operations . . . The people 
look to this Congress to protect them 
against seizure of their property and 
against the nationalization of their in- 
dustries. They do not want that thing 
to happen here .. .” 

Representative McCormack, House ma- 
jority leader, contended that there was 
“no question of nationalization involved.” 


Representative Spence said the con- 
sidered provision of H.R. 3871 would give 
to the President the power (of eminent 
domain) that every state had and that 
every political subdivision of a state had. 

“The railroads themselves have the 
power of eminent domain,” he said. 
“There is nothing here that would indi- 
cate that he (the President) could take 
over the railroads. It simply gives him 
an opportunity to use the means of 
transportation. There is no authority in 
this act to condemn the facilities of 
transportation. You have made a 
mountain out of mole hill .. .” 


Javits Amendment Rejected 

The day after it had adopted the Wol- 
cott amendment relating to the Presi- 
dent’s “defense plant” authority, the 
House turned down the amendment that 
Representative Javits had announced he 
would offer. Ninety members voted for 
the Javits amendment and 121 voted 
against it, on a “teller” vote. Repre- 
sentative Halleck, of Indiana, made the 
point of order that the substance of the 
Javits amendment had already been con- 
sidered and acted on by the “Committee 
of the Whole,” but Representative Mills, 
of Arkansas, chairman of the “commit- 
tee,” overruled the point of order. 


House ‘Commerce’ Inquiries 


Chairman Crosser, of the House inter- 
state and foreign commerce committee, 
has introduced H. Res. 323, a resolution 
to amend the committee’s general au- 
thority for investigations under H. Res. 
51, Eighty-second Congress, so as to 
permit the conduct of such investiga- 
tions and hearings outside the con- 
tinental United States. Activities the 
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committee may undertake under au- 
thority of H. Res. 51 are limited by the 
terms of that resolution to the con- 
tinental United States. 





House Considers Transport 
Factor as It Votes Down 


Defense Plant Dispersal 


After having heard the argument, 
among others, that adoption of the 
considered proposal would result in 
“an extra strain” on transport fa- 
cilities, the House, in the course of 
its consideration of legislation to ex- 
tend the defense production act be- 
yond June 30, rejected an amendment 
that would have required “dispersal’’ 
of defense plants. 


Under the amendment, proposed by 
Representative Rains, of Alabama, there 
would have been written into the defense 
production act extension bill (H.R. 3871) 
a provision reading, in part, as follows: 

“Sec. 305. (a) No construction or ex- 
pansion of plants, factories, or other fa- 
cilities shall be undertaken ... by the 
United States under this act ... unless 
the President shall have determined that 
the proposed location of such construc- 
tion, expansion or installation is con- 
sistent, insofar as practicable, with a 
sound policy of . . . dispersing produc- 
tive capacity for purposes of national 
security ... 

“(b) In making the determination re- 
quired by subsection (a), the President 
shall give consideration to counties, or 
comparable governmental subdivisions, 
which ... are relatively underdeveloped 
industrially ...and... are relatively 
less vulnerable to enemy attack by rea- 
son of geographic location . . .” 

Effect on Transportation 

The effect that adoption of the Rains 
amendment would have on transporta- 
tion was mentioned by several House 
members in the debate on the amend- 
ment. 


“If you place a plant in an isolated 
area,” said Representative Yorty, of Cali- 
fornia, speaking in opposition to the 
Rains amendment, “you are not only 
putting an extra strain on the transpor- 
tation facilities but you are also requir- 
ing additional transportation workers and 
you may be forced to use very precious 
fuel that is in short supply in order 
to haul products back and forth un- 
necessarily. 

“For instance, if you are shipping prod- 
ucts out to the Pacific theater and you 
manufacture them in California, you can 
simply load them onto the ships. But 
if the products are manufactured in some 
isolated area you will have to first trans- 
port them to the coast, move them out 
over the heavily burdened transporta- 
tion facilities, then perhaps store them 
temporarily, and then handle them again 
in getting them on ships. All of this can 
represent wasted time, effort, and ma- 
terial. .. . It seems to me that it is a 
great mistake to set up a series of tests 
(for the proposed dispersal requirement) 
and not include transportation facilities 
as one of those tests... . 


‘Concentration’ and Transport 


“You cannot move our harbors to some 
isolated area, you cannot move the in- 
land waterways from where they are 
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Ohio River to the Pacific Coast and 
return. It will take you only a ship- 
ment or two to convince yourself of the 
efficiency of Seaboard’s freight service. 
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instructions. 
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now located. I submit to you the con- 
centration of industry has developed to 
a considerable degree because of trans- 
portation facilities which were already 
available, or which were made available 
through an economically justifiable ex- 
penditure of funds... .” 

Representative Lane, of Massachusetts, 
also opposing the Rains amendment, said 
that New England, New York, Pennsyl- 
vania and other states had established 
“an enviable record for production and 
industrial development.” 

“These industries,” he said, “have been 
located purposely in certain areas, due 
to water facilities, accessibility to rail- 
roads and shipping ports, the labor mar- 
ket, closeness to highway routes, and 
many other factors ... Let us not for 
one minute forget the alarming expense 
and cost to establish new plants in these 
rural sections . . . the cost of transpor- 
tation and delivery of parts and the 
finished products .. .” 

The Rains amendment was rejected by 
a standing vote, 79 House members vot- 
ing “aye” and 134 voting “no.” 





Postal Rate Revision 
Bill Ordered Reported 


By Senate Committee 


Increases in some postal rates 
would be effected, an order of the 
Postmaster General requiring cur- 
tailment of postal delivery service 
would be repealed, and a study of the 
business methods, operations, rates 
and charges of the Post Office De- 
partment would be undertaken under 
provisions of a bill ordered favorably 
reported, July 17, by the Senate post 
office and civil service committee. 


The bill considered and amended by 
the committee was S. 1046. Similar legis- 
lation (H.R. 2982) was reported recently 
by the House post office and civil service 
committee (T.W., June 23, p. 76). 

In the case of first-class mail, the 
Senate bill provided for increasing postal 
card rates from 1 cent to 2 cents, with 
exemption for non-profit, religious, edu- 
cational, philanthropic, agricultural, vet- 
eran, labor and fraternal organizations. 
The rate on 3-cent letters would be in- 
creased to 4 cents; air mail would be 
increased to 8 cents from 6 cents for the 
first ounce or fraction thereof; air-mail 
cards would be increased from 4 cents 
to 5 cents, and drop letters would re- 
quire 2-cent instead of 1-cent postage. 

Rates on second-class mail (news- 
papers and periodicals) would be in- 
creased by the Senate bill as ordered 
reported, by 10 per cent the first year, 
10 per cent the second year, and 10 per 
cent the third year after enactment of 
the bill. With respect to third-class mail, 
the present annual fee would be retained. 
In the first year after enactment of the 
bill the bulk mailing rate would be 1% 
cents a piece, which would be increased 
to 1% cents in the second year. A fee 
of 3 cents for tying of bundles would be 
imposed. 

In the case of fourth-class mail, the 
present rate on books would be retained. 
The minimum special delivery charge 


would be 20 cents, as against 23 cents 
in the bill as introduced and in HR. 
2982 as reported to the House. 

The Senate committee deleted from 
S. 1046 a provision (section 2) which 
would have authorized the Postmaster 
General henceforth to establish rates for 
all special postal services. 

Written into the bill by the committee 
was a new section (section 12) requiring 
rescission of the Postmaster General’s 
order of April 17, 1951, curtailing local 
postal delivery services. 

The committee also added a new sec- 
tion 13 to the bill, providing for appoint- 
ment of a joint committee to investigate 
the business methods, operations, rates 
and charges of the postal service. 





Midwest Flood Damage to 
Transportation Facilities 
Noted by House Members 


An assertion that “transportation 
is at a standstill at many points in 
Kansas and Missouri” was made in 
the House by Representative Short, 
of Missouri, shortly before the House 
on July 16 passed and sent to the 
Senate H. J. Res. 292, a joint resolu- 
tion appropriating $25 million for dis- 
aster relief in areas stricken by heavy 
floods on the tributaries of the 
Mississippi and Missouri Rivers. 


As the House considered the joint reso- 
lution its members had in their posses- 
sion a printed booklet containing testi- 
mony presented by some of the members 
at a hearing held July 14 by the House 
appropriations committee on H. J. Res. 
292 


In the course of the hearing, the com- 
mittee chairman, Representative Can- 
non, of Missouri, said he had been 
advised by telephone and telegraph on 
June 13 and 14 that in the Missouri 
River valley “a vast acreage is inun- 
dated; that the M-K-T and the C. B & 
Q. lines have been broken, embank- 
ments washed out and train service in- 
terrupted.” He added that highway 
bridges were “out” and that telephone 
and telegraph lines were broken. The 
committee was told that in some Kansas 
counties at least 100 bridges had been 
lost; that the northern part of Topeka, 
Kan., “The center of the Santa Fe Rail- 
way activities, the Union Pacific, and 
the Missouri Pacific,’ was completely 
under water; that the water was 15 feet 
deep in a Kansas City industrial dis- 
trict south of the Missouri in which 
were located grain elevators, utility 
plants, “the roundhouses and the freight 
yards of the Santa Fe, the Missouri 
Pacific, and the Chicago, Milwaukee, 
Railroad.” Representative Jones, of 
Missouri, said that “more than a week 
ago the water was so high on the Mis- 
sissippi at Cape Girardeau (Mo.) that 
train service was disrupted” and that no 
trains were running from St. Louis to 
Cape Girardeau. 

Among cities and towns in Kansas 
that had been stricken by the flood, the 
House committee was told, were: Man- 
hattan, Salina, Emporia, Council Grove, 
Marysville, Abilene, Wichita, Junction 
City, and Morena. 

In discussion of H. J. Res. 292 in the 
House it was stated that the flood dam- 
age in Kansas and Missouri was esti- 
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mated at between $500 million and $1 

‘billion. Representative Cannon said 

that “the floods sweeping the Missouri 

psc f are the most destructive in his- 
ry.” 





Airline Officials Quizzed 
About Air Freight Rates 
In ‘Subsidy’ Hearings 

Airline officials who testified be- 
fore the Senate interstate and for- 
eign commerce committee as it con- 
tinued its hearings on _ so-called 
“air subsidy separation” legislation 
(T.W., July 14, p. 57) were asked by 
Chairman Johnson, of the commit- 
tee, why it was that their rates for 
transporting maii were much higher 
than their air freight rates. 


One answer, supplied by Curtis Barkes, 
vice-president, finance and _ property, 
United Air Lines, was that there was 
“a lot of difference between mail and 
freight service.” He said that United 
had to serve 71 cities in carrying mail, 
but that in exclusive cargo flights it 
served only a few cities. He made those 
statements after Chairman Johnson had 
referred to his testimony that 42 cents a 
ton-mile was not sufficient compensation 
for carrying air mail and that the aver- 
age air freight rate on United Air Lines 
was about 18.6 cents a ton-mile. Mr. 
Barkes said that if the airline freight 
tariffs, with a minimum charge of $4, 
were applied to mail “on a per-shipment 
basis,” it would result in a mail tonnage 
rate “in excess of anything the airlines 
are now getting.” 

Cc. R. Smith, president of American 
Airlines, Inc., dealing with the subject 
of air freight rates v. air mail rates, said 
that the air freight business was not 
bearing “the fully allocated costs” at the 
present time. If air freight earnings 
could be increased, then the mail and 
passenger business of the airlines would 
bear a smaller proportion of the cost 
allocation, he said. 


Favor Subsidy Separation 


Mr. Smith and Mr. Barkes said they 
favored legislation to require separate 
identification of the amounts paid to 
the airlines as “earned” compensation 
for carrying mail and the amounts paid 
to them in the form of subsidies. Under 
present practice, the “subsidy” element 
is included in the payments determined 
by the C.A.B. for air mail transport. 


Other witnesses at the Senate com- 
mittee’s “air subsidy” hearings were: 
Mrs. Lucille Keyes, economist specializ- 
ing in air transport regulation, who said 
she represented only herself and advo- 
cated passage of S. 1756, a bill drafted 
by her and introduced by Chairman 
Johnson; J. H. Carmichael, president of 
Capital Airlines, Washington, D. C.; El- 
liott Bredhoff, assistant general coun- 
sel, Congress of Industrial Organizations, 
and Robert J. Smith, president, Pioneer 
Air Lines (a so-called feeder line op- 
erating in Texas and New Mexico). 

Mr. Smith, of American Airlines, said 
that air mail rates should be fixed by the 
C.A.B., not by legislation. He urged en- 
actment of S. 1757, the bill sponsored by 
the Air Transport Association, with an 
amendment to authorize the C.A.B. to 
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Air View of Danville, Illinois 


Scouting for an industrial site? 


How about Danville, IIl.? 


Here is a city with much to recommend it—a solid American 
community of nearly 40,000 people, 97% native born—with 
CHICAGO exceptional water supply, dependable utilities, and excellent ship- 
i easeors, ping facilities. Danville is on the main line of the Chicago & East- 
ern Illinois Railroad—has direct interchange with the New 
York Central and Wabash. 
Many important industries are located in Danville, as well as 
the C & E I’s system shops and division offices. Among these are 
General Motors (foundry division), General Electric (fluorescent 
pyrenns aneve lighting), F. L. Jacobs (auto seat springs), Hegeler (zinc and 
acids), Hyster (lift trucks), Lauhoff (grain), Consolidated Prod- 
es ucts, Sugar Creek Creamery, and Paxton Wholesale Grocery. 
Good business neighbors! 

If you have a new plant to locate, consider Danville—and other 
strategic C & EI points. And ship via C & E I for dependable freight 
handling and on-time deliveries through the great gateways of the 
Midwest—Chicago, Evansville, St. Louis, and Thebes. 


U- EVANSVILLE 


CHICAGO & EASTERN ILLINOIS RAILROAD 
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Norfolk... Wester. 
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withdraw subsidy from routes no longer 
required in the public interest. 


The Pioneer Air Lines president main- 
tained that the federal taxes collected 
from his airline exceeded the amounts 
received by Pioneer from the federal 
Treasury. He asked for determination 
of air mail rates on a graduated basis, 
with a high return per ton-mile for 
short-haul, lightweight shipments, and 
a lower return for long-haul, heavy 
shipments. Proposals to relate mail pay 
to passenger fares were “unrealistic,” he 
contended. He also described a proposal 
to assign airline subsidies to cities served 
by them as “patently unfair and unreal.” 


Wants Uniform Rate Structure 


Mr. Carmichael said he supported the 
general policy of separating subsidy from 
air mail payments. He, too, advocated a 
graduated basis of payments and said it 
was essential to have one uniform com- 
pensatory mail rate structure for all do- 
mestic carriers. Such a rate, he said, 
should be determined on the basis of 
cost, value of service, and other rate- 
making factors. To show that Capital 
was making progress toward its “ultimate 
goal” of eliminating subsidy, he said 
Capital had reduced its air mail revenue 
in the first half of 1951 to an amount 53 
per cent less than the corresponding 
total for the first half of 1950. 

Mr. Bredhoff said the C.I.O. favored S. 
436, a bill he described as substantially 
similar to H.R. 9184, passed by the House 
in the Ejighty-first Congress, on De- 
cember 11, 1950, by a vote of 66 to 0. He 
urged that no “weakening amendments” 
be written into the bill. The present 
method of the C.A.B. of determining 
temporary mail rates and then, at a later 
date, granting retroactive mail pay in- 
creases in fixing the permanent mail 
rates, was viewed by Mr. Bredhoff as dis- 
turbing to labor-management relations 
in the airline industry. For example, 
he said, an airline might tell its em- 
ployes that it was receiving only a mod- 
erate amount of mail pay and would 
only “break even,” and then, two or three 
years later, it would reap large profits 
for past years by means of retroactive 
mail pay increases, but no retroactive 
wage increases would be provided for the 
employes. 


Views of Advertising Costs 


In his presentation for United Air 
Lines, Mr. Barkes maintained that ad- 
vertising and promotional costs of air- 
lines should be allowed in the making of 
“service” mail rate determinations by 
the C.A.B. 


“Advertising and promotion costs,” he 
said, “are regarded generally as proper 
economic costs of doing business, with 
recognition that such costs are more than 
recovered by the economies of larger 
volume.” 

Mr. Barkes testified that 50 per cent 
of United’s air freight was carried on 
combination passenger planes and 50 per 
cent was carried on exclusive cargo 
flights. On the exclusive cargo flights, 
he said, the airline last year had an 
“out-of-pocket profit” of $200,000, rep- 
resenting the excess of the revenues re- 
ceived from those flights over the addi- 
tional costs that the company incurred 
in operating the exclusive cargo service. 
If all costs properly allocable to the cargo 
flights had been considered, the cargo 
service would have shown a loss of $2 
million, he stated. 

Mrs. Keyes said that the rate-mak- 
ing rule set forth in her bill, S. 1756, 
avoided “the undue rigidity of prescrib- 
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ing fully distributed cost as a universal 
rate-making standard, while avoiding 
also the undue looseness of leaving de- 
termination of compensatory mail rates 
entirely up to the regulatory authority.” 
This was done, she said, by making the 
fully distributed cost of the mail service 
the basic rate standard and providing 
for exceptions that were strictly defined 
in the bill. 



















Private Shipping Groups 
Voice Several Objections 
To Ship-Warrants Bill 


Proposed controls over operations 
of US.-flag merchant ships as well 
as those of friendly nations, as set 
forth in S. 1221, the so-called ship 
warrants bill introduced, “by re- 
quest,” by Chairman Johnson, of the 
Senate interstate and foreign com- 
merce committee, were described as 
unnecessary or too restrictive by 
witnesses for private ship-owner in- 
terests in a Senate committee hear- 
ing on July 13. 


A spokesman for the Transportation 
Association of America said the bill pro- 
posed “plain unvarnished dictatorship.” 

The considered bill was a companion 
measure to H. R. 3437, introduced by 
Chairman Hart, of the House merchant 
marine and fisheries committee (T.W., 
March 31, p. 199, and April 28, p. 62). 


Maritime Administrator E. L. Cochrane 
and Walter Radius, chief of the State 
Department’s transportation division, 
testified as advocates of S. 1221, in the 
hearing, conducted by the Senate inter- 
state and foreign commerce committee. 
Opposition to the bill was expressed by 
Frazer Bailey, president, National Fed- 
eration of American Shipping; George 
W. Morgan, president, Association of 
American Ship Owners, and Donald D. 
Conn, executive vice-president, Trans- 
portation Association of America. Marvin 
J. Coles, attorney, of Washington, D.C., 
representing the Committee for Promo- 
tion of Tramp Shipping, said that that 
organization supported S. 1221 “in gen- 
eral” but asked that tramp ship opera- 
tors be excluded from its coverage. 
Chester C. Thompson, president, The 
American Waterways Operators, Inc., 
Washington, requested exemption of “the 
so-called shallow draft services” from 
provisions of the bill. 


Maritime Administrator’s Testimony 


In his testimony as a supporter of S. 
1221, Maritime Administrator ,Cochrane 
said the bill would grant authority to 
the President to establish a ship warrant 
system for control of merchant shipping, 
“if necessary.” 


“This authority,” he said, “would be 
exercised only in the event of a major 
emergency, in the interest of national de- 
fense and of our international agreec- 
ments for maintenance of essential sup- 
ply and services and prevention, under 
such circumstances, of inflation of ship- 
ping charges accruing to the advantage 
of neutral or non-cooperating shipping. 

“The bill follows a draft submitted to 
Congress. by the Acting Secretary of 
Commerce March 19, 1951, with Budget 
Bureau approval The proposed 
ship-warrants system is patterned after 
the system used so effectively during 
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World War II. It contemplates control 
of merchant vessels through licensing of 
shore facilities. Due to the international 
character of ocean shipping, more direct 
controls are not practicable. 

“Under the ship-warrant system, ves- 
sels desiring to use shore facilities under 
the jurisdiction of the United States 
would be required to secure a document 
known as a warrant ... Without such 
a warrant the use of such facilities would 
be denied them. In order to receive a 
warrant, the vessel operator would be 
required to enter into certain under- 
takings, including that of making his 
vessel available for uses relating to pro- 
grams connected with the national de- 
fense and our international commit- 
ments, and that of abiding by maximum 
charter and transportation rates. Breach 
of such undertaking would result in the 
forfeiture of the warrant... 

‘Emergency’ Shipping Needs 

“Even with out reserve fleets of mer- 
chant ships, in an emergency there would 
not be enough ships of the necessary 
types to meet all requirements. If ma- 
terials and supplies are not transported 
because of lack of shipping or inefficient 
use of shipping, the effectiveness of the 
armed forces suffers if, in fact, it is not 
destroyed. 

“The enactment of a ship-warrants 
law is part of the over-all preparedness 
program to assure the highest level of 
utilization possible of all available mer- 
chant tonnage in any eventuality which 
might require full mobilization of our 
shipping. .. .” 

Admiral Cochrane said he believed 
opposition to the bill was due to a “mis- 


understanding of the real need and ob- 
jectives for such legislation as a final 
link to complete the allied control of 
world shipping in the event of a major 
emergency and full mobilization.” ‘The 
system of controls proposed in the bill, 
he said, was directed primarily toward 
merchant shipping not under the USS. 
flag or under effective control of the 
United States and its allies. He stated 
that 12 countries, members of the North 
Atlantic Treaty Organization, had 
agreed, in time of war or emergency, 
to take all oceangoing ships of their 
own flags and put them in a central pool 
for allocation by an international ship- 
ping authority. It was contemplated, 
he said, that all of those nations would 
enact ship-warrants legislation if the 
United States did. 

“Their warrants would be acceptable to 
us, and, conversely, ours to them,” said 
Admiral Cochrane. 

Mr. Radius, of the State Department, 
said he wanted to emphasize that S. 1221 
was actually “stand-by” legislation and 
was not intended as a means of estab- 
lishing immediate operating controls. 


Opposition by N.F.A.S. 


Mr. Bailey, of the N.F.AS., averred 
that it could hardly be contended that 
conditions were “as serious now as those 
existing in July, 1941.” 

“We have not heard of any serious 
deficiency in the prior law (the ship- 
warrants act in force in World War II) 
in actual operation under the full impact 
of World War II,” said Mr. Bailey. “The 
law presently proposed is much more 
rigid and restrictive than the previous 
ea 
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He stated the following differences be- 
tween S. 1221 and the former ship- 
warrants law: 

The ship-warrants act of World War 
II had a termination date, but S. 1221 
did not; the previous law gave priorities 
to ships holding warrants, while S. 1221 
had no relation to priorities but pro- 
hibited the use of specified facilities to 
vessels not holding warrants, and im- 
posed severe penalties; and the World 
War II law required that the warrants 
specify the conditions to be complied 
with by the vessels as to trades, voyages, 
cargo or passengers, as well as a “fair 
and reasonable maximum rate of charter 
hire or its equivalent,” as a condition to 
receiving the privileges provided, while 
S. 1221 said that the President might 
require, in addition to the restrictions of 
the old law, additional undertakings with 
respect to “the fair and reasonable 
maximum transportation charge for 
cargo or passengers,” etc. 

The previous law named the Maritime 
Commission to administer its provisions, 
but under S. 1221 the “broad authority” 
proposed might be delegated by the Presi- 
dent to any agency, said Mr. Bailey. 


‘Indirect Requisitioning’ 


“We ask you to consider,” he con- 
tinued, “that S. 1221 provides in effect 
for an indirect requisitioning of all 


American-flag .shipping. 
“When you take from the ship owners 
the control of the routes, cargoes and 
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WE’RE EQUIPPED 


to expedite your 


IMPORTS -EXPORTS 


A. W. AYLIN 
Foreign Freight Traffic Manager 








Modern freight cars of every type 
are being added constantly to 
our ever growing fleet of fast 


diesels in order to speed your foreign 
freight shipments promptly and dependably to and 
from any one or more of eleven principal Gulf 


1706 Missouri Pacific Bldg., St. Louis 3, Mo. 


SERVING THE WEST-SOUTHWEST EMPIRE 


ports and the Laredo and Brownsville, Texas 


Rail Gateways to Mexico. 





The only railroad 
under one management 
between Chicago 
and California 


Ship-Travel Santa Fe all the way 


Commission of Public Docks 


PORTLAND, OREGON 


208 S. LaSalle St., Chicago, Illinois 
D. J. McGarity, Gen. Mgr. 


OF FINEST LONG-DISTANCE 


MOVING 


OF HOUSEHOLD GOODS BY 
GREYVAN 


REYVAN LINES, CHICAGO 10, ILLINOIS 


Affiliated with Greyhound Lines 


freight rates of their vessels, and place 
this control in a government agency, you 
have in effect taken their property for 
‘use’ . . . There is very little solace to 
the property owner to say that his for- 
eign-flag competitor may be subjected to 
the same regulation .. . Let us remem- 
ber that not all American shipping is 
engaged in foreign trading. No such 
warrant system is proposed for their 
competitors — the railroads, trucks, 
PS 

Mr. Coles asked that S. 1221 be 
amended so as to “protect the privately 
owned American vessels engaged in the 
tramp trades from unnecessary controls 
over their rates in periods short of war.” 
He said that “liner” rates were set in con- 
ferences and were “relatively stable,” but 
that tramp ship rates were set by an 
“auxiliary system” and might vary from 
day to day, “depending on what cargoes 
are bidding for ships and what ships 
are bidding for cargoes.” 

Tramp shipping was a “prince or pau- 
per” business, so that the industry’s 
good earnings in “high rate” periods 
served to “pay out” for losses experienced 
in “low rate” periods, said Mr. Coles. 

“If you cut off that upward swing in 
rates,” he added, “of necessity you are 
going to prevent them (the “tramp” op- 
erators) from making up for the valleys 
of low rates and from paying out the 
ship over its normal life.” 

He stated that the U.S. “tramp” fleet 
now comprised “probably over 2,000,000 
deadweight tons” and that it received 
no subsidy. 

Mr. Morgan, of the A.AS.O., said that 
“the warrants bill, unlike the defense 
production act, is of indefinite duration 
and scrambles up price and priority pow- 
ers in such a way that the denial of the 
very right to do business becomes the 
sanction to compel virtually complete- 
submission to the dictates of adminis- 
trative officials.” He maintained that 
there was ample authority in the de- 
fense production act for attaining the 
objectives sought to be reached by S. 
1221, and that no further priority powers 
were required. He said that the defense 
production act did not give the Office 
of Price Stabilization power to control 
rates and charges of common carriers 
— subject to government regula- 

on. 

“The government,” he said, “now has 
full priorities and allocations powers 
and it also has statutory and economic 
control over rates. It therefore seems 
that it would be both unreasonable and 
unnecessary to enact this bill.” 


Position of T.A.A. 


Mr. Conn, of the T.A.A., said that 
the 77 directors of his organization had 
voted unanimously to oppose S. 1221 
“because of the broad implications of 
its powers.” He said the bill was “so 
broad you could drive a team of horses 
through it, as far as power goes.” Ina 
statement he filed with the committee, 
he said the considered bill would give 
the President “autocratic power to sub- 
ject the owners and operators of the 
merchant marine to arbitrary controls 
which would deprive them of the essen- 
tial functions of management.” 

“Actions under the bill,” Mr. Conn’s 
statement continued, “are placed beyond 
the jurisdiction of the courts and can 
be taken without notice and without 
hearing. Furthermore, the owners of our 
merchant marine are denied compensa- 
tion or damages for any injustices they 
may suffer. Such a delegation of power, 
far exceeding that of the warrants act 
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in effect during World War II, could 
easily lead to confiscation, and to owner- 
ship of all transportation. In summary: 

“(1) There is no shortage of shipping 
facilities at the present time and from 
that standpoint the bill is without justi- 
fication. 

“(2) Section 101 of the defense produc- 
tion act of 1950 already gives the govern- 
ment full power over priorities and al- 
locations ... 

“(3) Through the Interstate Commerce 
Commission and other agencies the gov- 
ernment has full statutory control over 
rates. This bill transfers such authority 
from the regulatory arms of Congress 
to the President. 

“Under Constitutional government 
there can be no reason or excuse for 
such a measure. It is plain unvarnished 
dictatorship.” 


House Group Recommends 
$3,550,000 for C.A.B. 


In its report on H.R. 4740, the appro- 
priation bill for the State, Justice, and 
Commerce Departments for fiscal year 
1952, the House appropriations committee 
has recommended $3,550,000 for the Civil 
Aeronautics Board, saying that that 
amount represents a reduction of $350,- 
000 below the Budget Bureau estimate 
and an increase of $50,000 over the 
C.A.B. appropriation for fiscal year 1951. 

After observing that a year ago it and 
Congress had seen fit to decrease the 
appropriation request of the C.A.B. from 
$4,323,000 to $3,500,000, the committee 
quoted testimony on the 1952 appropria- 
tion request by D. W. Rentzel (chairman 
of the C.A.B. at the time of the com- 
mittee’s hearings, now Under Secretary 
of Commerce for Transportation) to the 
effect that, despite the appropriation cut 
for fiscal year 1951, the board was func- 
tioning more smoothly than in the pre- 
vious year. 


Study of Rail Retirement 


Benefits Proposed in House 


As the House interstate and foreign 
commerce committee continued its con- 
sideration, in executive sessions, of legis- 
lation to amend the railroad retirement 
and rail unemployment insurance acts 
(T.W., July 14, p. 60), Representative 
Bender, of Ohio, introduced resolutions 
calling for investigation of benefits under 
the rail retirement act. 

In H. Res. 329, Representative Bender 
proposed a grant of authority to the 
House interstate and foreign commerce 
committee to investigate and study the 
old-age retirement and survivors benefits 


provided under the railroad retirement i 


act. By H. Res. 330, he proposed allot- 
ment of funds to that committee, by 
the House committee on administration, 
for expenses of the investigation and 
study contemplated by H. Res. 329. 

Representative (Mrs.) Harden, of In- 
diana, introduced H. R. 4777, entitled “a 
bill to amend the railroad retirement act 
of 1937 to provide increased annuities 
for retired railroad employes and their 
widows.” 


Motor-Claims Agency Extension 


President Truman has signed S. 1042, | 


extending the life of the Motor Carrier 
Claims Commission, otherwise destined 
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to expire September 20, until June 30, 
1953, or until such earlier time as the 
commission might make its final report 
to Congress (T.W., June 9, p. 53; June 
23, p. 78, and June 30, p. 64). Action 
on the measure by Congress was com- 
pleted when the House, on considering 
a companion bill, H.R. 3208, substituted 
S. 1042 for that bill and tabled the 
House bill. The Motor Carrier Claims 
Commission was created by legislation 
enacted in 1948, to hear and determine 
claims against the federal government 
asserted by 103 midwestern truck lines 
whose properties had been taken over 
by the government, through the Office 
of Defense Transportation, in August, 
1944. The motor-claims agency extension 
act is identified as Public Law 75, Eighty- 
second Congress. 
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Car Surplus Up, Shortage 
Down in Week of July 7 


U. S. railroads reported an average 
daily shortage of 6,065 freight cars and 
an average daily surplus of 39,526 freight 
cars for the week ended July 7, which 
included the July 4 holiday, according to 
the car service division of the Association 
of American Railroads. 

The surplus, which represented an in- 
crease of 17,184 cars over the previous 
week’s daily average, consisted primarily 
of unused reserves of box cars made 
available for transport of midwestern 
winter wheat and coal cars left idle by 
the miners’ vacation period begun late 
June and early July. Plain box cars ac- 
counted for 17,938 of the surplus total, 
with hoppers numbering 17,926 and gon- 
dolas 240. Also included in the sur- 
plus total were 8 auto box, 1,514 stock, 
1,649 refrigerator, 33 flat, and 218 mis- 
cellaneous. 


The average daily shortage of 6,065 
cars reported for the week ended July 
7, which was a decline of 6,252 cars un- 
der the daily average for the week ended 
June 30, was made up of 1,596 plain box, 
58 auto box, 2,703 gondola, 658 hopper 
(includes 41 covered), and 1,050 flat cars. 
Reports of the carriers to the car serv- 
ice division showed no shortages of stock, 
refrigerator or miscellaneous cars. 


Rail Assets Up in April 


Class I railroads had $3,703,195,919 
total current assets, including $820,834,- 
703 in cash and $927,904,105 in temporary 
cash investments, at the end of April, 
1951, as compared with total current as- 
sets of $3,147,060,640 including $839,531,- 
869 cash and $808,460,559 temporary cash 
investments, at the end of April, 1950, 
according to statement M-125, selected 
income and balance sheet items of those 
railroads, excluding switching and ter- 
minal companies. 

The statement was compiled by the 
Commission’s Bureau of Transport Eco- 
nomics and Statistics. 


Total current liabilities of those rail- 
roads at the end of April, 1951, stood at 
$2,278,871,234, as compared with $1,771,- 
639,689 at the end of April, 1950. In- 
cluded in the 1951 liabilities were accrued 
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taxes of $898,500,119, of which $743,688,- 
523 were U. S. government taxes. At 
the. end of April, 1951, accrued taxes 
totaled $603,258,093, and U. S. govern- 
ment taxes made up $458,036,423 of that 
amount. 

The compilation showed that $152,862,- 
174 of funded debt would mature within 
six months after April 30, 1951. The com- 
parable figure for funded debt matured 
— same period of 1950 was $126,054,- 





June Rail Operating 
Revenue Estimated at 
8.3 Per Cent Above June ‘50 


Based on advance reports from 80 
Class I railroads, whose revenues repre- 
sent 81 per cent of total operating rev- 
enues, the Association of American Rail- 
roads estimated that railroad operating 
revenues of $683,527,152 in June, 1951, 
increased 8.3 per cent above the same 
month in 1950. The estimate for June, 
1951, covers operating revenues only, 
and does not take operating expenses or 
other costs into account. 

Estimated freight revenue of $567,896,- 
064 in June, 1951, was greater than in 
June, 1950, by 8.2 per cent. Estimated 
passenger revenue of $64,778,992 in- 
creased 8.2 per cent. Date by districts 
follow: 

Eastern District. Thirty-two Class I 
railroads, whose revenues represent 90.6 
per cent of total operating revenues in 
the Eastern District, estimated that 
their operating revenues of $348,512,838 
in June, 1951, increased over June, 1950, 
by 8.3 per cent. Estimated freight rev- 
enue of $284,841,824 increased 8.4 per 
cent, and estimated passenger revenue 
of $37,720,895 increased 5 per cent. 

Southern Region. Fifteen Class I rail- 
roads, whose revenues represent 68.3 per 
cent of total operating revenues in the 
Southern Region, estimated that their 
operating revenues of $75,555,723 in June, 
1951, increased over those in June, 1950, 
by 7.7 per cent. Estimated freight rev- 
enue of $64,143,980 increased 7.1 per cent, 
and estimated passenger revenue of $6,- 
087,371 increased 23.5 per cent. 

Western District. Thirty-three Class 
I railroads, whose revenues represent 
74.5 per cent of total operating revenues 
in the Western District, estimated that 
their operating revenues of $259,458,591 
in June, 1951, increased over those in 
June, 1950, by 8.4 per cent. Estimated 
freight revenue of $218,910,260 increased 
8.4 per cent, while estimated passenger 
revenue of $20,970,726 increased 10.4 per 
cent. 


Trucking Statistics 


Emergency meetings of state account- 
ing councils and chapters affiliated with 
the American Trucking Associations to 
obtain industry reaction to two Commis- 
sion accounting proposals have been re- 
quested by the national chairman. 

One proposal would require trucking 
companies. to supply the Commission 
with commodity statistics on all ship- 
ments of.10,000 pounds or more. The 
second, a revision of instruction 27, would 
exempt common carriers of general 
freight with gross revenues of less than 
$500,000 from supplying statistics dis- 
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TRAFFIC and TRANSPORTATION 
CONFERENCE, and SEMINAR 


Sponsored Jointly by The American Society of Traffic and 
Transportation, Inc. and Northwestern University 


Your firm should be represented at this impor- 

tant Conference and Seminar. The outstanding 

program includes discussion of major transpor- C H | CAG 0, : [ [ | N 0 | S 
tation problems, all phases of traffic and trans- 

portation, and addresses by nationally known 

speakers. All forms of transportation will be Septe m be i 13 & 14 
represented. The Conference is open to all in 

this field; the registration fee is only $2.00. Avoid 1 4 5 1 
disappointment by registering in advance. Write 

for information. 


MAKE YOUR RESERVATIONS NOW!... Write to K.H. Jamieson, Secretary-Treasurer 


AMERICAN SOCIETY of TRAFFIC and TRANSPORTATION, Inc. 


P.O. BOX 875 ROCHESTER 3, NEW YORK 
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tinguishing between line-haul and pick- 
up-delivery expenses. 












lion in 1950, or 76.7 per cent. The bureau 
said that the 1950 figure was 13.8 per 


million in the Eastern District and $1.9 
million in the southern region and of 
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spondil 
motive: 


A. P. Scott, of New York City, chair- cent below that of 1949. increases of $36.9 million in the Poca- spectiv 
man of A.T.A.’s National Committee on Total long-term debt of Class I line- hontas Region and $94.8 million in the motive: 
Accounting, and George H. Minnick, sec- haul railways actually outstanding as of Western District. As of April 30, 1951 (2.1) is 
retary, who sent out the call for state December 31, 1950, the bureau said, the “quick assets” of class I roads as a centag' 
meetings, expressed the “personal opin- amounted to $9,280.9 million as compared whole were sufficient to cover only 176.7 “Frol 
ion” that the first proposal “is to enable with $9,154 million in 1949 and $10,462.8 per cent of the total current liabilities. the di 
I.C.C. to determine diversion of commodi- million in 1943. It said that the increase The corresponding percentage one year advant 
ties from rail to truck traffic.” They in 1950 over 1949 was largely attribut- earlier was 93.0. In the Pocahontas service: 
asked whether it would “place undue able to an increase of $155.4 million, or Region the coverage was somewhat Diesels 
hardship upon motor carriers.” 9.2 per cent, in equipment obligations. higher as of April 30, 1951 than one year the to 

Regarding the second proposal, the “Between the close of 1943 and 1950, earlier, but in each of the other ter- yard s 
committee officials said it “should be however,” continued the bureau, “there  ritories it was decidedly lower.” first fo 
heartily endorsed” as it carries out the was an increase of $1,074.4 million or It said that net corporate working the die 
objectives of the request which the com- 138.9 per cent in such obligations. In this capital (total current assets less total third ¢ 
mittee presented to the Commission in later year equipment obligations ac- current liabilities) for the roads as a sumed 
February, 1950. counted for 19.9 per cent of the total whole increased from $1,375.4 million on service 

The state meetings should be held early long-term as compared with only 7.4 April 30, 1950, to $1,424.3 million on the per ce 
enough so that the council and chapter per cent in 1943.” corresponding date of 1951, or 3.6 per put the 
views on the two I.C.C. proposals could The bureau said that annual interest cent. Declines in this “net” in the of the 
be tabulated before August 6 for presen- accurals on all classes of long-term debt Eastern District and the Southern 
tation to the Commission, the notice from combined declined from $443.4 million Region were offset by increases in the 
the national committee said. in 1943 to $325.8 million in 1950, or 26.5 Pocahontas Region and Western Dis- The 

per cent, a decrease of more than double trict, the bureau asserted. sented 
the corresponding percentage reduction Rail Fuel Costs A 
. j 
Pocahontas, Western Rails in total long-term debt. ae Referring to another table in the com- to $103 
“The substantial decrease in interest ment showing fuel costs for the Class I Ps ies 
° ° e : : in 1950 
Pull Up Financial Showing charges since 1943 may be attributed not yailroads, the bureau said: ditiona 
only to the large absolute reduction of “The table shows the amounts of aon t 
Of All Class | Roads non een ee er ae a — service performed in yard, freight and fan incr 
The Pocahontas Region and the on refunding and other obligations ac- nang services on class I railways 1950 pe 
lial ” The total uring the first four months of 1951, It sa 

Western District are shown to have crued,” the bureau added. » subdivided by kind of locomotive used 
: : interest accrued in 1950 was 1.4 per cent Sais y : - . had de 

been responsible for an improvement ” (principal locomotive in train) together 
: . : higher than that of 1949. . 2 ; . 1950 pe 
in the quick assets and net working a , with the fuel costs including freight and per cer 
capital of the Class I railroads as a saetek: Aeeete handling charges. For road freight serv- i taxes. 
whole as of the last day of April 1951 The bureau showed in a table by dis- ice the volume of traffic is measured in Payn 
: . y Dp . » trict or region the amount of cash and_ total gross ton-miles (weight of loco- the rai 
compared with April 30, 1950, in the temporary cash investments—‘“quick as- motive and tender plus trailing load §,. ‘4, 
monthly comment on transportation sets’—and the net corporate working times distance moved). In the January- 950.625 
statistics compiled by the Commis- capital including and excluding ma- April 1951 period coal burning loco- eae 4 
sion’s Bureau of Transport Economics terials and supplies, as of April 30, 1951 motives handled 39.4 per cent of the total weieatine 
ge and 1950. Commenting on the “quick freight traffic, but the cost of the coal Class 1 
and Statistics. assets” figures, the bureau said: consumed ($69.9 million) was 50.7 per on ~ 

The release is issued as information “For the roads as a whole ‘quick assets’ cent of the total cost of all locomotive §.. oo, 
which has not been considered or adopted increased from $1,648.0 million on April fuel used in road freight service. Diesel- or an 
by the Commission. 30, 1950 to $1,748.7 million on the same _ electric locomotives handled 48.1 per cent 


Also shown in the monthly comment 
is a decrease in railroad debt in default 
from $757.8 million in 1943 to $176.3 mil- 


date in 1951 or 6.1 per cent. This net 
increase of about $100.7 million for all 
roads is a composite of decreases of $29.0 
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of the freight traffic at a fuel cost of 
$42.4 million or only 30.8 per cent of the 
total locomotive fuel cost. The corre- 


Here’s a message from the Progressive Port of San Francisco, bearing a sug- 
o 
e gestion that could result in tremendous advantages for you. It refers to the 
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We suggest that you send your goods to the San Francisco Foreign Trade Zone for storage pending cca 
the effective date of the TORQUAY AGREEMENT, as fixed by Presidential Proclamation. the car 
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sponding figures for oil-burning 1loco- 
motives are 10.6 and 16.4 per cent, re- 
spectively. In the case of electric loco- 
motives the percentage of total fuel cost 
(2.1) is only slightly higher than the per- 
centage of traffic handled. 

“From the standpoint of fuel costs 
the diesels also operated at a distinct 
advantage in both yard and passenger 
services, aS indicated in the _ table. 
Diesels performed almost two-thirds of 
the total yard service as measured in 
yard switching locomotive-hours in the 
first four months of 1951 but the cost of 
the diesel fuel consumed was only one- 
third of the total cost of all fuel con- 
sumed in that service. In road passenger 
™ service diesel locomotives handled 59.8 

per cent of total passenger car- -miles 

put the diesel fuel cost was 46.3 per cent 
of the total.” 
Railway Express 

The bureau said that revenues repre- 
sented by “charges for transportation” 
of the Railway Express Agency for the 
firs; four months of 1951 amounted 
to $103,195,461, compared with $97,265,888 
in 1950, an increase of 6.1 per cent, ad- 
ditional revenue from operations other 
than transportation totaling $1,604,532, 
an increase of 1.5 per cent over the same 
1950 period. 

It said that total operating expenses 
had decreased from $70,811,786 in the 
1950 period to $69,597,129 in 1951, or 1.7 
per cent, with also a slight decline in 
taxes. 

Payments for “express privileges” to 
the railroads were shown as $30,353,416 
in the 1951 period, compared with $22,- 
950,625 in the 1950 four months, an in- 
crease of 32.3 per cent. For the first four 
months of 1951 the express revenues of 
Class I stem railways (mainly receipts 
from express privileges) were $23 million, 
as compared with $19.9 million in 1950, 
or an increase of about 15.7 per cent, 

) said the bureau. 


Canadian Rail Rate Increase 
\Effective July 26, Loadings 
Drop in July 7 Holiday Week 
The recent increase in Canadian 
rail freight rates authorized by the 
Board of Transport Commissioners 
of Canada would become effective 
July 26, the Dominion Bureau of Sta- 
tistics; Ottawa, noted in its report 
of Canadian carloadings for the week 


» ended July 7. 


The board approved a general 12 per 
‘cent increase in rates on an interim 
ac in addition to upward adjustments 

In various railway services and charges, 

‘subject to final decision on requests of 
the carriers for higher increases follow- 
)ing further hearing set for November 12 
(T.W., July 14, p. 25). 

Loadings in the week ended July 7, 
“affected by the Dominion day holiday, g 
the bureau stated, were reduced to 72,184 
Cars against 85,999 cars in the preceding 
Week and compared with 78,555 cars in 
the corresponding week of 1950 which 
ended on July 8 and was holiday free. 

“In addition, this July presents a 
Pshortened work-week so that comparisons 
are somewhat vitiated,” says the bureau. 
“Thus, the eastern division reported 49,- 





















437 cars loaded during the period ended 
July 7 this year against 53,839 one year 
ago while the western area had 22,747 
cars down from 24,716. However, re- 
ceipts from foreign connections ad- 
vanced from 28,401 in the twenty-seventh 
period of 1950 to 31,365 cars as import 
demand continued heavy. 


Commodities showing gains over last 
year included grain up from 5,157 to 8,279 
cars, fresh fruit more than doubled at 
224 cars against 101, vegetables at 392 cars 
compared with 240 one year ago, and the 
other agricultural products group ad- 
vancing 79 cars to 181 for the week under 
review. Ores and concentrates were 
heavier at 3,897, up 251 cars while base 
bullion improved 139 cars to 580. Pulp- 
wood shipments continued active at 6,077 
cars compared with 4,448. Implements 
totaled 761 cars against 688. 


“The main recessions in loadings were 
shown in livestock off from 1,464 to 996 
cars, coal at 4,288 cars against 5,437, coke, 
building products, lumber down from 
5,672 to 4,274 cars, gasoline, crude oil, iron 
and steel at 1,590 cars against 2,022, and 
in autos and trucks which dropped from 
1,634 to 1,056 carloads this year. Slow- 
downs in auto production and pro- 
longed drought in British Columbia for- 
ests affected volume of autos and lumber. 
Woodpulp and paper, miscellaneous 
manufactures and I..C.L. merchandise 
were also lower this year with the last 
dropping from 17,350 to 14,022 cars. 


“Cumulative loadings for the first 27 
weeks amounted to 2,121,672 cars, for a 
gain of 176,046 cars or 9 per cent over 
the similar period last year with both 
east and west volume well above the last 
two years. Receipts from connections rose 
127,943 cars to 955,830 in the same com- 
parison.” 





NEW SERVICES 
AND PRODUCTS 





Tariff Guide Naming Major 
Carrier Agency Tariffs 
Made Available by T.S.C. 


The educational division of the Traffic 
Service Corporation has made avail- 
able for general use Tariff Guide No. 3 
which was compiled by E. A. Ovens, dean 
and vice-president of the Academy of 
Advanced Traffic. The guide, which is 
used by both the College of Advanced 
Traffic, Chicago and Detroit, and the 
Academy of Advanced Traffic, New York 
and Philadelphia, represents an effort on 
the part of the schools to bring to their 
students, in simplified form, a com- 
pendium of the principal agency class 
and commodity tariffs both rail and mo- 
tor applying throughout the United 
States. It was prepared primarily as 
a training aid for students. It had, how- 
ever, proved very useful in the daily 
work of many traffic departments. In 
view cf the demand for copies of the 
guide, an additional number of copies 
has been printed and may be obtained 
at 25 cents each from the Traffic Service 
Corporation, 815 Washington Building, 
Washington 5, D.C. 
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Salt Lake City 


YOU ARE ASSURED 
THE BEST FREIGHT SERVICE 


FROM THE 
EAST 


SOUTH EAST 


and 


MIDDLEWEST 


WHEN YOU ROUTE AND SHIP 


via 


INTERNATIONAL 
FORWARDING CO. 





STOP STEWING yo 









If your transporta- 
tion problem in- 
volves shipments to, 
from or within the 
South—let the mod- 
ern services and 
facilities of the 
Southern Railway 
get you off the “hot 














RAILROAD 





@ Dependable, protective delivery of 
freight shipments is our aim. Union Pacific 
packaging and loading experts work with 
shippers to decrease damage and claims. 


If you have a packaging problem, let's 
hear about it. We’re glad 
to help. 
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PERSONAL NEWS 





Irving J. Stoller, president of Fibleco- 
Illinois Corporation, and Harry G. Die- 
fendorf, packaging and materials han- 
dling consultant, Detroit, have been 
named to honorary life membership in 
the Society of Industrial Packaging and 
Materials Handling Engineers, accord- 
ing to an announcement by Ray C. Sell, 
president. Both active in establishing 
the society, Mr. Stoller is credited with 
organizing it nationally. Mr. Diefendorf 
founded the Michigan division, now one 
of the largest chapters. In addition, Mr. 
Stoller was first general chairman of the 
society’s annual exposition and Mr. Die- 
fendorf helped develop the group’s first 
“short course” program. 

* * * 


James P. Lewis, Jr., has been appointed 
commercial agent for the Southern Rail- 
way System, with headquarters in At- 
lanta, Ga., effective July 16, succeeding 
J. W. Garner, resigned. Mr. Lewis, who 
entered Southern service in 1939, was 
formerly chief clerk in the office of as- 
sistant freight traffic manager at Macon, 
Ga. 


oa ” 7 
Appointment of James P. Kenny as 
traffic manager of the Port of Corpus 
Christi, Tex., has been announced by 
Byrd Harris, port director. 


* * * 


The election of J. C. Darby and F. B. 
Hines as chairman and vice-chairman, 
respectively, of the Public Service Com- 
mission of South Carolina for the 1951-52 
fiscal year has been announced by the 
National Association of Railroad and 


Utilities Commissioners, Washington, 
D.C. 
ok * of 
Harry Palm, formerly head of the 


Palm Cartage Co., Detroit, Mich., has 
joined the staff of the Geo. F. Alger Co. 
as manager of its Toledo, O., terminal. 

* ok OK 


Appointment of Donald McLean Kerr 
as acting general manager of the Cen- 
tral Vermont Railway has been an- 
nounced by S. F. Dingle, vice-president 
of operations of the Canadian National 
System. Mr. Kerr, formerly auditor of 
the Grand Trunk Western at Detroit, 
succeeds John A. Rogers, who retired 
under the pension rules of the railway 
July 19. Thomas W. Prior, superin- 
tendent, whose selection to succeed Mr. 
Rogers, according to the announcement, 
is seriously ill. 


* + * 


E. E. White has been appointed gen- 
eral agent in Portland, Ore., for the Chi- 
cago, Milwaukee, St. Paul & Pacific Rail- 
road, succeeding F. A. Swanson, who 
has retired after 44 years of service. Mr. 
White was formerly traveling freight 


agent for the Milwaukee in Cleveland. 
+ * ~ 


John M. Oliver has been appointed dis- 
trict traffic agent of the Illinois Central 
Railroad at Mattoon, Ill. He was for- 
merly traffic agent for the road in Dallas, 
Tex. 


* * * 


British Overseas Airways Corporation 
has announced the addition of Harry 





Kramer and William Gans to its eastern 
area sales staff, New York City, the for- 
mer to serve as cargo sales representative, 
the latter to augment the passenger sales 
force. 

ok OK * 

Appointment of E. L. Santner as an 
assistant general traffic manager in 
charge of transportation and services of 
the Diamond Alkali Co., Cleveland, O., 
effective July 1, has been announced by 
J. H. Wilharm, director of traffic. Mr. 
Santner was formerly district traffic 
manager of the company’s Painesville 
plant. 

* * * 

A. A. DeAyala has assumed the duties 
of manager of the Pacific Car Demurrage 
Bureau, San Francisco, Calif., succeeding 
R. C. Munholland, deceased. 

* * ok 


The Chicago, Milwaukee, St. Paul & 
Pacific Railroad has announced the ap- 
pointment of William A. Murphy as as- 
sistant freight traffic manager, with 
headquarters in Chicago, effective July 
16. Mr. Murphy began service with the 
road in 1908 and since 1942 has been gen- 
eral southwestern agent with headquar- 
ters in Kansas City, Mo. He has been 
succeeded in his former position by E. C. 
Derr, formerly general agent in Atlanta, 
Ga. Other appointments announced in- 
clude Wilbur B. Tigerman, formerly chief 
clerk in the Kansas City freight traffic 
department, as assistant to the general 
southwestern agent, Kansas City; Paul 
A. Larson, since 1945 traveling freight 
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The Transportation Club of Terre 
Haute, Ind., will hold its annual fall stag 
and golf outing on September 20 at the 
Elks Fort Harrison Country Club. 


* * * 


The Transit Valley Country Club, East 
Amherst, N.Y., was the scene of the July 
golf outing of the Transportation Club 
of Buffalo, Inc., July 17. The outing 
was designated as “Truck and Carload- 
ing Day.” 


* * * 
‘ 


The Metropolitan Traffic Association 
of New York is moving its quarters from 
the Hotel Astor to the Hotel Commodore, 
New York City, effective August 1, Jo- 
seph J. Donnelly, club president, has an- 
nounced. The association will hold a 
golf outing July 31 at Bonnie Briar C.C., 
Larchmont, N.Y. 

* * * 

The Traffic Club of Kansas City, Inc., 
announced postponement from July 16 
to July 23 of its third golf outing at the 
Hillcrest Country Club due to the Kan- 
sas City flood. 

+ * * 

The Transportation Club of Saint Paul 

sponsored an inter-city golf tournament 
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agent with headquarters in St. Louis, as 
general agent in Atlanta; and Maurice 
N. McCarrell, heretofore chief clerk in 
the general freight agent’s office in Seat- 
tle, as traveling freight and passenger 
agent, with headquarters in Atlanta. 

* a ok 


Thomas E. Wilson has been appointed 
production manager of the General Mo- 
tors Corporation truck and- coach di- 
vision, Pontiac, Mich., in which capacity 
he will be responsible for the production, 
purchasing and traffic activities of the 
division. He has been succeeded in his 
former position as director of personnel 
by Earl A. Maxwell. 


* * * 


Charles H. Dannettel and Kenneth J. 









Feeney have announced their association | 


for the performance of a specialized traf- 
fic service under the firm name of Dan- 
nettel and Feeney, Inc., with offices in 
Washington, D.C. 





OBITUARIES 


Charles E. Johnston, 69, former chair- 
man of the Association of Western Rail- 
ways, and former president of the 
Kansas City Southern Railway, died July 
9 at his home in LaJolla, Calif. 
Johnston spent more than 51 years of 
his life in the railroad industry, starting 


Mr. | 


his career in 1897 at St. Elmo, Ill. as a | 


call boy for the Chicago & Eastern Illi- 
nois Railroad, and retiring just three 
years ago from the chairmanship of 
the A. W. R. 
* * A 

Gilbert F. Ford, 60, head of the 
freight rates division of Swift & Co. for 
32 years, was killed July 9 in an auto 
accident while returning to his home 
in Evergreen Park, Ill. from a vacation 
in Florida. Burial was in Upton, Ky. 





July 16 at the Midland Hills Golf Course, 
St. Paul, Minn. It has set August 20 for 
its August tournament and September 17 
for its annual tournament. 
* oe + 

The educational committee of the 
Traffic Club of Philadelphia, under the 
chairmanship of George E. Miller, traffic 
manager of the S.S. White Dental Manu- 
facturing Co., Philadelphia, has sched- 





a) 


uled a series of meetings for the sum- i 
mer months in order to inaugurate a 7 
fall and winter program designed to ac- | 


quaint high school students with traffic © 


management as a career. A program, 
supplementing the work of the private 
schools and universities in the Phila- 
delphia area, has been formulated and 
will include talks by various members of 
the Traffic Club of Philadelphia before 
high school assemblies, radio talks on 
high school forum programs, visits to 
high school vocational guidance instruc- 
tors and distribution of a traffic manual 
to high school students who show an 
interest in traffic management. ‘The 
manual will cover the fundamentals of 
traffic and explain the functions and 
duties of a traffic manager as well as 
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the services of transportation in general. 
A subcommittee composed of Albert 
Banscher, resident manager of the 
Academy of Advanced Traffic, Inc., 
Philadelphia; W. Lennig Travis, assistant 
manager, traffic division, Atlantic Refin- 
ing Co., and William H. Charlton, man- 
agement service division, Temple Univer- 
sity, has been appointed by Mr. Miller 
to report to the educational committee 
at its next meeting scheduled for Au- 
gust 17 with a proposed traffic manual. 
Other members of the committee are 
E. H. Breisacher, traveling freight and 
passenger agent, Northern Pacific Rail- 
way; Charles R. Boogher, assistant ex- 
ecutive, port promotion department, 
Delaware River Joint Commission; 
Anthony L. Bozzuffi, manager, Isthmian 
Steamship Co., Philadelphia; Theodore 
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HOUSTON 
FebX6-7 


11,000 Mile Traveling 
Show Arrives Right on 
Time for Each Exhibit! 


Dozens of sensitive business machines 
—one with over 1200 electronic tubes 
—made up this IBM display. It 
covered cities hundreds of miles apart, 
often with only a day or two between 
showings. 


Thanks to North American Van Lines 
and Sofia Bros. our New York 
agent, every move was made on 
schedule — despite tornadoes and 
blizzards en route. 





$T. LOUIS 
Dec. 15-16 


NEWT “SURVEY SERVICE” 


Advance analysis of your 
moving needs 
North American representa- 
tive to insure best results. No 
cost or obligation. See phone 
book for local agent’s name 
or write tor FREE booklet. 


Address: 


R. Glick, traffic manager, Cooper-Jarrett, 
Inc., Philadelphia; C. J. Goodyear, traf- 
fic manager, Philadelphia & Reading 
Coal & Iron Co.; S. L. Einhorn, attorney- 
at-law, Einhorn & Schachtel; R. S. 
Mawson, manager, Preston Trucking Co., 
Inc.; J. Brooks Millard, traffic manager, 
Piasecki Helicopter Corporation; E. A. 
Ovens, dean and vice-president, Academy 
of Advanced Traffic, Inc.; H. C. Roun- 
tree, dean, Community College and 
Technical Institute, Temple University; 
William P. Searfoorce, district freight 
agent, United States Lines Co.; Gordon 
P. Smith, traffic manager, Worth Steel 
Co.; E. Wilber Traver, director, Traffic 
Managers Institute; John C. White, dis- 
trict traffic representative, Chicago & 
North Western Railway; Ralph Wilgus, 
traffic consultant; S. H. Williams, man- 


meets “tight” display dates with 
NORTH AMERICAN Van Service 


BOSTON 
Jan. 9-10 


ae 
— : 


CHICAGO 
Dec. 8-9, 


DETRO! 
Dec. 5-6 


NEW YORK 
on-3-6 








ATLANTA 
Dec. 20-21 






Do you have a tough display moving 


job? North American padded van 
service can save you time, money, 
worry. Get the facts! 


Personnel, Office Moving Too 
Call the North American agent 
nearest you for any move: trade- 
show displays, household goods of 
transferred personnel, office and plant 
equipment. Better move always, the 
North American way. 


by a skilled |/4 





NORTH AMERICAN Van Lines, Inc. 
Dept. TW7 Fort Wayne, Indiana . 
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ager, transportation bureau, Chamber of 


Commerce; and Dr. G. Lloyd Wilson, 
professor of transportation and public 
utilities, University of Pennsylvania. 

1K * a 


The Oakland (Calif.) Traffic Club ob- 
served “Fathers’ & Children’s Night” 
with a dinner meeting July 17 at the 
Leamington Hotel. Jack P. Sanders, 
club president, presided. Cecil Minas was 
chairman. 

K * x 

The Nashville Traffic and Transporta- 
tion Club held its annual picnic July 19 
at the Biltmore Dinner Club. 

ok * a 


The Transportation Club of Jackson, 
Mich., will hold its annual golf outing 
on August 14 at Arbor Hills Country Club. 
There will be golf in the afternoon fol- 
lowed by dinner in the clubhouse. A 
variety of prizes will be awarded in the 
course of the evening. The committee 
in charge of the event is headed by Rex 
Bigelow of Norwalk Truck Line. Mem- 
bers of neighboring traffic clubs have 
been invited to attend. 

oo co ae 


The Dallas Chapter No. 46 of the Delta 
Nu Alpha Transportation Fraternity 
designated its July 13 educational meet- 
ing as “Open Problem Night,” at which 
time problems presented by members 
were openly discussed. 

co eS a 


The Sterling-Rock Falls Traffic Club, 
Sterling, Ill. has announced a change 
in the date of its thirteenth annual golf 
outing to be held at the Emerald Hill 
Country Club, from August 8 to August 
9. E. J. Ammeson, manager of the 
Manufacturers & Shippers Association, 
is chairman of the committee on ar- 
rangements. Thomas R. Bellmar, gen- 
eral traffic manager, Northwestern Steel 
& Wire Co., will be toastmaster at a 
dinner in the course of the outing. 

* * * 


The Transportation Club of Terre) 


Haute, Ind., has set September 20 as 
the date for its fall golf outing. Ar- 
rangements for the event are in charge 
of M. B. Bartel, general agent, New York 
Central Railroad. 


ICC DOCKET 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in tiis docket are noted below 


Hearing in I. & S. 5942, assigned July 30, 
at Chicago, 
September 14, at Hotel Morrison, Chicago, 
Ill., before Examiner Fuller. 


July 23—Boston, Mass.—Hotel Lenox—Com- 
missioner Mahaffie: 


30824—Boston and Maine R.R. Commuta- |) 
Colo.—State Off. Bldg—| 


tion Fares. 
July 23—Denver, 
Examiner Pyne: 
30551— Colorado Fuel and Iron Corp. V. 
Almanor R.R. Co., et al. 
July 23—Portland, Ore .—Hotel Multnomah 
—Examiner Roth 
ar ae Milling Co., Inc. v. G. N. 


ute "23—Washington, D. C.—Examiner Dish- 


3 "&. s. 5921—Insulators and Syrup, Gulf- 
Canal Lines, Inc. 
—, 24—Washington, D.C.—Examiner Col- 


 & “— "5. 5936—Unmanufactured Leaf To 


bacco in N.C., S.C., and Va. 


Ill., cancelled and reassigned 7 










July 2! 


For e 


ne- 
the 


y 30% 


igned 


cago, § 


Dept. GCI, 201-11 Ford Building, Detroit 26, Mich. 
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Training 


makes 


the difference 


Perfect timing—fast pony—another goal scored: it’s training that makes the difference 
and in the end spells success. 


Training makes the difference in Traffic Management too! 


If you’re the “boss” encourage your staff to enlarge on experience with practical traffic 
training. If you’re a beginner or hold a traffic assistant’s job, build confidence and 
competence through technical training. 


Study at America’s leading educational institution devoted to the single work of pro- 
fessional training in Traffic Management. New classes in basic traffic, advanced traf- 
fic, traffic law, I.C.C. practice, are now forming. Evening or day session. Resident 
classes at Chicago, New York, Detroit, Philadelphia. Home study through the Exten- 
sion Division. Write today for an informative booklet—no obligation, of course. 


EDUCATIONAL DIVISION OF THE TRAFFIC SERVICE CORPORATION 


COLLEGE OF ADVANCED TRAFFIC § ACADEMY OF ADVANCED TRAFFIC 


Dept. GC1, 22 W. Madison St., Chicago 2, Ill. Dept. GC1, 253 Broadway, New York 7, N. Y. 


For extension courses write College of Advanced Traffic Extension Div., Dept. GC1, 22 W. Madison St., Chicago 2, Ill. 





Dept. GCI, 1422 Chestnut St., Philadelphia 2, Penna. 





Freight trains “go to sea by rail” on S.P.’s direct Chicago- 
San Francisco route. Spectacular Lucin Causeway, across 
Great Salt Lake, cut 43.77 miles of grade and curves from the 
original pioneer route. It’s another reason why, when you 
want swift, dependable transportation, the West’s greatest 
transportation system will provide it. 


sHiP: Southern Pacific 


The West’s Greatest Transportation System 


Serving California * Oregon * Nevada * Arizona 
Utah * New Mexico * Texas * Louisiana 





SHIP ALASKA DIRECT 


FREQUENT SCHEDULED SAILINGS 


aie 4 Gateways 
Los Angeles + San Francisco 
Portland + Seattle 





Ship direct by water and: 


1. SAVE on freight charges 
2. ELIMINATE transfer charges 
3. AVOID unnecessary handling 


OASTWISE LINE 


San Francisco 4, 150 Sansome Street 
Portland 5, Broadway-Oak Bidg., 
623 So. West Oak St. 

Los Angeles, Pier A, Long Beach 
Seattle 6, 3200 26th Ave., S.W. 
Anchorage, Alaska. 223 Central Building 



















July 25—Portland, Ore.—Hotel Multnomah 
—Examiner Roth: 
I. £ = 5908—Petroleum Products, in Calif, 
re. 
July 25—Washington, D. C.—Examiner Dish- 
man: 
I. & S. 5910—Sulphate of Alumina, New 
Orleans & Mobile to Houston. 
30815—Alum Between Houston, Tex. & 
Mobile—New Orleans. 
July 26—Charleston, W. Va.—U. S. Ct. Hse. 
—Examiner Jordan: 
Finance 17270—Virginian Ry. Co. Abandon- 
ment. 
July 26—Portland, Ore.—Multnomah Hotel 
—Examiner Roth: 
30818—Pacific Inland Tariff Bureau, Inc. 
v. S. P. Co., et al. 
July 27—Chicago, Ill.—Hotel Morrison—Ex- 
aminer Dishman: 
I. & S. 5931—Class Rates, Columbus, Ind. 
to T.L. & N. Eng 
July 27—Los pm Calif.—Fed. Bldg.— 
Examiner Glenn: 
30635—American Pipe and Construction 
Co. v. A. & S. et al. 
July 27—Pittsburgh, Pa.—New Fed. Bldg.— 
Examiner Cantrell: 
30745—Green Bros. Truck Sales Co. vy. 
B. & M. et al. 
July 30—Asheboro, N. C.—Asheboro High 
School Bldg.—Examiner Jordan: 
Finance 17272—Norfolk Southern Ry. Co. 
Abandonment. 
July 30—Chicago, Ill—Hotel Morrison—Ex- 
aminer Fuller: 
5942—Pick-Up and Delivery Service at 
Syracuse, Ind. 
July 30—Pittsburgh,, Pa—New Fed. Bldg.— 
Examiner Cantrell: 
30811—Mill Hall Clay Products Co., et al. 
v. A. C. & Y. et al. 
July 31—Chicago, [ll.—Hotel Morrison—Ex- 
aminer Dishman: 
I. & §. 5914—Sulphur, La., and Tex. to 
Tl. and Ind. 


July 31—Washington, D. C.—Examiner Col- 


gren: 
I. & S. 5937—Mail Bags Between Atlantic 
& Pacific Coast Ports. 


July 31—Washington, D. C.—Examiner Mor- 


gan: 
I. & S. 5938—Pulpwood, Miss. Cent. R.R. 
Points to Bogalusa, La. 
August 2—Chicago, Ill.—Hotel Morrison— 
Examiner Dishman: 
30792—-Algonquin-Missouri, Chemical Corp., 
et al. v. A. T. & S. F. Ry. Co. 
August 2—Rockingham, N. C.—County Ct. 
Hse.—Examiner Jordan: 
Finance 17271—Norfolk Southern Ry. Co. 


Abandonment. 
August 2 — Washington, D. C.— Examiner 
Albus: 


Finance 12914—-Supplemental Application 
of the Trustee of the St. Louis, Browns- 
ville & Mexico Ry. Co., Debtor, Etc. 


August 2—Washington, D. C.—Examiner Col- 
gren: 
* I. & S. 5933—Sugar to Va., N. C. & 8S. C. 


August 3—St. Vincent, Minn.—Town Hall— 


Examiner Romero: 


Finance 17262—Great Northern Ry. Co. } 


Abandonment. 





The Following Assignments 
Have Not Heretofore Appeared 





August 6—Charleston, S. C.—County Ct. Hse. 
—Examiner Jordan: 
Finance 17267—Atlantic Coast Line R.R. 
Co. Abandonment. 
August 6—Rochester, Minn.—Kahler Hotel— 
Examiner Romero: 


Finance 17311—Chicago Great Western Ry. | 


Co. Abandonment. 


August $—Audunon, fa.—Audubon County | 


Ct. Hse Examiner Romero: 
Finance 16868—Chicago and North Western 
Ry. Co. Abandonment. 
August 9—Raleigh, N. C.—Sir Walter Hotel 
—Examiner Jordan: 


Finance 17292—Raleigh-Rolesville R.R. Co. 


Construction. 





PORT OF OAKLAND 


MOST MODERN E EFFICIENT SEA-LAND-AIR TERMINAL O17 Jai 22anc1sc0 La. 
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August 13—Centerville, Ia.—Ct. Hse.—Exam- 
iner Romero: 
Finance bs gy Burlington & 
Guse = Co. Abandonment. 
August 1 Ee ville, tll.—U.S. Ct. Rms.— 
Examiner Romero: 
Finance 17337—Illinois Terminal R.R. Co. 
Abandonment. 
September 4—Washington, D. C.—Examiner 
Colgren: 
F.S.A. 25949—Soybeans—Pensacola, Fla., to 
New Orleans and Other Gulf Ports. 
September 5—Washington, D. C.—Examiner 
Corbin: 
30825—-Cotton Linters, Brownsville to Hope- 
well & Baltimore. 
I. & S. 5929—Cotton Linters, Brownsville, 
Tex. to Hopewell, Va. 


September 6—Washington, D. C.—Examiner_ 


Dishman: 

I. & S. 5917 and F.S.A. 25958—Sulphur, 
Tex. and La. to Fla. 

I. & S. 5925 and F.S.A. 26000—Sulphur, 
Tex. & La. to Southeast. 

September 10—Chicago, Ill.—Morrison Hotel 
Examiner Fuller: 
30833—Illinois Intrastate Fares, Chicago, 
South Shore and South Bend R.R. 
September 10—Washington, D. C.—Examiner 
Dishman: 
30619—Thermal Fuel Corp. v. Reading Co. 
September 10—Washington, D. C.—Examiner 
Carter: 

30712—-Aircraft Industries Ass’n. of America, 
Inc. v. A. C. & Y. et al. 

September 11—New York, N. Y.—Hotel New 
Yorker—Examiner Konigsberg: 

I. & §. 5905—Books, Express, to All 
Stations in U. S. 

——— 11—Washington, D. C.—Examiner 
Lyle: 

Finance 17357—Application by Seatrain 
Lines, Inc., for authority to purchase 
operating rights of Ocean Steamship Co. 
of Savannah under Docket No. W-274. 

September 11—Washington, D. C.—Examiner 
Hanson: 

I. & S. 5939—Clay, Kaolin or Pyrophyllite 
Within the South. 

30059—Robbins Tire & Rubber Co., Inc. v. 
Cc. of Ga. Ry. Co. (M. P. Calloway, 
Trustee) and Southern Ry. Co. 

~ 2" “aes Valley Authority v. S. 

y. Co. 
September 12—Chicago, Ill.—Morrison Hotel 
—Examiner Fuller: 

30834—-Increased Passenger Fares, Chicago 

North Shore and Milwaukee Ry. Co. 
September 12—Washington, D. C.—Examiner 


Banks: 
I. & S. 5890—Magnesite, Pacific Coast to 


East. 
30781—Northwest Magnesite Co. et al. v. 
A. & W. et al. 


=e | 13—Washington, D. C.—Examiner 
organ 
I. & s 5903 and F.S.A. 25869—Alcohol, New 
Orleans to Newark, Balto, & Phila. 


September 17—Washington, D. C.—Examin- 
er Carter: 
Released Rates Application 1432 — Re- 
leased Ratings on Engines. 
September 18—Washington, D. C.—Examiner 
Palmer: 
30812—Slab Fork Coal Co. v. C. & O. et al. 


September 18—Washington, D. C.—Examiner 
Palmer: 

30845—Pocahontas Fuel Co., Inc. v. C. & 
O. et al. 


September 19—Washington, D. C.—Examiner 
Konigsberg: 
I, & S. 5926 and Ist Sup.—Boilers, Tanks 
and Cylinders in Official Territory. 


WATER, 
FREIGHT FORWARDER, 
PIPELINE 


July 26—Los Angeles, Calif—Fed. Bldg.— 
Examiner Glenn: 

FF-213—United Freight Service, Inc., Per- 
mit Transfer. 

July 30—Los Angeles, Calif—Fed. Bldg.— 
Examiner Glenn: 

wr -217—Inter State Express Permit Trans- 
er. 

August 1—San Francisco, Calif.—Fed. Off. 
Bldg.—Examiner Roth: 

* FF-214—Franklin Forwarding Co. Permit 
Transfer. 

August 2—Phoenix, Ariz.—State Comm.— 
Examiner Glenn: 

FF-210—Benjamin S. and W. Earl Gold- 
bert Freight.Forwarder Application. 
rn 4 16—Washington, D. C.—Examiner 

or 

W--1001—F. P. Grier Co., Inc. Common Car- 
rier Application. 


DON’T SAY “BEST WAY” ROUTE IT MARION 


Your freight in our trailers routed via our line from origins, 
or to destinations in Indiana is the answer to your distribu- 


tion problem. 


Ask us questions about our services, or the territory we 
serve. Let us send you our latest revised Points List. 


HOME OFFICE: P. O. BOX NO. 866 


DELTA airFREIGHT 


COVERS 
THE SOUTH 
OVERNIGHT 


Per 100 tbs. 
from to 


Atlanta - Chicago... .. $5.75 
New Orleans - Cincinnati. 6.76 
Dalias - Jacksonville.... 8.30 


For complete com- 
modity rates and %& 
schedules, write 
airFREIGHT Depart- 
ment, Delta Air Lines, 
Atlanta, Ga. 


Reliable 
INTERCOASTAL 
SERVICE 


The Pacific Coast Direct Line serving 
Philadelphia... Chester... Baltimore 
..- Norfolk... Pacific Coast Ports. 


WEYERHAEUSER 


STEAMSHIP COMPANY 
Offices in Tacoma, Portland, Ore., 
Seattle, Wash., and Los Angeles. 

Main Offices: San Francisco. 141 Battery St. 
Atlantic Coast Office: New York. 


MARION, IND. 


Soe rora 


Shipping Overseas? 


for Expert Counsel, write 


H.H. GIBSON 


Foreign Freight Traffic Manager 
MOBILE * ALABAMA 





STEAMSHIP 
SAILINGS via 


PORT OF 
LOS ANGELES 


\ PORT Or \! \OS ANGELES 


“i gut Lor Shipping 
\ groaned and 


TRAFFIC DEPT. ROOM 1300 
CITY HALL 
LOS ANGELES 12, CALIFORNIA 
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MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 


Maps and Aled able Unique 


The maps in this section are different from maps and the allied data are unique in that 
maps published in any other medium. Theyare _ the material is presented in a way shippers all 
special maps designed by TRAFFIC WORLD’S over the country told TRAFFIC WORLD it 
map department and keyed in accordance with would be most helpful to them in selecting 
the specifications of shippers. Hence, these highway carriers and routing freight. 


Key fo Maps in This Salton 


Daily INTER- and INTRAstate service 
Daily INTERstate service (no INTRAstate) 


Daily coordinated rail-motor service 





Irregular or special service routes 
e=sesees: Connecting lines 
eeeeeece Ferries 
© O Principal points served 
3 Terminal Cities 


Unless otherwise noted on maps, motor lines offering an intrastate service 
are also interstate operators when their routes extend into other states. 


CENTRAL & EASTERN STATES 


e OHIO TERMINALS—Akron, 560 E. South St. (Franklin 5195); 
Bellevue (Phone 24144); Cleveland, E. 33rd & Hamilton (Pros- 
orwa ruc ine pect 15350); Clyde, 402 Spring St. (Enterprise 2835); Defiance, 
(Phone 7332); Elyria, 124 Maple St. (Phone 3484); Fremont, 
Ey Pe 

‘“ . 4 one ;_ Mansfield, -_ Main St. one 
Satisfy your Customers with Meine, "254 ‘Smith Rd. (Phone 22181); Napolaon Phone 
° 29 ; Norwak, oodiawn Ave.; (Phone 2- n= 
Norwalk Service dusky, 30 W. Perkins Ave. (Phone 2276); Shelby, (Phone 
32911); Toledo 210 City Park (Adams 4291); Warren, 171 

ww. . Forrest St., N.E. (Phone 23546). 

» Fe SV MICHIGAN TERMINALS—Adrian, 939 E. Beecher St. (Phone 
President ' -™ a aoe. zs one {frene — a a= 
. McCalmy St. one ; y City, t of First 
c. W. = COMMON CARRIER ‘ f st. aon 6228); Dowel, (173 s. yg Ky 
Vice-President i . 71096 \ - ; Flint, . Dort Highway (Phone ; Gran 
sail 1.C.C. Certificate No. 7 —— eS oy 4 ~~ SY Eee tg | —- 
Establi 1921 . Wesley one ; Kalamazoo, rd St. 
Incorporated (Ohio) \ omens (Phone 4-0133); Lansing, 904 E. Hazel St. (Phone 49401); 
po >a) a A her + Rag (Phone a Cention = 
Q loodwar era ; inaw, javenport St. 
36 Woodlawn Ave. \i\ii 2 »\ (Phone 27107). ai “a 


. . INDIANA TERMINALS—Auburn, 204 S. Union (Tel. 618); Elk- 
Telephone—2-4321 ‘ | i hart, 1401 W. Beardsley Ave. (Tel. 4338); Ft. Wayne, 1122 
\ 4 Sherman St.(Anthony 4363); Goshen 611 W. a ag mee 
i ‘ ] : Hammond, 844 150th St.(Sheffield 3070); Kendallville, Drake Rd. 
NORWALK, OHIO id L A \v roit Pg (tel. 300); South Bend, 1040 W. Sample St. (Tel. 39321). 
M4 er een , . : party ee TERMINALS—Chicago, 2500 W. Taylor St. (Monroe 


PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. 

Y Ws (Phone 745); Pittsburgh, 839 Lockhart (CE 1-3253). 
7S ZZ 

(EX 


=z 


INSURANCE Co.). Blanket Emp’ 
, $25/75,000 (The Connecticut (Fidelity & Casualty i Kise EQUIPMENT 
ns. Co.). ‘Public Liability, by new A. T. A. bon 
»  %Workmen’s 317 Tractors (309 company owned); 
. @ Liability Insur- TARIFF AGENCIES 432 trailers (all company owned); 
ance on Ali Terminals (The Travelers Central Motor Freight Assn., Inc. 208 delivery trucks (139 company 
Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau owned). 
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MOTOR TRANSPORT SECTION 


CENTRAL & EASTERN STATES 


DECATUR CARTAGE CO., INC., OF INDIANA 


DECATUR 
CARTAGE CO. 


20th St. & Wentworth Ave., Chicago 16, If. 
Telephone—Victory 2-6000 


WALTER MULLADY, President R. A. BAENSCH, Ex. V.P. 


ore CARRIER—I. C. C. out, Doge x P. . . I. No. ag 10; 
7. & No. 1597-A-1; P. S. C. T-3406; c. o. 4856- 

;U. S$. co Bond. Estcblished” 1956. INSURANCE: hae $25,000. 

$235, 000; Public Liability, $50,000-$100,000; Property Damage, $50,000. 

Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, 

Indianapolis, St. Louis, Quincy, Peoria and a thousand and one other 

spots in the great area shown on the map... served day and night 
, ; by our great fleet of modern transports . . affo rding a transportation 

Watch Display advertisements oppo- service whose de peepdabliny amply proves that “FOR SHIPMENTS MIDWEST. 


site lead page of LATE NEWS section. DECATUR IS BES 





Clemans Truck Line, Inc. 


Sm “Cone Cue | Established 1929 Incorporated 1934 
Tow more than CUEP «ee eo os 815 Pennsylvania Ave., South Bend, Ind. 
nit A. C. Clemans, Pres., A. C. Scheetz, T. M. 


is the time to keep the details of your operation ‘ae ihe (ie 


° ° . a ge CARRIER—I. C. C. Certificate No. M-2136— 
before the leading shippers of the country. ; C. I. Nos. 692-A-2-3-4-10 Intrastate Indiana—M. P. 


U, 1 Ay C-548 Interstate Michigan. 
SERVICE: Overnight service between po wate Indianep- 


Listings in this motor transport section are set ‘Vy eg uy A Fy 
Fi. Benj. Harison © 





Plymouth, Rochester and South Ind.; Battle — 
Grand Rapids, Kalamazoo, Three Rivers, Mich., 


up in accordance to specifications of shippers. pce | Louleville, Ky. Ail intormomiate polate served between 


a UNIS: 10% Promest, 122 ne Vans, 
es H iN y r y ans, 9 
Advertising rates are extremely low. Write for N Da SURANCE. Congo TOU 200 rend 100,000 there Office of 


\ Ameriea); Public Tiability, 100,000 and 300,000; Property 
full details MN, Damage, 100,000 (Markel Service, Inc.); ‘Workingmen’s 
o 7 Compensation (Michigan Mutual Liability Company). 


SAFE—COURTEOUS—SERVICE 





Motor TrANsporT Maps 
PREPARED TO SHIPPER SPECIFICATIONS 


Shippers from all over the country set up the specifications for the motor transport maps 
used in this section. They are specially designed by Traffic World’s map department and 
keyed in accordance with their specifications. Leading shippers find this section helpful 
in routing their highway freight. Recently, an industrial traffic manager of a leading 
industrial manufacturing company in Milwaukee, Wisconsin, wrote the following: 


“In the issue of Traffic World which is published in the third week 
of each month, you have a Mofor Transport Section. We find that 
the maps and information which are published in this section to be 
superior to any other publication of this type, which we have seen.” 


Write now for complete details about how you can have your route map prepared 
in accordance with shipper specifications and placed monthly before the leading shippers 
across the country. 


TRAFFIC WORLD 


Advertising Department, State-Madison Bldg., 22 West Madison St., Chicago 2, Ill. 





More New POWER 
for the M. & ST. L. 


r. New. st pe “ot Diesel power on 
» the M. & St. L. Railway is this two- 
} unit 3000-horsepower locomotive” 
for Fast Freight Service. : 
'. More of them are on order for 
e fast-growing Diesel fleet of this _ 
iwest Baie 








use ERIE'S 
Q. A. [quick action) 
CAR LOCATER 

SERVICE 


Phone Your Erie 
Representative. 


. Mark of 


PROGRESS 
Tam tciiigeleleiiars, 





“SHIP-BY’’ WORD 






FAST 


moron TRANSPORT 
“wire” MOVING 


Dye AT PANO) AN 


THE DAVIDSON TRANSFER & STORAGE CO. 
GENERAL OFFICES: BALTIMORE 3 ¢ BR. 7900 
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July 23—Baltimore, Md.—U. S. Appraisers’ 
Store Bldg.—Jt. Bd. 199: 
MC-C-1260—Elliott Bros. Trucking Co. 
Inc.,—Revocation of Certificate 
July 23—Baltimore, Md.—U. S. Appraisers’ 
Stores Bldg.—Examiner Cantrell: 
MC-C-1276—L. F. Berry—Revocation — of 
Certificate. 
July Ren Angeles, Calif.—Fed. Bldg.—Jt. 


MC-C-1166—Orris R. Hedges—Revocation 
* of Certificate. 
July 23—Washington, D. C.—Examiner Boss: 
MC-112759—Leviner’s Transfer, Lumberton, 
N. O., contract carrier application. 
July 24—Philadelphia, Pa.—Hotel Normandie 
—Jt. Bd. 199: 
MC-C-1261—Goldstein and Co.—Revoca- 
tion of Certificate. 
July 24—Philadelphia, Pa.—Hotel Normandie 
—Jt. Bd. 255: 
MC-C-1262—L. S. Leslie—Revocation of 
Certificate. 
July 24—Philadelphia, Pa.—Hotel Normandie 
—Examiner Cantrell: 
MC-C-1272—Rufus R. Frantz—Revocation 
of Certificate. 
July 24— Washington, D. 
Riegel: 
MC-C-1255—Hyper-Humus Co. v. 
Pierson. 
MC-C-1255, Sub. 1—Hyper-Humus Co. v. 


George A. Fetzer. 
D.C.—Examiner Col- 


ms, 24—Washington, 
ns: 

MC-9685, Sub. 48—Emery Transportation 
Co., Chicago, Ill., contract carrier appli- 
cation. 

July tO” eee Pa.—State Comm.—ZJt. 


Bd. : 
MC-C-1263—Roy Kreischer—Revocation of 
Certificate. 
July 25—Harrisburg, Pa.—State Comm.—Ex- 
aminer Cantrell: 
MC-C-1271—Benjamin E. Grove—Revoca- 
tion of Certificate. 


Cc. — Examiner 


Arthur 





The Following Assignments 
Have Not Heretofore Appeared 





July 25—Washington, D. C.—Examiner Win- 


son: 
MC-F-4437 — Thomas J. Lyons — Control; 
Quinn Freight Lines, Inc.—Purchase— 
Jessie B. Wadkins and Thomas Fereol 
Neale (Agnes B. Neale, Administratrix). 


July 25—Washington, D. C.—Jt. Bd. 308: 
MC-102616, Sub. 553—Coastal Tank Lines, 
Inc., York, Pa. 


July 25—Washington, D. C.—Examiner Card: 
MC-F-4812—Kenneth M. Mawson—Control; 
Mawson & Mawson, Inc.—Purchase (Por- 
tion)—Raymond Slater. 
July 26—Washington, D. C.—Examiner Angle: 
MC-112634, Sub. 1—Triangle Freight Lines, 
Inc., Berea, Ohio, contract carrier ap- 
plication. 


omy] 26 — Washington, D. C. 


MC- oF fiss—calen J. and Carroll J. Roush 
—Control; Roadway Express, Inc.—Pur- 
chase (Portion)—Diamond State Motor 
Freight, Inc. 

July 27— Washington, D. 
Dahan: 

I. & S. M-3808—Sodium Hypochlorite Solu- 
tion, N. C., to Va. 

July 27 — Washington, D. 
Murphy 

MC-F-4836—Paul A. Mavis—Control; Dallas 
& Mavis Forwarding Co., Control and 
Merger—Reliable Drivers ‘Corp. 

July 30—Madison, Wis.—State Comm.—ZJt. 


— Examiner 


Cc. — Examiner 


Cc. — Examiner 


Bd. 142: 
MC-C-1270—Donald Allen—Revocation of 
Certificate. 
ee Wis.—State Comm.—Jt. 


MC-C-1264—Steuben Truck Line—Revoca- 
tion of Certificate. 

July 30—Newark, N. J.—State Comm.—Ex- 
aminer Cave: 

MC-22454, Sub. 336—Nu-Car Carriers, Inc., 
Chester, Pa., common carrier applica- 
tion. 

July 30—San Francisco, Calif.—U. S. P. O. 
and Ct. Hse. Bldg.—Jt. Bd. 75: 

MC-C-1167 — H. A. Luallen—Revocation of 
Certificate. 

July 30— Washington, D. 
Pettis: 

MC-F-4938—Harvey Jones—Control; Jones 
Truck Lines, Inc.—Purchase (Portion)— 
Keystone Freight Lines. 

July 30— Washington, D. 
Collins: 

MC-112924—Brownway Trucking Co., New 

York, N. Y., common carrier application. 


Cc. — Examiner 


Cc. — Examiner 
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When answering ads please address as follows: Box 


CLASSIFIED ADVERTISING 





Traffic World, 815 Washington 


Building, Washington 5, D. C. Rates: reader ads, $1.00 a line (approximately 5 words), 


minimum three lines. 








Help Wanted 


TRAFFIC MANAGER by Chamber of Com- 
merce Of a progressive northwestern city 
of 25,000. Should be admitted to practice 
before I.C.C. Box 222. 


FREIGHT BILL Auditor (full or part time 
basis) for traffic bureau in N.Y.C. Must 
know rail, truck and carloading rates in all 
——— Submit complete details. Box 
228. 


RATE CLERK—rail and truck experience— 
large manufacturer. Box 229. 














ATTENTION SALESMEN ! 


Can you answer YES 
to the following questions? 

1. Are you experienced in motor freight 
solicitation? 

2. Do you control large volume ship- 
ments moving between the New York- 
North Jersey and Philadelphia metro- 
politan areas? 

3. Are you located, or are you willing 
to locate, either in Philadelphia or 
in the New York-North Jersey metro- 
politan area? 


4. Are you interested in a lifetime 
career position with a really BIG 
salary? 


If you can answer YES to all these questions, 
then by all means write us immediately and 
tell us all about yourself. 

Our company is a Class | motor carrier 
operating for many years in the New York- 
Philadelphia areas. We have been grow- 
ing year after year, but we want to grow 
more. 

In order to do this, we need top-flight sales- 
men—men who can secure BIG accounts 
FAST—and HOLD them. 

We are well aware that such men want 
BIG MONEY and SECURITY, and we are 
prepared to offer BOTH. 

If your letter convinces us that you are one 
of the men we need, we will arrange to meet 
you for further discussion. 

Our employees have been informed of this 
advertisement, and you may be assured that 
your reply and any further negotiations will 
be kept in strictest confidence. But if you 
are apprehensive, we might suggest that 
you contact us through an agent. 


But in any event, write us NOW. 
Box No. 227 


eee ee ee ee ee 


July 30—Washington, D. C.—Examiner Boss: 

MC-107107, Sub. 28—Alterman Transport 
Lines, Miami, Fla., common carrier ap- 
Plication. 

July 31—Washington, D. C.—Examiner Carr: 

MC-111912—High Mountain Ski School, 
New York, N. Y. 

fuly '31—Washington, D. C.—Examiner Col- 

es 

MC-110525, Sub. 169—Chemical Tank Lines, 
Inc., Downingtown, Pa., common car- 
rier application. 

August 1—Washington, D. 
Dahan: 

I. & §. M-3570—Fabrics and Cords—Roa- 

A noke, Va. to Memphis, Tenn. 

og 1—Washington, D. C.—Examiner 
ettis: 

MC-F-4928—Sidney Alterman—Purchase— 
Annie M. Godfrey. 

September 6—Atlanta, Ga.—State Comm.— 
Examiner Yardley: 

MC-C-1244 — Electric Lamps— Atlanta & 
Charlotte to Ala. Caro. Pts. 


C.—Examiner 


Display ads, $15.00 a column inch. 
Classified Advertisements Payable in Advance 


Situations Wanted 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 


General Traffic Managers with many years of 

as well as young, 

who can 
positions of 


experience and training, 
ambitious, recent graduates 
developed as understudies for 
responsibility. 

Also included are specialists in many dif- 
ferent phases of  Traffic-Practitioners—Tariff 
Compilers—Solicitors—and ~ Claim Agents—as 
well as men with varying degrees of experience 
in Rates—Routes—Transit—Demurrage—Storage 
—Claims—Classifications. In fact, any and all 
duties in a Traffic Department. 


Just drop a line outlining your needs to the 
nearest office: 


ACADEMY OF 
ADVANCED TRAFFIC 


253 Broadway 
New York 7, N.Y. 
1422 Chestnut St. 
Philadelphia, Pa. 


COLLEGE OF 
ADVANCED TRAFFIC 
22 W. Madison St. 
Chicago 2, Ill. 

615 Griswold Ave. 
Detroit 26, Mich. 








YOUNG TRAFFIC MAN—College grad., 
traffic school. Practitioner. Now ass’t to 
TM heavy industry. Desire position Ohio, 
Ind., Ill. industry. Exp. rates, routes all 
territories. Box 226. 








Educational Books or Courses 


REGULATION OF TRANSPORTATION in its 
NEW REVISED 4th EDITION still only $6.00. 
This is the book used by the author J. H. 
Tedrow, LL.B in the University of Kansas 
City, with a record of 90% admitted to prac- 
tice. Compact, simple, comprehensive. Covers 
Acts, history, practice, evidence. Quizzes 
and pleading forms. Over 250 leading cases 
discussed. A complete practitioners’ course 
for class or individual study. Endorsed by 
well-known traffic men and lawyers. Study 
for 10 days and if not satisfactory your $6.00 
refunded. Wm. C. Brown Company, Pub- 
lishers, Dubuque, Iowa. 


I.cC. PRACTITIONER. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 


TARIFF GUIDE No. 3. A speedy reference 
to all of the principal agency issues both 
rail and motor. Here is the answer to the 
question, “What tariff applies?” Twelve 
pages, 814x1l, price 25 cents. The Traffic 
Service Corporation, 815 Washington Bldg., 
Washington 5, D. C. 














September 10—Amarillo, Tex.—Herring Hotel 
—Jt. Bd. 214: 

MC-200, Sub. 113—Riss & Co., Inc., North 
Kansas City, Mo., common carrier ap- 
plication. 

September 10—Chicago, Ill—U. S. Custom 
Hse. Bldg.—Examiner Aplin: 

I. & S. M-3815—Minimum Charge Per 
Shipment—Riss & Co. 

September 10—Chicago, Ill—U. S. Custom 
Hse. Bldg.—Examiner Aplin: 

MC-C-1227 and ist. Sup.—Minimum Charge 
Per Shipment—North and East. 

MC-C-1283—Minimum Charge Per Ship- 
ment—South and Middlewest. 

I. & S. M-3633 and Ist, 2nd, 3rd, 4th and 
5th Sups.—Minimum Charges Per Ship- 
ment—Various Carriers. 

I. & S. M-3739 and ist. Sup.—Rate Restric- 
tions—Shippers Dispatch, Inc. 

. I. & S. M-3758—Minimum Charges Per 
Shipment—Hancock Trucking. 





There is room to grow in Chicago, 
Kansas City and Los Angeles. Our 
broad Warehousing and Distribution 
service can help you expand in 
these great marketing areas. 


* 
CROOKS TERMINAL WAREHOUSES, 'Xc 


lela lier ciel NEW YORK 16 KANSAS CITY 7 
433 W. Harrison St 271 Madison Ave 1104 Union Ave 


Associated with Overland Terminal Warehouse Co., 
1807 E. Olympic Bivd., Los Angeles 21 




























.. for industry seek- 
ing new plant sites. Let 
North Western’s In- 
dustrial Department 
advise you of excellent 
locations in the rich 
North Western Terri- 
tory. Address 400 W. 
Madison St., Chicago 6. 


CHICAGO and 
NORTH WESTERN 
SYSTEM 
















MATHEWS 
TRUCKING CORP. 


Nineteen Years Experience 


Specializing in the Trans- 
portation of Foods Requir- 
ing Refrigeration 


General Offices 
Ontario, New York 


Phone 4751 


y-V ive @) 4-H 


BOSTON DETROIT 
CHICAGO JERSEY CITY 
CINCINNATI MEMPHIS 
CLEVELAND SALISBURY 
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EDITORIAL 





TRAFFIC WORLD 


Under Secretary for Transportation 


HE LATE COMMISSIONER EASTMAN once said 

that the Commission was no place for an advocate. 
The remark applies with special force to the man who, as 
the newly-appointed Under Secretary of Commerce for 
Transportation, will have the job of carrying out the recom- 
mendations in the plan that Secretary of Commerce Charles 
Sawyer prepared at the request of President Truman (T.W., 
Dec. 17, 1949). 

The President had directed the Secretary of Commerce 
to study the steps to be taken to eliminate conflicts in federal 
policies in the field of transportation. 

Delos W. Rentzel, formerly chairman of the Civil Aero- 
nautics Board, and with a long experience in air transpor- 
tation, is the new Under Secretary of Commerce. He is a 
vigorous administrator, and what he does in carrying out the 
ideas laid down by Secretary Sawyer will have its effect on 
all forms of transportation, as one of the basic problems 
which President Truman desired studied was the federal pro- 
motion of some types of trafisportation, on the one hand 
and, on the other, the fact that the railroads, although under 
federal regulation themselves, must meet competitively the 
services of those other forms of transportation. 


It is reassuring, therefore, that Mr. Rentzel has spoken 
out forthrightly for healthy competition between our various 
modes of transportation, while calling for a greater degree 
of cooperation among them. 

“We did not build the tremendous transportation systems 
in this nation—and which have helped so much to make us 
great—by stifling competition or by ignoring the separate 
and distinct needs and problems of the different transporta- 
tion systems,” said Mr. Rentzel recently. ‘‘It is economically 
healthy for our different transportation systems to continue 
to be competitive, on the one hand, or supplementary to each 
other, on the other hand, to the extent that speed and cargo 
and price decree. But greater cooperation between each of 
them will result in more business for all of them.” 


HIS RECOGNITION of the economic health indicated 
by competition is important coming from the man who 
will have the task of implementing Secretary Sawyer’s plan, 
particularly since his entire background has been in aviation. 
The task of ironing out the increasing difficulties that 
flow from the conflict in federal policies in transportation 
calls for an unbiased judgment concerning the nation’s 
transportation needs, particularly in view of the outline of 
the job contained in Secretary Sawyer’s plan. 
The Under Secretary is, among other things, to re-examine 
federal promotion activities in transportation. He is to study 


the idea of user charges on subsidized or partly subsidized 


transportation systems. He is to bear in mind that federal 
transportation policy must give major attention to sound 
and healthy railroads as a part of the transportation system 
of the country. He is to consider the bearing of the Secre- 
tary’s statements that greater railroad efficiency is needed 
and that this might involve a mixture of compulsion and in- 
centive, the latter to include immediate consideration of a 
more liberal abandonment policy, with further incentives to 
be explored. 


N the other hand, the Secretary suggested the regulation 

of the financial practices of subsidized air carriers, and 

that certain improved facilities ought to be provided by the 
water carriers. 

So that, in attaining the objective of the plan that Sec- 
retary Sawyer prepared for submission to the President— 
that conflicts in federal policies in the field of transporta- 
tion be resolved—it is pee that the transportation sys- 
tems regulated by the federal government, with or without 
promotional activities, will be directly affected by whatever 
the new Under Secretary of Commerce for Transportation 
persuades Congress to adopt as a result of his further studies 
and recommendations. 


Obviously, an “‘advocate’” for any particular type of 
transportation would have as little, or less, place in the 
Under Secretaryship as among the Commission’s membership. 

It should be reassuring, therefore, to those segments of 
the transportation world which have not had dealings with 
Mr. Rentzel, that he is not of the school which fears or de- 
plores the competitive spirit. While TRAFFIC WorLD does 
not agree with Mr. Rentzel’s stated position—that there 
should not be a single federal regulatory agency with author- 
ity over all forms of transportation—it does heartily agree 
with his endorsement of the competitive idea. We do not 


think it would be a reassuring thing for the competitive © 


spirit if each form of transportation—rail, highway, water, 
air—had its own independent regulatory agency. It would 
be almost too much to expect that each agency would not 
promote as much as it regulated. 

Since Mr. Rentzel will give initial direction to the activi- 
ties of his new office for the years to come, we trust that he 
will not allow the difficulties of his task at any time to ovet- 
shadow the conviction that our “tremendous transportation 





A ain lL Re aR eet ah ate nes tem 


systems” were not built by stifling competition. We hope ™ 


that whatever convictions he arrives at as the result of his) 
studies, he will not permit our “regulated competition’’ to 





fall a victim to over-emphasis on the “regulated” and under: | 


emphasis on “competition.” 
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‘Sentinel 
_ Service 


Why not enjoy the benefits of 
B&O’s Automatic Records—an 


important feature of Sentinel 
Service. As if removing a blind- 


fold, we inform you and the re- 
ceiver, through Automatic Records, 
what has happened if the sched- 
ule of your car is interrupted; 





wear a blindfold, Mr. Shipper 


and, again, when it has been 
reforwarded. 

Supplementing the siding-to- 
siding dependability of Sentinel 
Service, Automatic Records offer 
shippers (both on and off line) 
another reason for routing their 
carloads via B&O’s Sentinel Serv- 
ice. Ask our man! 


“a 
a“ 
(~ fake Octurie 


omni |BALTIMORE & OHIO RAILROAD 


Constantly doing things — better ! 





CENTRAL DIESELS 
Fack 


MORE THAN TWO MILLION HORSEPOWER! 
That’s the combined might of New York 
Central’s great fleet of Diesel-electric lo- 
comotives, including the latest units or- 
dered. And that’s more than all the 
horsepower generated by al// the giant 
dynamos of Niagara Falls! 


DIESEL POWER UP 500% SINCE 1945! Dur- 
ing the past five years, despite subnormal 
profits, Central has pushed ahead on its 
own preparedness program. Orders for 
many thousands of new freight cars were 
matched by investment of more than 
$200,000,000 to increase Diesel-electric 
locomotive units by 500%! 


THAT’S WHY CENTRAL IS PREPARED to serve 
America efficiently. Ready with 58,000 
new freight cars. Ready with modern 
steam and new Diesel-electric power to 
pull them. A moving force for Freedom 
... from a “five-year plan” that worked! 


¥ 


/ 
the Power of Mag 4 ; 


V NEWYORK 
{ CENTRAL 
NS 69 8 | 


The Smooth Water Level Route 





